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Fort Worth, youngest of the larger 
cities of Texas, has rapidly grown 
to be one of the leading industrial 
and commercial centers of the 
Southwest. It is the great supply 
point and chief outlet for the 
productive Panhandle of Texas. 
A major petroleum refinery center 
and important in other manufac- 
turing interests, Fort Worth is also 
the largest grain market south of 
Kansas City, one of the chief live- 
stock and meat packing cities of the 
United States, and one of the largest 
horse and mule markets in the 
world. 


Artificial lakes give Fort Worth the 
largest reservoir supply of water in 
the Southwest and provide facilities 
for recreation and scenes of unusual 
beauty. A section of the city is 
shown in the above aerial view. 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





HOW SHIPPERS MAY HELP 


N an exceedingly able and frank address before the 

Convention of the Associated Traffic Clubs of Amer- 
ica in New York this week, Ralph Budd, president of 
the Burlington Lines, said this: 

If I am correct in my belief that railway transportation is an 
absolute essential, that the quality of service must be maintained 
and improved, and that charges must be kept down, then it must 
follow that the ability of the railways to do these things as well 
and as cheaply as possible is not only an important managerial 
question, but an important question to shippers and the public 
im general. 

We are in hearty agreement with that statement 
and, in general, with Mr. Budd’s exposition of it. We 
do not, however, find ourselves in much sympathy with 
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one of the methods by which he suggests that shippers 
can and should help—namely, by using the railroads 
in preference to other kinds of transport even when 
other kinds are cheaper. 

We agree that, if shippers would do this, it would 
operate to solve the railroad problem; we might even 
agree, for the sake of the argument, at least, that ship- 
pers ought to do it; but the point is that they will not 
do it and there is no use in talking about it. It is not 
in human nature for them to do it nor would it be do- 
ing business according to accepted standards. One in 
business and hoping to make a success of it must avail 
himself of the cheapest and most efficient methods 
available, else he fails in the race with his competitors; 
even if an individual shipper believed that, in the long 
run, it would be better for business to do as Mr. Budd 
suggests, he could not do it and remain in business un- 
less his competitors did as he did. There is no possi- 
bility of any such mass voluntary action and no way 
that we know of, of compelling it, even if such compul- 
sion could be considered economically wise and moral. 

It seems to us, then, that the cooperation of the 
shipper in this aspect of the problem must come, if at 
all, not from refraining from using cheap facilities of- 
fered, but in uniting to make impossible artificial aids, 
due to governmental policies, in cheapening transpor- 
tation processes. 

For instance, we do not blame a shipper for using 
the Mississippi Barge Line in transporting his goods if 
he can save money in doing so. The barge line is there 
and his competitors use it. He cannot take the attitude 
that the barge line ought not to exist and that, there- 
fore, he will give it none of his business. But we do 
blame him for actively promoting or for not actively 
opposing proposals and plans that result in the setting 
up of agencies like the barge line that, because of gov- 
ernment aid, are able unfairly to compete with legiti- 
mate private transportation enterprises. It is not, we 
believe, too much to expect that shippers might, as a 
unit, take a position against such unfair competition 
and make their opposition prevail, though it is not to 
be expected or even hoped that they would, as indi- 
viduals, refrain from profiting by the use of such cheap 
modes of transportation as exist, however much their 
existence may be due to something unfair or unwise 
in the situation. 
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The same is true of air transport. Can one be ex- 
pected to refuse to ride in an airplane because he be- 
lieves that air transport is subsidized, both directly and 
in the providing of free facilities, such as landing 
fields? But one might be expected to see the unfair- 
ness of the condition and to oppose its continuance. 


Does anyone really expect or hope that a shipper 
who can use motor trucks to advantage would refrain 
from so doing because he thinks the trucks have an 
unfair advantage, due, perhaps, to the fact that rail- 
road wages are fixed by law, while those of the truckers 
are not, or that the railroads must pay for and main- 
tain their own rights of way, while the roadway used 
by the trucks is, in some part, furnished through pub- 
lic taxation? No. He figures that the trucks are there 
and he is not responsible for their being there. Even if 
he were disposed not to use them, for the reasons set 
forth by Mr. Budd, he could not ignore them and com- 
pete successfully in business. But it is not at all hope- 
less to expect that some day shippers may unite in op- 
posing unfair policies and insisting on fair ones that 
may put competing forms of transport on an even basis 
so far as government regulation and control are con- 
cerned. 


It seems to us that it is from that angle that help 
is to be sought from shippers, if at all. We do not mean 
to say that Mr. Budd neglects that phase of the matter, 
but merely that one of his suggestions for shipper co- 
operation is impractical in that its adoption would not 
consist with human nature or business principles. 
Neither would we be too certain that what we suggest 
could be accomplished; it is, however, a thing that can 
be logically advocated and that has met with at least 
some degree of success—as witness the action of the 
National Industrial Traffic League in finally advocat- 
ing motor vehicle regulation, though by a close vote. 
On the other side, of course, is the refusal of that or- 
ganization to take any position with respect to the gov- 
ernment barge line enterprise or inland waterway de- 
velopment generally. However, its members might be 
brought to see the light, either by themselves or by 
reason of orders from their principals. 


Certainly, what is needed now in transportation is 
a realization by business of the importance of the rail- 
roads in commerce, of the plight they are in, of the 
things that are being done and proposed to make that 
plight worse, and an insistence that transportation 
must be viewed as a whole and not as made up of a lot 
of different agencies, some free and some tied, with no 
regard for the effect on the one that is tied of the un- 
hampered and even subsidized competition of the other 
that is comparatively free. 


Incidentally, we think Mr. Budd weakened his case 
by saying that the trucks moved only about eight per 
cent of the country’s total volume of freight. He may 
have figures that we know not of, but his estimate is 
much lower than the generally accepted one. We 
should think it would be good tactics—though it might 
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be obnoxious to their pride and complacency—for the 
railroads to make that figure as large as possible. In 
the beginning of truck competition they loved to say 
that it was not worth worrying about—and, unfor- 
tunately, they did not worry about it. We thought they 
had recovered from that attitude and much that Mr, 
Budd said shows that they have—but his figures do 
not seem to afford sufficient cause for the recovery. 


TRAFFIC WORLD DISTRIBUTION 


Y reason of the fact that the April 24 number of 
The Traffic World contains a report of the con- 
vention of the Associated Traffic.Clubs of America, we 
are, as usual, making a free additional distribution of 
6,000 copies of this number of the publication among 
members of traffic clubs who are not subscribers. We 
do this, as we have previously explained, partly, of 
course, to promote our publication directly, but partly 
and chiefly also to promote interest in the serious and 
educational aspect of transportation. 


DEFICIENCY APPROPRIATIONS 
The Traffic World Washington Bureau 


The House has passed a joint resolution carrying appropria- 
tions of $400,000 additional for the motor regulation work of 
the Commission, $20,000 additional for the Bureau of Air 
Mail, and $300,000 for the Railroad Retirement Board. The 
measure was sent to the Senate. On final approval, the money 
appropriated will be available for immediate use. These are 
so-called deficiency appropriations for the present fiscal year. 


DIRECTOR GENERAL’S REPORT 
The Traffic World Washington Bureau 


The Railroad Administration, once the operator of most 
of the railroads of the United States, is now in the final stages 
of liquidation, according to the annual report of Secretary of 
the Treasury Henry Morgenthau, Jr., as Director General of 
Railroads. 

In the last year, says the report, disposition was made of 
the last suit against the Director General, as agent, and the 
last suit in favor of the Director General. 

Under order of President Roosevelt all files and records 
of the administration relating to the Minnesota fire claims have 
been transferred to the custody and care of the general account- 
ing office. The files and records consisting of an additional set 
of freight rate authorities and all surplus copies of general 
orders, bulletins, circulars, annual reports, and contracts issued 
by or drawn in favor of the Director General have been trans- 
ferred to the custody and care of the Commission, and files and 
records consisting of the original pay rolls and personnel 
records have been transferred to the custody and care of the 
U. S. Civil Service Commission. 

The office of the Railroad Administration is now in the 
U. S. Treasury building and all the administrative duties will 
be carried on by employes of the Treasury in connection with 
their regular duties, under the general supervision of Secre- 
tary Morgenthau as Director General of Railroads, according 
to the report. 

The expenses of the administration in 1936 amounted to 
$32,863.18 of which $25,979 was for pay rolls. 


CHAMBER OF COMMERCE MEETING 


The program of the transportation luncheon session April 
28 of the annual meeting of the Chamber of Commerce of the 
United States, at the Mayflower Hotel, Washington, has been 
announced by A. B. Barber, manager of the transportation and 
communication department of the chamber, as follows: 


The Merchant Marine: William K. Jackson, vice president and 
general counsel, United Fruit Company, Boston. 

The future of transportation in the United States from the view- 
point of: railroads, Carl R. Gray, president, Union Pacific Railroad; 
highways, Robert K. Carter, president, Carter Brothers, Richmond, 
Va.; waterways, William B. Rodgers, vice president, McCrady-Rodgers 
Company, Pittsburgh, Pa., and air, W. A. Patterson, president, United 
Air ong Inc., Chicago. The addresses will be followed by open dis- 
cussion. : 
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April 24, 1937 


Current Topics in 
Washington 


~~ 





The President is the country’s 
No. 1 baseball fan but it is be- 
lieved that he did not have the 
good time he expected on the open- 
ing day when there is supposed to 
be nothing but joy and gladness in 
the hearts of all fans, even those that lose. But, ’tis said, 
President Roosevelt will always remember this year’s opening, 
not because Washington lost or that he made a rotten gesture 
in throwing out the ball, even if some might count it a wild 
pitch. A blimp flew over the game. It floated a tail with a 
device on it. 

Eight times the air craft circled over the field. Each 
time, so it is said, that machine let out and retracted its tail. 
And its strange device was not “Excelsior.” On the contrary 
the device on that banner was, not in Greek, but in plain 
English: “Play the game. Don’t pack the court.” 


Device on Blimp’s 
Tail Spoils Roosevelt’s 
Base Ball Day 





Air Mail briefs on the Com- 
mission’s press table a few days ago 
caused a brief revival of the child- 
game of guessing of what’s next to 
as bad as being dead. The man who asked it held in his hand 
the petitioner’s brief in reply to the exceptions of the Post- 
master General to an examiner’s proposed report in No. 14, 
American Air Lines, Inc. The examiner recommended changes 
in compensation. 

The participants in the guessing game, which lasted a 
minute or two, were, they believed, fairly familiar with the 
nature of the controversy between the Post Office Department 
and the air mail carriers. The consensus of the answers was: 
“Being an American air mail carrier under contract with 
Post Office Department and not being satisfied with what it 
was willing to pay.” 

In this reply brief one conclusion was that to deny the 
Commission the right to establish such retroactive increases 
was to deny the Commission authority to make its rate in- 
creases contemporaneously applicable to and in conformity 
with the conditions disclosed in any rate proceeding and render 
the Commission impotent to establish fair and reasonable rates 
and adjust and readjust same from time to time to meet new 
conditions. 

The general idea obtained from hurried reading of this 
brief was that possibly the only thing the carrier might say 
the Postmaster General might have done right by it was the 
recitation of a multiplication table. The department, it says, 
had requested oral argument on the exceptions before the en- 
tire Commission. 

“In the interest of expediting the final decision of this 
case,” says the brief, “petitioner requests that oral argument 
be waived, but if the department insists on oral argument 
petitioner, likewise, desires to be accorded an opportunity to 
reply thereto.” 


Guess What’s Next 
to Being Dead 





Washington’s continuous 
buzz became much _ louder 
within the week, reaching a 
crescendo immediately after 
the President had sent to 
Congress his message about 
government finances together with recommendations for deal- 
ing with the situation. How much higher the crest of buzzing 
will rise anyone can guess as well as any other. 


Before the President produced the peak with his message, 
observers commented that conditions had been growing worse 
and they were divided as to what could be done to improve 
them. The facts were that the deficits that the government 
had been running since 1933 had been jerkily rising from the 
Summer of that year. Some of those lukewarm toward Roose- 
velt then questioned the administration’s program, while many 
frankly said the plan was of no practical value. 


The present uproar started in a mild way, when, the 
President’s critics said, he gave public recognition to the fact 
of revenues much less than he had estimated coincident with 
a continuance of the deficit level, in a letter to all the depart- 


Critics Believe Roosevelt’s 
Recent Plans Will Make 
a Bad Matter Much Worse 
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ments to hold expenses to the bone. 


PAGE 881 








He directed among other 
things that not only the executive departments, but the inde- 
pendent agencies, among which are the Commission, kept their 
expenditures down to the absolute necessities. 

Roosevelt critics were pleased, they said, that the Presi- 
dent had given such recognition to the condition and had 
suggested some remedies. But, they said, the recognition was 
belated and the proposed remedies inadequate and puerile, if 
not piffling. It was pointed out that, if the Commission and other 
independent agencies and practically all the ordinary appropria- 
tions for the departments were eliminated, the effect on the 
deficits would be practically nothing. 

A Washington cartoonist represented the situation as a 
vast flood behind a levee or dyke. On the supposedly safe 
side of that dyke or levee, Uncle Sam was seen struggling in 
deep water back of President Roosevelt and Senator Robinson. 
They had their fingers in holes in the dyke. A small trickle 
was getting past their fingers and they were saying how for- 
tunate it was that they were holding back the flood on the 
other side of the dyke. They looked steadfastly at the trickles, 
seemingly only half aware of the crevasse a little below them 
pouring a big stream into the area in which Uncle Sam was 
floundering. In addition to the water pouring through the 
crevasse, sand boils and spouting up all around Uncle Sam. 
And all that was being done for Uncle Sam was the stopping of 
very small holes in the dam with the Roosevelt and Robinson 
fingers. 

~~ the President had sent his message and recommen- 
dations to Congress, those who thought his first recognition and 
alleviation suggestions were pitifully inadequate reached the 
conclusion that what he had recommended relatively was less 
adequate than his expressions and figures in his letter. Such 
increases in taxes as were suggested were held by the critics to 
be hardly worthy of mention by a man having the responsi- 
bility that lies on the President’s shoulders. 

Of course, those who have been thick and thin supporters 
of Mr. Roosevelt were confirmed in their belief. of his ability 
to propose and do the right thing in such a situation. 

But it is pointed out that a considerable element of the 
President’s support is composed of those who, not paying any 
taxes directly, believe they pay no taxes at all. Such, it may 
be suggested, are included in that element of population that 
believes government can “soak the rich” and not hurt any one 
other than the rich. Such, it is believed, are generally those 
who think the government is a big producer of things that a 
sane man would be willing to accept in exchange for things 
produced by him. 

A few, it is believed, realize that the government, as such, 
is the smallest and most jealous producer in the world of things 
really desired by other producers. A test on that point is to 
ask: “What does the government produce that I would be 
willing to trade my production for’? Perhaps the quickest 
answer would be “money.” However, it is pointed out in the 
discussion that money is not a commodity. It is very much 
desired by those who have practically none of it. It has so 
little value in and of itself that the government has to make 
laws backed by severe penalties requiring everybody to take 
money in exchange for goods and services because the money 
has been declared legal tender. In fact, in all operations of 
the government, it is so jealous and inefficient that it bluntly 
forbids competition with itself. In other words, it can’t stand 
competition. Say, for instance, in conducting the letter and 
postal service. 

Of course, the buzz might be lessened and conditions 
greatly improved if people had time and there were teachers 
enough to get down to first principles in the matter of economy 
and agencies for an exchange of goods between man and 
man. But the hostile Roosevelt critics this week were unwill- 
ing to admit that the President had laid out plans and direc- 
tions adequate to bring a material improvement. 





“Propaganda,” now deemed a 
bad word by those not interested in 
philology or the origin of things, has, 
in the lifetime of men of middle age, 
gone—not in the minds of all, of 
course—from the good and useful to 
the worst in the estimation of practical Americans. So far 
as the writer knows, the word, in practically its present form, 
started in Greece. He has known it meaning to make grow, 
since 1894, when, as a young reporter, he was assigned to cover 
the “behorde,” or central promotional organization in prepara- 
tion for a national singing festival to be held a few years 
thereafter. His English-born editor thought if a man had a 
smattering of highland German, it would be easy for him to 
understand practically other languages or dialects including 
Yiddish. Every behorde meeting, which in these days would 


Propaganda, a Dirty 
Word Recently, Not 
Always So Smutty 
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be called “pep” sessions, was closed by the lowland German 
chairman, with the same formula. 

“Fertig? So, ‘mog’ propaganda,” seemingly, as a benedic- 
tion, indicating that he meant “Whoop, ’er up, advertise, and 
so forth.”—A. E. H. 


FREIGHT CARS ON ORDER 


Class I railroads on April 1 had 46,439 new freight cars 
on order, an Association of American Railroads statement says. 
This was the greatest number on order on any corresponding 
date since 1926 when there were 49,524. On April 1, last year, 
the railroads had 13,562 cars on order, and on the same day 
two years ago, there were 482. 

Of the new freight cars on order on April 1, this year, 
coal cars totaled 23,703; box car (including both plain and 
automobile), 17,404; refrigerator cars, 2,731; flat cars, 926; and 
stock cars, 1,300. 

Class I railroads had 359 new steam locomotives on order 
on April 1, this year, a larger number than on any correspond- 
ing date since 1930 when there were 442. New electric and 
Diesel locomotives on order on April 1, 1937, totaled 24. 

New freight cars placed in service in the first three months 
this year numbered 6,831, the greatest number installed in any 
corresponding period since 1930. In the first three months 
last year, 2,984 were put in service, while two years ago 
there were only 568. 

New steam locomotives installed in the first three months 
this year totaled 42 compared with three in the corresponding 
period last year and 12 in the period two years ago. New elec- 
tric and Diesel locomotives put in service in the first quarter of 
1937 numbered seven compared with one in the same period last 
year and 30 in the same period in 1935. 

New freight cars and locomotives leased or otherwise 
acquired are not included in the above figures. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended April 17 totaled 
751,328 cars—an increase of 35,284, or 4.9 per cent, over the 
preceding week, 109,050, or 17 per cent, over the corresponding 
week in 1936, and 140,187, or 22.9 per cent, over the correspond- 
ing week in.1935. Miscellaneous totaled 332,970; merchandise, 
less than carload, 173,188; coal, 119,482; grain and grain prod- 
ucts, 29,583; live stock, 13,075; forest products, 36,532; ore, 
35,918; coke, 10,580. 

Railroads the week ended April 10 loaded 716,044 cars of 
revenue freight (see Traffic World, April 17), according to the 
Association of American Railroads. All districts reported in- 
= compared with the corresponding weeks in 1936 and 

Loading of revenue freight in 1937, compared with the two 
previous years, follows: 


1937 1936 1935 
5 weeks in January ................ 3,316,886 2,974,553 2,766,107 
G:Werkes Un POUTGArTy «2... 6. cccccess 2,778,255 2,512,137 2,330,492 
a eee ey 3,003,498 2,415,147 2,408,319 
_.. Gg eee eee 726,687 613,581 545,456 
MIEN nace eseben sce eis 716,044 621,843 586,568 
DE Witietcceintiwab rend ssresanck 10,541,370 9,137,261 8,636,942 


Revenue freight loading the week ended April 10 and for 
a ns period last year, by districts, was reported 
as follows: 


Eastern district: Grain and grain products, 5,911 and 5,712; live 
stock, 1,320 and 1,084; coal, 29,136 and 21,865; coke, 2,495 and 1,510; for- 
est products, 1,559 and 1,208; ore, 1,972 and 1,183; merchandise, L. C. 
L., 44,816 and 41,555; miscellaneous, 77,951 and 67,281; total, 1937, 
165,160; 1936, 141,398; 1935, 141,103. 
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Allegheny district: Grain and grain products, 3,362 and 3,180; live 
stock, 46 and 48; coal, 32,522 and 30,719; coke, 533 and 468; forest 
products, 1,339 and 1,041; ore, 4,085 and 2,973; merchandise, L. C. L., 
31,426 and 29,398; miscellaneous, 77,137 and 58,013; total, 1937, 157,349; 
1936, 125,612; 1935, 116,414. 

Pocahontas district: Grain and grain products, 285 and 301; live 
stock, 46 and 48; coal, 32,522 and 30,719; coke, 533 and 468; forest 
products, 799 and 547; ore, 111 and 117; merchandise, L. C. L., 5,988 
and 5,527; miscellaneous, 9,614 and 6,767; total, 1937, 49,898; 1936, 
44,494; 1935, 39,797. 

Southern district: Grain and grain products, 2,305 and 2,474; live 
stock, 720 and 721; coal, 10,212 and 15,807; coke, 699 and 384; forest 
products, 10,687 and 7,793; ore, 974 and 558; merchandise, L. C. L,, 
30,054 and 28,358; miscellaneous, 48,719 and 35,504; total, 1937, 104,370; 
1936, 91,599; 1935, 86,990. 

Northwestern district: Grain and grain products, 6,577 and 7,810; 
live stock, 1,972 and 2,393; coal, 3,825 and 4,995; coke, 1,441 and 1,332; 
forest products, 9,740 and 8,141; ore, 4,703 and 253; merchandise, L, 
Cc. L., 21,144 and 19,849; miscellaneous, 32,491 and 28,609; total, 1937, 
81,893; 1936, 73,382; 1935, 70,806. 

Central Western district: Grain and grain products, 7,471 and 6,667; 
live stock, 5,200 and 5,013; coal, 5,306 and 8,656; coke, 193 and 147; 
forest products, 6,597 and 5,907; ore, 5,108 and 3,267; merchandise, L, 
C. L., 27,001 and 24,526; miscellaneous, 45,268 and 39,957; total, 1937, 
102,144; 1936, 94,140; 1935, 83,699. 

Southwestern district: Grain and grain products, 3,734 and 3,155; 
live stock, 1,470 and 1,220; coal, 1,210 and 2,566; coke, 116 and 106; 
forest products, 5,232 and 4,270; ore, 495 and 441; merchandise, L. C, 
L., 12,956 and 12,362; miscellaneous, 30,017 and 27,098; total, 1937, 
55,230; 1936, 31,218; 1935, 47,759. 


BIG EXPORT AND IMPORT RATE CASE 


The Commission is shown as making more than usual 
efforts to bring to a conclusion No. 27366, Export and Import 
Rates to and from Atlantic and Gulf Ports, by papers given out 
by Secretary Bartel. In a letter addressed to D. T. Lawrence, 
Eugene Morris and C. G. Ransom, chairmen for the trunk line, 
central freight and Canadian freight associations, respectively, 
the secretary reviewed the matter. In conclusion the letter 
says: 


The Commission is desirous of completing the investigation at as 
early a date as possible. With the thought of affording the parties 
ample opportunity to study the principal exhibits to be submitted so 
as to be ready to proceed with the cross-examination at the hearing it 
seems desirable that arrangements be made to distribute copies of all 
important exhibits among interested parties before the first hearing. 

The Commission requests all interested parties to advise their at- 
titude toward this suggestion and also to state as definitely as is pos- 
sible at this early stage of the proceeding their ideas as to proper 
times and places for the hearings and procedural matters in general, 


The secretary has also dispatched an admonitory letter to 
F. George Farrier, assistant city solicitor about the length of 
time that has been consumed in No. 27427, the City of Phila- 
delphia vs. Baltimore & Ohio et al. The admonition was by 
way of answer to Mr. Farrier’s request for postponement of 
further hearing until June which has been granted, the hear- 
ing set for May 4 being put off until June 4. Mr. Bartel called 
attention to the fact that the complaint was filed June 4, 1936. 
He said that the Commission could not look with favor on such 
long periods of delay as had accrued in this proceeding. 


CARRIER SYSTEM OF ACCOUNTS 


The Commission, by division 4, has issued an order in the 
matter of a uniform system of accounts to be kept by steam 
roads and a second order respecting accounts to be kept by 
electric railways, adopted April 12 and effective April 15. 
Both orders pertain to capital liability adjustments, reorganiza- 
tion adjustments of capital. The reorganizations referred to are 
those made under section 77 of the national bankruptcy act. 





Revenue Freight Car Loading—Week Ended Saturday, Apr. 10 


Grain and Live 
grain prod. stock Coal 
1937 29,645 11,589 116,085 
SS wcnnesbesismeees 1936 29,299 11,177 111,913 
1935 25,580 12,726 109,563 
Preceding week April 3 .......... 1937 32,271 10,806 118,317 
Per cent increase over .......... 1936 1,2 3.7 3.7 
Per cent decrease under ......... 1936 
Per cent increase over .......... 1935 15.9 6.0 
Per cent decrease under ......... 1935 8.9 
1937 442,160 181,040 2,291,574 
Cumulative 15 weeks to April 10 { 1936 464,749 175,714 2,127,896 
1935 387,768 190,488 1,982,724 
Per cent increase over .......... 1936 3.0 a 
Per cent decrease under ......... 1936 4.9 
Per cent increase over .......... 1935 14.0 15.6 


Per cent decrease under ......... 1935 5.0 


Per cent to 15 year average 90.1. 


Forest Mdse. 

Coke products Ore L.C.L. Miscellaneous Total 
10,742 35,953 17,448 173,385 321,197 716,044 
6,951 28,907 8,792 161,575 263,229 621,843 
5,888 24,360 8,018 160,620 239,813 586,568 
10,860 38,609 12,880 174,070 328,874 726,687 
54.5 24.4 98.4 72 22.0 15.1 
82.4 47.6 117.6 7.9 33.9 22.1 
175,394 513,505 165,368 2,433,386  4,338,943' 10,541,370 
132,019 417,932 89,395 2,238,405 3,491,151 9,137,261 
106,784 350,517 63,844 2,305,092 3,249,725 8,636,942 
32.9 22.9 85.0 8.7 24.3 15.4 
64.3 46.5 143.4 5.6 33.5 22.0 
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AVERAGE DEMURRAGE AGREEMENT 


HE Commission, by division 3, in I. and S. No. 4287, average 

agreement demurrage rules, has found not justified, without 
prejudice, a provision in suspended tariffs for immediate can- 
celation of average demurrage agreements for any breach 
thereof, at the option of the carriers. The finding of non- 
justification is without prejudice to the publication of a sub- 
stitute provision agreed on at the hearing. The suspended 
schedules are ordered to be canceled and the proceeding has 
been discontinued. 

According to the report, in the provision carriers proposed 
to reserve an option to cancel agreements, as a method of dis- 
posing of what the Commission called occasional difficulties 
experienced by them in collecting demurrage charges in cases 
of default and because of the different methods followed by 
carriers in terminating the average agreements under such 
circumstances. The condemned provision follows: 


Except that, for any breach of the terms of this agreement, it may 
at the option of this railroad be terminated as of the date of written 
notice of termination. 


Protests, largely of Texas interests, including the Texas 
Industrial Traffic League, caused the schedules to be suspended. 
At the hearing, those interested, agreed on a substitute, which 
the Commission herein has approved, as follows: 


Except that for any failure or refusal to pay charges lawfully 
accruing under this agreement, it may be terminated as of the date 
of written notice of termination. 


DOORS FOR GRAIN CARS 


The Commission, in a report written by Chairman Miller, 
in No. 27284, Board of Trade of the City of Chicago et al. vs. 
Abilene & Southern et al., has disposed of a controversy involv- 
ing a comparatively large amount of money and probably more 
irritation. The disposition of the case mentioned carried with 
it cases joined with the title proceeding as follows: No. 27286, 
Minneapolis Traffic Association et al. vs. Chicago & North 
Western et al., and No. 27290, Amarillo Grain Exchange, Inc., 
vs. C. R. I. & G. et al. 

The regulating body found that the charge of the railroads, 
$1, for installing grain door for bulk grain loading where the 
installation is performed by them was and will be unreasonable 
to the extent it may exceed 60 cents a car. The lowered charge 
is ordered established not later than July 20. The nature of 
the proceeding and the disposition made thereof is shown in 
the Commission’s summary of its opinion. The report shows 
Commissioner McManamy as dissenting with Commissioners 
Splawn and Caskie joining him in that dissent. Commissioners 
Aitchison and Eastman are shown as not having participated 
Aa disposition of the case. The Commission’s summary 
ollows: 


Upon consideration of the rules, charges, regulations, and practices 
relating to the furnishing and installation of grain doors, or lumber, 
for the protection of interstate carload shipments of grain, grain prod- 
ucts, or seed, in bulk, as published on July 1, 1935, by the western lines 
for application at certain terminal elevator points in western trunk-line 
and southwestern territories and the border points named, Found: 

1, It is not unreasonable to require that shippers shall, at their 
own expense, install grain doors furnished by the carriers. 

2. Where, at shipper’s request, grain doors are installed by the 
carrier it is entitled to a reasonable charge for the service rendered. 

3. Where the shipper elects to install grain doors for bulk-grain 
loading at terminal elevator points, the doors shall be placed by de- 
fendants either in the cars to be set for loading or in stock piles ad- 
jJacent and convenient to the locations at which the grain is to be 
loaded into the cars. 

4. That the prescription of adequate rules in defendants’ schedules 
which will act as a deterrent against wanton destruction of their prop- 
erty is reasonable and proper. 

5. That the clause in the existing schedules requiring the shipper 
to make prior arrangements for the service where he desires the car- 
tier to install grain doors for bulk-grain loading is not unlawful, but 
the requirement may always be waived. 

6. That the charge published by defendants for installing grain 
doors for bulk-grain loading, where the installation is performed by 
them, was, is, and for the future will be unreasonable. Reasonable 
charge prescribed and reparation awarded. 


Collectively the three complaints alleged, says the report, 
that the rules, charges, regulations and practices relating to 
the furnishing and installing of grain doors or lumber in lieu 


thereof, for the protection of interstate carload shipments of 
grain, grain products, or seed, in bulk, as published by the west- 
ern carriers for application at terminal elevator points in 
western trunk line and southwestern territory but including 
Milwaukee, Chicago, East St. Louis, Peoria, Pekin, Springfield, 
St. Louis, and Memphis were unreasonable and unlawful. The 
Commission was asked to determine and prescribe reasonable 
rules, charges, regulations, and practices for the future and to 
award reparation. The rules and regulations under attack were 
revised, the report said, July 1, 1935. 

Commissioner McManamy said that in his opinion the 
failure of the defendant to install grain doors without charge in 
addition to the line-haul rates should be condemned as an un- 
reasonable practice, in violation of section 1 (6), and as a non- 
compliance with their duty to furnish adequate car service 
and to establish and observe reasonable regulations and prac- 
tices pertaining thereto, in violation of section 1 (11). The 
commissioner added that within Texas, under a statute of the 
state requiring railroads to furnish “suitable cars,” carriers for 
many years had, without charge, prepared cars for bulk grain 
loading and that the intrastate schedules specifically provided 
that that would be done. A similar rule, he said, should be 
established here. 


RATES ON MEATS 


The Commission, division 3, in No. 27161, Swift and Co. 
et al. vs. A. C. and Y. et al., has determined the applicable 
rates on fresh meats and fresh meats salted in straight or 
mixed carloads, or in mixed carloads with packing house 
products, between Dec. 3, 1931, and April 15, 1935, from Iowa 
and other western and southwestern states to Central Territory, 
western termini, and related points, and dismissed the com- 
plaints and sub numbers thereunder. 

The subnumbers are Cudahy Packing Co. vs. Same, and 
Armour & Co. vs. Same. The Commission said there were no 
joint through commodity rates in effect on fresh meats and 
packinghouse products from the western origins to eastern des- 
tinations concerned. The tariff containing the joint class rates, 
the report continued, provided that if the aggregate of the 
separately established joint, local, and/or proportional rates 
applicable over any route over which the class rates applied 
resulted in a lower charge, such combination rate would apply 
over all routes shown in the tariff over which the class rates 
were applicable and would displace the class rates from and 
to the same points. Between Dec. 3, 1931, and June 8, 1934, 
charges were collected on combination rates over the routes 
traversed based on east Mississippi River gateways, or Chi- 
cago, Ill. The matter seemed largely one of tariff construc- 
tion. The Commission disposed of the disagreement by saying 
the applicable combination rates, etc., were those based on 
rates to and from the east Mississippi River crossings, or Chi- 
cago, whichever resulted in the lowest charge, and that no 
overcharge existed. Commissioner McManamy, dissenting, said 
he disagreed with the decision. 


COMMISSION REPORTS 


Banana Hampers 


No. 27408, A. B. Cain vs. A. T. & S. F. et al. By division 
3. Rates, banana hampers, sought to be collected, shipments 
between April 6, 1934, and Sept. 17, 1935, Jasper, Tex., to 
destinations in Iowa, Kansas, Nebraska, Illinois, Oklahoma, 
South Dakota, Michigan, Arkansas, Ohio and Wisconsin, in- 
applicable. Applicable rates found to have been third class 
and that the shipments were undercharged. Applicable rates 
unreasonable to the extent they exceeded those on lumber from 
and to the same points. Defendants, the report said, were will- 
ing to waive collection of outstanding undercharges because of 
a decision by the Commission in another case which they had 
not yet followed, in which they were advised that lumber rates 
should be made applicable on banana hampers. Chairman Mil- 
ler dissented. 





Vegetables 


No. 18153, Corporation Commission of North Carolina vs. 
A. & R. et al., embracing also the proceedings listed in the foot- 
note of the first page of the former report herein, 152 I. C. C. 
5, so far as they pertain to the rates on vegetables herein con- 
sidered. By the Commission. Supplemental report. On de- 
fendants’ petition, former reports 152 I. C. C. 5 and 186 I. C. C. 
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199, outstanding order vacated so far as it related to rates on 
vegetables, carloads, from North Carolina origins to official ter- 
ritory destinations. 


Acids 


No. 27526, General Aniline Works, Inc., vs. N. Y. C. et al. 
By division 3. Rate, sulphuric and muriatic acids, in tank cars, 
Grasselli, N. J., to Rensselaer, N. Y., unreasonable to the extent 
it exceeded and for the future may exceed 17 cents. Repara- 
tion awarded. The complaint was filed Sept. 5, 1936, and asked 
for reparation in a statutory period before its filings and pen- 
dente lite. New rate to be established not later than July 22. 


Automobile Parts 


No. 27239, Willys-Overland Pacific Co. vs. A. T. & S. F. 
et al. By division 2. Charges collected, automobile parts, mixed 
carloads, Toledo, O., to Los Angeles, Calif., shipped between 
July 17 and Oct. 12, 1933, inapplicable on five shipments which 
were overcharged $121.21. Applicable charges and mixing rules 
assailed, not unreasonable. Reparation of $121.21 with interest, 
awarded. 


Asphalt Rock 


No, 27372, New Mexico Construction Co., Inc., vs. A. T. & 
S. F. et al. By division 4. Rates, asphalt rock, natural or coated 
with not to exceed 5 per cent road oil, crushed or ground, 
Hawks, N. M., to Florence, Colo., not unreasonable for Santa 
Fe delivery; but the through rate of $5.20 assailed to Florence 
unreasonable to the extent the factor from Pueblo to Florence 
exceeded $1.15. Further found that the assailed rate to Salida 
was, is and for the future will be unreasonable to the extent 
the factor from Pueblo to Salida exceeded, or may exceed $1.50. 
Reparation awarded and new rate ordered established not later 
than July 22. 


Railway Material 


I. and S. No. 4241, railway material to, from, between 
southwest. By division 4. Proposed rates on iron and steel 
railway material, to, from and between points in the south- 
west found not justified. Suspended schedules ordered canceled 
and proceeding discontinued. Concurring in the ultimate find- 
ing, Commissioner Porter, concurring in part, said he did not 
agree with all the statements of the majority. 


Pig Iron 


Fourth section application No. 16678, pig iron to Butler, 
Pa. By division 2. Chesapeake and Ohio and its rail connections 
authorized in fourth section order No. 12737 to establish and 
maintain over circuitous line or routes, on pig iron, minimum 
56,000 pounds, Ashland, Ky., to Butler, Pa., rates the same as 
those contemporaneously in effect over the direct line or route 
without regard to the long-and-short-haul part of section 4, 
provided rates to higher-rated intermediate points shall not be 
increased nor exceed the lowest combination and that rates to 
the higher-rated intermediate points also served by the direct 
line or route shall not exceed rates concurrently applicable 
over the direct line or route; and that relief shall not apply 
over lines or routes more than 50 per cent circuitous. 


Potatoes 


No. 27261, Baker Produce Corporation et al. vs. Norfolk 
Southern et al. By division 4. Rates, potatoes, points in North 
Carolina to destinations in West Virginia, District of Colum- 
bia and eastern trunk-line territory unreasonable, complaint 
covering shipments between May 20, 1933, and January, 1935, 
to the extent they exceeded rates 32 per cent of constructive 
first class from and to the same points which would result from 
the use of the southern revision K-2 and Q-1 scales for the por- 
tions of the hauls within and without southern territory, 
respectively, minimum 30,000 pounds. The report said that to 
such constructive first class rates should be added arbitraries 
determined by the southern revision L-2 scale for the portions 
of the hauls over lines of the Norfolk Southern or other de- 
fendants listed as weak or short lines in the original report in 
the southern investigation. Reparation awarded. 


Household Goods 


No. 27283, Edna M. Reynolds & James H. Reynolds vs. 
C. M. St. P. & P. et al. By division 2. Dismissed. Claim for 
damage in transit to shipment of household goods, Elgin, II1., 
to Detroit, Mich., found not within jurisdiction of Commission. 
Alleged violations of interstate commerce act and bills of lad- 
ing act not proved. 
Automobiles 


Fourth section application No. 16555, automobiles to Ar- 
kansas and Louisiana. By division 2. Fourth section order No. 
12739 authorizes Jones, for carriers which he made application 
to establish and maintain over their circuitous routes on auto- 
mobiles from Evansville, Ind., to destinations in Arkansas and 
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Louisiana, rates the same as those contemporaneously in effect 
on like traffic over the direct lines or routes but not lower than 
the present rates without observing the long-and-short-haul 
part of section 4. The authority is subject to the 50 per cent 
circuity limitation. 

Sand 


No. 27473, Florence Stove Co. vs. Boston & Maine et al, 
embracing also No. 27498, Arcade Malleable Iron Co. vs. Bos- 
ton & Albany et al. By division 4. Rates, molding sand, El- 
nora, N. Y., to Gardner, Mass., and from Ushers, Schuylerville, 
and Saratoga Springs, N. Y., to Worcester, Mass., and on silica 
sand, Millville and Manumuskin, N. J., to Worcester, found 
unreasonable. The unreasonableness found is to the extent 
that the assailed rate on molding sand exceeded $2 a net ton 
from Elnora to Gardner and $2.45 from Ushers, Schuylerville 
and Saratoga Springs to Worcester; and $3.80 and $3.40 on 
silica sand in box and open-top cars, respectively, Millville and 
Manumuskin to Worcester on shipments routed via Allentown, 
and $4 and $3.60 on silica sand in box and open-top cars, re- 
spectively, on shipments routed via Pavonia. Reparation 
awarded. 


Onion Reparation 


No. 27449, Purse Brothers et al. vs. N. C. & St. L. et al, 
Division 4. Dismissed. Claims for reparation, onions, Buechel, 
Ky., to Detroit, Mich., and, potatoes, various points in Tennes- 
see and Kentucky to Detroit, from La Follette and Decherd, 
Tenn., to Jackson, Mich., from Ackerman, Miss., to Detroit, 
from Oaktown, Ind., to Milwaukee, Wis., and from Purcell, 
Ind., to Detroit and Grand Rapids, Mich., and Cincinnati and 
Youngstown, O., delivered between January, 1932, and January, 
1934, found barred by the statute. Claims for reparation, pota- 
toes, from Trezevant and Paris, Tenn., to Cincinnati and from 
Mt. Airy and Pikeville, Tenn., to Detroit, delivered in Novem- 
ber, 1933, and from Cullman, Ala., to Cincinnati, delivered in 
March, 1934, found to have been abandoned. Rates, potatoes, 
from Milan, Tenn., to Detroit, delivered in September, 1934, 
and from Gleason, Tenn., to Detroit, October 17, 1934, not 
shown to have been unreasonable or otherwise unlawful. Pres- 
ent rates, except from Oaktown and Purcell, with respect to 
which no finding is made, not shown to be unreasonable or 
otherwise unlawful. 


Gasoline, Etc. 


Fourth section application No. 16414, gasoline and kero- 
sene from southern ports. Division 2. Carriers authorized in 
fourth section order No. 12741 to establish and maintain over 
routes over which they have class rate relief, rates on petroleum 
products, Wilmington, N. C., Savannah, Brunswick and Port 
Wentworth, Ga., Mobile, Ala., and Pensacola and Panama City, 
Fla., and south Atlantic ports to points in Alabama, Florida, 
Georgia, the Carolinas and Mississippi, without observing the 
long and short haul part of secton 4. 


Storage on Feeds 


I. and S. No. 4261, transit on animal or poultry feed in 
Texas. Division 3. Proposed cancellation of storage-in-transit 
arrangements, animal and poultry feeds at points in Texas, not 
justified. Suspended schedules ordered canceled and proceed- 
ing discontinued. 

Terminal Allowance 


I. and S. No. 4290, Terminal Allowance at Gypsum, 0. 
Division 3. This report also embraces Ex Parte No. 104, part 
II, practices of carriers, etc. Suspended schedules, proposing 
an allowance to the United States Gypsum Co. for terminal 
services performed by that company between loading points 
within its plant and respondent’s line, at Gypsum, O., not 
justified. Schedules to be canceled and proceeding discon- 
tinued. 


Live Stock 


No. 27214, Los Angeles Union Stock Yards Co. et al. vs. 
Cc. M. St. P. & P. et al., embracing also No. 27243, Ogden 
Live Stock Exchange et al. vs. A. T. & S. F. et al. Division 2. 
Rates, live stock points in Montana to destinations in California 
over routes through Butte and Silver Bow, Mont., unreason- 
able in instances where such routes are shorter, by more than 
150 miles than the shortest routes from and to the same points 
through Oregon, to the extent they exceeded or may ex 
in the future the established joint through rates, which were 
prescribed for application from and to those points, to points 
in California in other instances and to points in Nevada, not 
unreasonable. Reparation awarded. New rates, not later 
than July 22. 

Cotton Linters 


No. 27478, Burton-Dixie Corporation vs. I.-G. N. et al. 
By division 4. Dismissed. Carload rate, cotton linters, Hem 
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derson, Tex., to Detroit, Mich., not shown to have been or to 
be unreasonable. 


Fresh Pears 


No. 27501, California Fruit Exchange vs. Canadian Na- 
tional et al. By division 3. Dismissed. Rate, fresh pears, car- 
loads, in boxes, for export, Grass Valley, Calif., to Quebec, 
Can., and New York, N. Y., found inapplicable. Applicable 


rate, $1.45, not unreasonable. Commissioner McManamy dis- 
sented. 


SHORT LINE PASSENGER FARES 


The Commission in a report written by Commissioner 
Porter, the third supplemental, in No. 26550, passenger fares 
and surcharges, has increased the number of short and branch 
lines excepted from the finding that basic passenger fares 
should be reduced to the new level of 2 cents in coaches and 3 
cents a mile in pullmans. The list of branch or short lines has 
been increased by adding the following: 

City of Prineville railway; Lufkin, Hemphill and Gulf; Maxton, 
Alma and Southbound; The Midland Terminal Railway; The Tuskegee 
Railroad; White Sulphur Springs & Yellowstone Park railway and 
San Diego & Arizona Eastern provided that the basis to be maintained 
by this carrier between San Diego, Calif., and other points in the 
United States on its line shall not exceed 3.5 cents per mile in pull- 
mans and 2.3 cents per mile in coaches. 


RAIL STORAGE AT NEW YORK 

Vacating the Erie part of its order of February 2 in Ex 
Parte No. 104, part 6, warehousing and storage of property by 
carriers at port of New York, the Commission has reopened the 
proceeding for further hearing and consideration so far as it 
relates to the agreements and arrangements between the Erie 
and its subsidiaries and the Seaboard Terminal & Refrigeration 
Co. and the leasing, subleasing and renting of space in the 
buildings of the terminal at Jersey City. The further hearing 
is to be hald at such times and places as the Commission may 
hereafter direct. The part of the order that has been elimi- 


nated says: 
It is further ordered, That respondent, Erie Railroad Company, be, 
and it is hereby, notified and required to cease and desist, on or be- 


fore April 15, 1937, and thereafter to abstain, from subsidizing and 
granting concessions to the Seaboard Terminal & Refrigeration Com- 
pany by means of excessive rentals paid for space leased from said 
Seaboard Terminal & Refrigeration Company, as described of record 
and in said reports. 





PETITIONS FOR REHEARING, ETC. 


No. 26844, International Paper Co. vs. Albany Port District Com- 
mission et al. The Association of American Railroads, intervener, 
asks for reargument and reconsideration before the entire Commis- 
sion. 

MC-F 212, Kramer Bros. Freight Lines, Inc., purchase of franchises, 
permits and certificates of M. D. Nickel, dba B. P. & I. Transporta- 
tion, Warehousing and Distributing Co., Pittsburgh, Pa. Kramer Bros. 
Freight Lines, Inc., by S. S. Kramer, its president, asks the Com- 
mission to dismiss the application made by this company on Jan. 18, 
as it does not desire to consummate the transaction. 

1. & S. No. 4206, eastbound fruits and vegetables in fibre boxes, 
embracing also No. 27440, Pacific Coast Container Association vs. 
Alton et al.; No. 27564, Kieckhefer Container Co. vs. Same and No. 
27587, A. B. Humphrey vs. A. T. & S. F. et al. Respondents and 
defendants in these proceedings ask the Commission for an order 
striking out and excluding from the evidence received at the original 
hearing held at San Francisco, Calif., beginning Feb. 25, specified 
portions thereof which were received over their objections. 

No. 17000, part 4, rate structure investigation, petroleum and 
petroleum products. Southern carriers, by J. G. Kerr, chairman of 
the Southern Freight Association, their agent, ask for permission 
to amend their petition so that the involved portion shall read the 
same as in fourth section application No. 16801, J. G. Kerr’s No. 
1244, as amended. 

No. 17000, part VII, rate structure investigation, grain and grain 
products within the western district and for export. The Board of 
Trade of Kansas City, Mo., asks the Commission to arrange a con- 
ference at which all interested parties may present their views con- 
cerning the limitation of the number of transit stops prescribed by 
the Commission in said proceeding. A similar petition has been filed 
by the Omaha Grain Exchange of Omaha, Neb. 

MC 1353, application of M. H. Hummel, Allentown, Pa., dba Hum- 
mel Warehouse Trucking Co. Rail carriers in trunk line territory, pro- 
testants, ask the Commission to stay the order in the above entitled 
case for the reason that the proposed order grants to the applicant 
more extensive rights than those to which the applicant is lawfully 
— under the ‘‘grandfather’’ clause of the motor carrier act of 

MC 14612, A. W. Dunn, Marshall, Tex., dba A. W. Dunn Transfer 
Co. Applicant asks for correction of certificate of convenience and ne- 
cessity in above matter. 

No. 17000, part Vil, rate structure investigation, grain and grain 
Products within the western district and for export. The Hutchinson 
Board of Trade Association, a party to the above-entitled proceeding, 
asks the commission to arrange a conference at which all interested 
parties may present their views concerning the limitation of the num- 
ber of transit stops prescribed by the Commission in this proceeding. 

MC 2146, in the matter of the application of J. E. Hilditch, Inc., 
Tulsa, Okla. Railway General Managers’ Association of Texas ask 
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that the order of March 29 be rescinded or modified or that the ap- 
plication be set for hearing and evidence heard in support of protest 
filed to investigate and order. 

MC 2582, in the matter of the application of Richardson Truck 
Corporation, Okmulgee, Okla. Railway General Managers’ Association 
of Texas ask that the order of March 23 be rescinded or modified or 
application be set for hearing and evidence heard in support of pro- 
test filed prior to investigation and order. 

MC 14612, in the matter of the application of A. W. Dun, dba A. 
W. Dunn Transfer Co., Marshall, Tex. Common carriers composing 
the Railway General Managers’ Association of Texas, in the name of 
the Association ask for modification of the order of March 29 so as to 
include only a finding of bona fide operations of applicant to the extent 
which applicant was actually operating on and prior to June 1, 1935, 
or that the application be set for hearing. 

MC 64773, in the matter of the application of L. D. Mooter, Bris- 
tow, Okla. Railway General Managers’ Association of Texas ask that 
the order of March 29 be rescinded or modified or application be set 
for hearing and evidence heard in support of protest filed prior to in- 
vestigation and order. 

No. 27318, Cook & Brown Lime Co. et al. vs. A. & S. et al. Com- 
plainants ask the Commission for rehearing in this case. 

No. 27441, Midvale Co. vs. W. & L. E. et al. Complainant asks the 
Commission to grant a reopening in the above entitled proceeding and 
reconsideration by the entire Commission on the record as made, on 
the question of reparation only. 

1. & S. No. 4318, all freight Boston to East Hartford. The Eastern 
Motor Freight Bureau, Inc., protestant, asks for broadening of issues 
in this proceeding to extent of including investigation into the lawful- 
ness of rates involved between Providence, R. I., and Harlem River, 
N. Y., in respect of violations alleged by the petitioner in its original 
petition dated March 2. 

No. 26796, American Salt Corporation et al. vs. A. & R. et al., 
embracing also No. 26763, Morton Salt Co. vs. Same; No. 26974, Dia- 
mond Crystal Salt Co. vs. A. & W. et al.; No. 26975, Colonial Salt Co. 
vs. Same; No. 26976, Union Salt Co. vs. Same; No. 27043, Ohio Salt 
Co. vs. Same and the proceedings decided in Salt Cases of 1923, 92 
I. C. C. 388, so far as they pertain to the rates on salt from mines 
in Louisiana to St. Louis, Mo., Chicago, Ill., and points in central 
territory. The defendant carriers ask the Commission to postpone 
the effective date of the order dated March 8, from June 1 to July 31, 
on not less than 30 days’ notice. 

MC 2582, application of Richardson Truck Corporation, Okmulgee, 
Okla. Kansas City Southern, Missouri-Kansas-Texas and St. Louis- 
San Francisco, protestants, ask division 5 of the Commission to vacate 
and set aside its certificate, date March 23, issued in this proceeding. 

MC 22337, application of Walter Swan, Philadelphia, Pa. Rail car- 
riers in trunk line territory ask that the certificate issued to Walter 
Swan on March 23, which becomes effective April 22, be stayed. 

MC 29745, application of St. Louis-Eastern Truck Lines, Inc., St. 
Louis, Mo. The Alton Transport Co., Anderson Motor Service Co., 
Daisy Express Co., Hayes Freight Lines, Klem Express & Transfer 
Co., Ohley Transfer Co., Primrose & Son Express Co., ask for stay of 
the Commission’s order of April 2 or modification. 

MC 64773, application of L. D. Mooter, Bristow, Okla. Trustees 
of the Chicago, Rock Island and Pacific; Missouri Pacific and St. Louis- 
San Francisco and Texas and Pacific, protestants, ask division 5 of 
the Commission to vacate and set aside its certificate dated March 29 
issued in this proceeding. 


FINANCE APPLICATIONS 

Finance No. 11624. Alabama Great Southern Railroad Co. asks 
authority to assume obligation and liability in respect of, and to 
sell, $3,825,000 par value 2% per cent equipment trust certificates, 
series ‘‘H.’’ The proceeds are to be used for the acquisition of 1,000 
box cars, 600 hopper coal cars, and 500 gondola cars, to cost approxi- 
mately $5,100,000. The applicant is part of the Southern Railway Sys- 
tem. 

Finance No. 11625. Cincinnati, New Orleans and Texas Pacific 
Railway Co., asks authority to assume obligation and liability in 
respect of, and to sell, $6,810,000 par value 2% per cent equipment 
trust certificates, series ‘‘H.’’ The applicant, a part of the Southern 
Railway System, proposes to devote the proceeds of the certificates 
to the purchase of 500 automobile box cars, 1,500 box cars, 500 hopper 
coal cars, and 1,000 gondola cars, at an approximate cost of $9,080,000. 

Finance No. 11626. Arizona & Swansea Railroad Co. asks per- 
mission to abandon a line from Bouse, Ariz., to Swansea, Ariz., a 
distance of about 21 miles. The road was built, said the application, 
for the primary purpose of serving the Swansea mines which had been 
operated only intermittently. The line had not been operated since 
June, 1930, and rehabilitation would cost $50,000, which the applicant 
said it could not obtain. 

Finance No. 11627. The Pennsylvania Railroad Co. asks authority 
to assume as guarantor, obligation and liability in respect of Pennsyl- 
vania Railroad equipment trust certificates, series B, totaling $7,740,000 
and to sell them. The proceeds are to be used to pay part of the 
cost of additional equipment estimated to cost not less than $10,320,000. 
The additional equipment consists of 2,650 freight cars and 11 electric 
locomotives. The equipment is to be constructed in the shops of the 
railroad company. The rate of interest or dividends on the certificates 
is hereafter to be determined. 

Finance No. 11628. [Illinois Central asks authority to assume 
obligation and liability in respect of $7,050,000 of Illineis Central 
equipment trust certificates series R, bearing interest at the rate of 
3 per cent, payable semi-annually. The proceeds are to be used to pay 
approximately 75 per cent of the cost of equipment, the total of which 
is estimated $9,410,487. The equipment is to consist of 1,000 50-ton 
steel hopper coal cars; 1,800 steel box cars; 300 refrigerator cars; and 
20 passenger train (box) cars. The company proposes to sell the secur- 
ities under open market competitive bidding tc the highest bidder 
subject to the Commission’s approval. 
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S. W.-OFFICIAL DIVISION 


,.XAMINER W. A. DISGUE, in No. 25390 et al., southwestern- 
official divisions, the generic name for formal complaints by 
one set of railroads against another about divisions, headed by 
Abilene & Southern et al. vs. A. C. & Y. et al., has written a 
tentative redraft of a report on reconsideration in these cases. 
The examiner has recommended modification. He has sent 
copies of his redraft to counsel for carriers for their criticism 
before making his final recommendation. Examiner Disque, in 
submitting his redraft said that criticisms and suggestions might 
be filed on or before May 10 and replies on or before May 20 
in accordance with the rules applicable to exceptions. The 
examiner’s conclusions, other than that the complainants in 
Nos. 25390 and 26754 named in the original report but not 
reproduced in this redraft, participated in the traffic and were 
entitled to reparation, follow: 


In the light of all the facts the Commission should find upon re- 
consideration that the present divisions in the aggregate on the traffic 
involved are unjust, unreasonable, and inequitable as between com- 
plainants and defendants, and that just, reasonable, and equitable di- 
visions hereafter to be received should be based on a modified mileage 
prorate, using as factors for defendants the short-line* distance between 
the Mississippi River, Ohio River, Virginia, and interior Kentucky gate- 
ways through which the traffic moves and the points of origin and des- 
tination in eastern territory, and for complainants the short-line* dis- 
tances between the gateways and the points of origin and destination 
in the southwest, the distance factor for complainants west, south and 
southwest of the gateways to be constructively increased 3314 per 
cent, except that the portions of the distances between Kansas City 
and Mississippi River gateways in Iowa shall be constructively in- 
creased 17.5 per cent and those between Mississippi River crossings 
south of Thebas, on the one hand, and Ohio River, interior Kentucky 
and Virginia gateways, on the other, shall be constructively increased 
25 per cent; and distances for complainants and defendants alike, that 
is, on both sides of the gateways, to be further increased by a con- 
structive distance of 120 miles to represent terminal costs, proportions 
to be subject to a minimum of 15 per cent of the joint rate. This find- 
ing should not be understood as preventing the equalization of gate- 
ways or the use of group bases of divisions, employing existing groups 
or others similar thereto. In arranging groups the percentages should 
reflect weighted average hauls within each group. 

The Commission should further find in No. 25390 that during the 
periods subsequent to the filing of the complaint, cross-complaint, and 
amendments, the divisions applied to east-bound petroleum and _ its 
products via Mississippi River gateways in Illinois were unjust, un- 
reasonable, and inequitable to the extent that they were different 
from those here prescribed for the future. 

The Commission should further find in No. 26764 that during the 
periods subsequent to the filing of the complaint, cross-complaint and 
petitions of intervention, the divisions applied to fruits and vegetables 
were unjust, unreasonable, and inequitable to the extent that they 
were different from those here prescribed for the future. 


*See item 11, appendix A of original report. 








PROPOSED REPORTS 


Fresh Apples 


No. 27499, J. C. Edenton Co., Inc., et al. vs. C. B. & Q. 
et al. By Examiner Alfred G. Hagerty. Dismissal proposed. 
Rates, fresh apples, carloads, origins in Washington to desti- 
nations in Tennessee on shipments between April 9 and Dec. 8, 
1935, proposed to be found not unreasonable. The examiner 
said the evidence was found of insufficient legal weight and 
effect to prove money damages claimed to have been suffered 
from alleged undue prejudice. 


Lithographed Black Plate 


No. 27514, Newell Manufacturing Co., Inc., et al. vs. N. Y. 
C. et al. By Examiner George Esch. Dismissal proposed. 
Charges collected, one shipment, lithographed black plate, 
Yorkville, O., to Ogdensburg, N. Y., and on two shipments of 
the same commodity, Yorkville to Philadelphia, Pa., proposed 
to be found to have been applicable. 


Piano Parts, Etc. 


No. 27548, Aeolian American Corporation vs. C. R. R. 
of N. J. et al. By Examiner L. J. P. Fichthorn. Dismissal 
proposed. Rates charged, piano parts, hardware, castings, tools, 
machines, spools, music records and other articles, mixed car- 
loads, shipped between Aug. 27 and Dec. 17, 1932, Garwood, 
N. J., to East Rochester, N. Y., proposed to be found to have 
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been applicable. Applicable rates not proved to have been 
unreasonable or otherwise unlawful. 


Electric Refrigerators, Etc. 


No. 27557, Westinghouse Electric Supply Co. vs. A. & S. 
et al. By Examiner George M. Curtis. Dismissal proposed. 
Rates and minima, electric refrigerators and cooling machines, 
not assembled, in separate boxes shipped in mixed carloads, 
Mansfield, O., to Oklahoma City, Okla., and Dallas, Houston 
and San Antonio, Tex., prior to Aug. 1, 1935, not shown to 
have been unreasonable. 


Second-hand Steel Rails 


No. 27575, Long Island Machinery & Equipment Co., Inc., 
vs. K. C. S. By Examiner Carl A. Schlager. Dismissal pro- 
posed. Rate charged, old second-hand steel rails, Lunita and 
Starks, La., to Beaumont, Tex., for export, proposed to be 
found not unreasonable or otherwise unlawful. 


Fertilizer 


No. 27494, E. Rauh & Sons Fertilizer Co. vs. A. & E. et al., 
and a sub number, American Agricultural Chemical Co. vs. 
Same. By Examiner Charles W. Berry. Rates, fertilizer, 
Indianapolis, Ind., and Detroit, Mich., and sulphate of ammonia 
from Detroit to the northwest proposed to be found unreason- 
able to the extent they exceeded or may exceed in the future 
rates on a basis of 17.5 per cent of first class rates, minimum 
30,000 pounds to points more than 170 miles west of the west- 
ern boundary of zone 1 and to the extent they exceeded or may 
exceed rates made 17.5 per cent of constructed first class 
rates made on basis of the basic scale and zone 1 differentials 
prescribed in the sixth supplemental report in Western Trunk 
Line Class Rates, 204 I. C. C. 595, also subject to the 30,000 
pound minimum to points within 170 miles of the eastern 
boundary of zone 1. These proposed findings, the examiner 
said, were not to be construed as authorizing any increases 
to points to which lower rates made by use of the bridge 
scale, prescribed in the case cited, were now in effect. New 
rates and reparation proposed. The examiner said the order in 
Smith Agricultural Chemical Co. vs. Alton & Eastern, 179 
I. C. C. 351, decided Nov. 27, 1931, so far as it conflicted with 
the proposed findings herein, should be modified. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports, become effective unless excep- 
tions have been filed within the 20-day period or exceptions have been 
seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission.) 





MC 50186, Jacob E. Crumet, contract carrier application. 
By joint board No. 23, composed of Moie Cook of Indiana and 
Harold J. Waples of Michigan. Served April 19. Application 
for permit authorizing continuance of operation as a contract 
carrier between South Bend, Ind., and points in Indiana and 
Michigan denied for want of prosecution. Discontinuance of 
operations ordered. 

MC 50517, Raymond Nedwed, common carrier application. 
By joint board No. 36, composed of Ernest E. Blincoe of Kansas 
and John C. Highberger of Missouri. Served April 19. Public 
convenience and necessity found not to require continuance of 
operation by applicant as a common carrier of commodities 
generally, over specified routes, between Fostoria, Kan., and 
Kansas City, Mo. Certificate denied, and operations ordered 
discontinued. 


MC 50701, Erhardt Graulich, contract carrier application. 
By joint board No. 67, composed of John A. Bernhard of New 
Jersey and Russell Wolfe of Pennsylvania. Served April 19. 
Operation by applicant as a contract carrier of malt bever- 
ages, beer and containers, over specified routes between Win- 
field, L. I., N. Y., and Philadelphia, Pa., over U. S. Highway 1, 
found not consistent with the public interest and with the 
policy declared in section 202 (a) of the motor carrier act, 
1935. Permit denied. 

MC 50784, Chester Tatlow, contract carrier application. By 
joint board No. 36, composed of Ernest E. Blincoe of Kansas and 
John C. Highberger of Missouri. Served April 19. Operation by 
applicant as a contract carrier of special commodities, between 
White City, Kan., and Kansas City, Mo., over specified routes, 
found not consistent with the public interest and the policy 
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April 24, 1937 


declared in section 202 (a) of the motor carrier act, 1935. 
Permit denied, and operation ordered discontinued. 

MC 50905, Antonio Cavallaro, common carrier application. 
By joint board No. 67, composed of John A. Bernhard of New 
Jersey and Russell Wolfe of Pennsylvania. Served April 19. 
Operation by applicant as a common carrier in interstate com- 
merce of commodities generally between Chester, N. Y., on 
the one hand, and New York, N. Y., Philadelphia, Pa., and 
certain points in New Jersey, on the other found not required 
by present or future public convenience and necessity. Applica- 
tion denied. 

MC 86054, J. A. Peterson, common carrier application. 
MC 86055, J. A. Peterson, contract carrier application. By 
joint board No. 138, composed of Mike P. Conway of Iowa and 
F. A. Good of Nebraska. Served April 19. Applications for a 
certificate authorizing operation as a common carrier and for 
a permit authorizing operation as a contract carrier of com- 
modities generally between Logan, Ia., and Omaha, Neb., dis- 
missed on motion of applicant. 

MC 19199, Penn Bus Co., common carrier application. By 
joint board No. 59, composed of Noel F. George of Ohio, Wm. 
E. Best of Pennsylvania and James P. Tierney of West Virginia. 
Served April 16. Certificate of public convenience and necessity 
ordered issued to applicant to continue its operations as a com- 
mon carrier of passengers and baggage of passengers and to 
transport in the same vehicle with passengers, light express and 
newspapers over routes described between points in Ohio, Penn- 
sylvania and West Virginia. 

MC 29477, Great Falls Coach Lines Co., extension of opera- 
tions. By joint board No. 84, composed of Thomas E. Carey 
of Montana and Elmer W. Cart of North Dakota. Served 
April 16. Application for a certificate authorizing operations 
as a common carrier of passengers, light express, mail and news- 
papers between Great Falls, Mont., and Williston, N. D., via 
Havre and Wolf Point, Mont., dismissed at applicant’s request. 
Exceptions must be filed within 25 days from date of service 
instead of 20 days in this case. 

MC 50446, L. R. Martin, contract carrier application. By 
joint board No. 43, composed of Richard E. Conour of Colorado 
and Floyd F. Shields of Kansas. Served April 16. Operation 
by applicant as a contract carrier of gasoline, distillate, and 
kerosene between McPherson, Kan., and Denver and Gary, 
Colo., not shown to be consistent with the public interest and 
the policy declared in section 202(a) of the motor carrier act, 
1935. Permit denied, and operations ordered discontinued. 

MC 50963, Hazel Womeldorf, common carrier application. 
By joint board No. 185, composed of M. P. Conway of Iowa, 
Robert E. Powell of Nebraska and J. J. Murphy of South 
Dakota. Served April 16. Application for certificate of public 
convenience and necessity authorizing operation as a common 
carrier of commodities generally between points in the states 
of South Dakota, Nebraska and Iowa, over irregular routes, 
denied for want of prosecution, and operations ordered dis- 
continued. 

MC 52217, William F. Smith, common carrier application. 
By Examiner A. J. Sullivan. Served April 16. Application 
for a certificate to operate as a common carrier of commodities 
generally between points in North Carolina, Virginia, Dela- 
ware, Pennsylvania, New Jersey, New York, Connecticut, 
Massachusetts and Rhode Island, denied for want of prosecution. 

MC 76266, Stanley L. Wasie, common carrier application. 
By joint board No. 144, composed of Harry A. Barr of Illinois, 
Harry B. Dunlap of Iowa, and Chas. Munn of Minnesota. Served 
April 16. Applicant found entitled to continue operation as a 
common carrier of commodities generally, over specified routes, 
between Hopkins, Minn., on the one hand, and Des Moines, Ia., 
and Moline and Rock Island, Ill., on the other hand, and, over 
irregular routes, between Anoka and Stillwater, Minn., and 
Minneapolis, Minn., by reason of having been engaged in such 
operation on June 1, 1935, and continuously since that time. 
Certificate ordered issued. 

_ MC 86045, William Quist and Chester Holten, common car- 

rier application. By joint board No. 142, composed of Chas. 
Munn of Minnesota and Claude J. Jasper of Wisconsin. Served 
April 16. Public convenience and necessity found not to re- 
quire operation by applicant as a common carrier of passengers, 
express, mail and newspapers, between Minneapolis, Minn., and 
Ashland, Wis. Certificate denied. 

MC-F 128, Consolidated Motor Lines, Inc., purchase of 
operating rights and property of Simpson Transportation Lines, 
Inc. MC-F 134, Simpson Transportation Lines, Inc., purchase 
of operating rights and property of Ralph B. Graeser, dba 
Ralph’s Motor Express. MC-F 172, Consolidated Motor Lines, 
Inc., purchase of operating rights and property of Norman H. 
Thompson, dba Thompson Motor Transportation Co. By J. 
Edward Davey, chief, Section of Finance, Bureau: of Motor 
Carriers. Served April 17. Purchase by Consolidated Motor 
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Lines, Inc., of operating rights and properties of Simpson Trans- 
portation Lines, Inc., approved and authorized. Purchase by 

Simpson Transportation Lines, Inc., of operating rights and 

properties of Ralph B. Graeser, dba Ralph’s Motor Express, 

approved and authorized. Purchase by Consolidated Motor 

Lines, Inc., of operating rights and properties of Norman H. 

Thompson, dba Thompson Motor Transportation Co., approved 

and authorized. 

MC 7257, Provincial Transport Co., common carrier appli- 
cation. By joint board No. 188, composed of Stephen S. Cush- 
ing of Vermont. Served April 17. Public convenience and 
necessity found to require operation by applicant as a common 
carrier of passengers between Montreal, Quebec, Canada, and 
Beecher Falls, Vt., over U. S. Highway 3 south of the inter- 
national boundary line in so far as such operation is within the 
United States. Certificate granted. 

MC 19190, L. & L. Freight Lines, Inc., common carrier 
application. By joint board No. 64, composed of Eugene S. 
Matthews of Florida and Thos. K. Davis of Georgia. Served 
April 17. Applicant found entitled to continue operation as a 
common carrier over specified routes of commodities generally 
in interstate commerce between Atlanta, Ga., and Miami, Fla.; 
between Atlanta, Ga., and Orlando and Indian River City, Fla.; 
between Atlanta, Ga., and Palatka, Fla.; and between Atlanta, 
Ga., and Gainesville, Fla., by reason of having been engaged in 
such operation on June 1, 1935, and continuously since that 
date. Certificate ordered issued. 

MC 44613, Mo-Ark Coach Lines, Inc., common carrier ap- 
plication. By joint board No. 154, composed of J. C. Pinnix 
of Arkansas, E. L. Beeman of Kansas and J. C. Highberger of 
Missouri. Served April 17. Applicant found entitled to con- 
tinue operations as a common carrier of passengers, baggage 
of passengers, express, and newspapers between Kansas City, 
Mo., Fort Scott, Kan., and Jefferson City, Mo., on the one hand, 
and Berryville and Jonesboro, Ark., on the other hand, by 
reason of having been engaged in such operations on June 1, 
1935, and continuously since that time. Certificate ordered 
issued. Applicant found to have failed to establish the right to 
a certificate as a common carrier of passengers in interstate 
commerce between Warrensburg and Hamilton, Mo., and over 
direct route between Kansas City and Clinton, Mo., under the 
“srandfather” clause provisions of section 206(a) of the motor 
carrier act, 1935. Certificate denied and operation ordered 
discontinued. 

MC 50477, Edward Bausch, contract carrier application. By 
joint board No. 19, composed of Homer Hoch of Kansas and 
F. A. Good of Nebraska. Served April 17. Operation of ap- 
plicant as a transporter of refined petroleum products from 
Superior, Neb., to Leigh, Neb., found to be not subject to the 
provisions of the motor carrier act, 1935. Application dismissed 
for lack of jurisdiction over the traffic involved. 

MC 66582, Jersey City & Lyndhurst Bus Co., common car- 
rier application. By joint board No. 3, composed of Thomas L. 
Hanson of New Jersey and M. C. Cleveland of New York. 
Served April 17. Applicant found not to have been in bona 
fide operation on June 1, 1935, as a common carrier of pas- 
sengers between the Borough of Manhattan, New York, N. Y., 
on the one hand, and Saddle River and Leonia, N. J., on the 
other, over regular routes. Application for authority to con- 
tinue such operation denied. Applicant found entitled to con- 
tinue operation as a common carrier of passengers in special 
or charter operations over irregular routes from the counties 
of Bergen, Essex, Hudson and Passaic, N. J., to points in Con- 
necticut, Massachusetts, New York and Pennsylvania, by rea- 
son of having been engaged in such operations on June 1, 1935, 
and continuously since that time. Certificate to continue such 
operations ordered issued, and application in all other respects 
denied. 

MC 78355, L. & L. Freight Lines, Inc., contract carrier 
application. By joint board No. 64, composed of Eugene S. 
Matthews of Florida and Thos. K. Davis of Georgia. Served 
April 17. Applicant found to have failed to establish the right 
to a permit as a contract carrier of commodities generally be- 
tween specified points in Florida and Georgia, under the “grand- 
father” clause provisions of section 209(a) of the motor carrier 
act, 1935. Permit denied. 

MC 1185, Tri-State Transportation Co., common carrier 
application. By Examiner Paul R. Naefe. Served April 20. 
Applicant’s operations as a carrier of sugar in truckloads over 
specified routes, from Boston, Mass., to points in Maine, found 
to be those of a common carrier. Applicant found entitled to 
continue such operations by reason of having been engaged in 

bona fide operation as such carrier from and to said points 
on June 1, 1935, and continuously since that time. Certificate 
ordered issued. Application denied in all other respects. 

MC 41255, Northeastern Lines, Inc., common carrier ap- 
plication. By Examiner W. W. McCaslin. Served April 20. 
Applicant, as successor in interest of T. Y. Giles, dba Giles 










































































PAGE 888 





and Gobble, found entitled to continue operation as a common 
carrier of special commodities in truckload lots, between speci- 
fied points or within specified territory in the states of North 
Carolina, South Carolina, Virginia, West Virginia, Maryland, 
Connecticut, Delaware, Pennsylvania, New Jersey, New York 
and the District of Columbia, over irregular routes by reason 
of said predecessor or applicant having been engaged in such 
operation on June 1, 1935, and continuously since that time. 
Certificate ordered issued. Applicant found to have failed to 
establish the right to a certificate as a common carrier of 
commodities generally in interstate commerce between any 
points, or of special commodities in the states of Massachusetts, 
Ohio, Michigan, Indiana, Illinois and Rhode Island, over regular 
or irregular routes as specified in the application, under the 
“grandfather” clause provisions of section 206 (a) of the motor 
carrier act, 1935. Certificate denied, and operations ordered 
discontinued. 

MC 50476, Empire Petroleum & Transport Co., Inc., contract 
carrier application. By joint board No. 67, composed of John 
A. Bernhard of New Jersey and Russell Wolfe of Pennsylvania. 
Served April 20. Operation by applicant as a contract carrier 
of petroleum products from and between points located in the 
states of New York, New Jersey and Pennsylvania, over specified 
routes, found not consistent with the public interest or the 
policy declared in section 202 (a) of the motor carrier act, 
1935. Application denied. 

MC 80245, Charles F. Shilling, contract carrier application. 
By Examiner E. S. Idol. Served April 20. Applicant found 
entitled to a permit authorizing continuance of operation as a 
contract carrier of used household goods, office and store fix- 
tures between any points in the territory east of the Mississippi 
River, excluding Minnesota, over irregular routes, by reason 
of having been engaged in such operation on July 1, 1935, and 
continuously since that time. Permit ordered issued. 

MC 86157, Southeastern Motor Lines, Inc., common carrier 
application. By Examiner Richard Yardley. Served April 20. 
Public convenience and necessity found to require extension 
of operations by applicant as a common carrier of passengers, 
light express, mail, and newspapers in interstate commerce 
over specified routes between Atlanta, Ga., and Heflin, Ala., and 
intermediate points. Certificate granted. 

MC 3089, Klaus E. Tanis, contract carrier application. By 
Examiner A. S. Parker. Served April 21. Applicant found to 
have failed to establish the right to a permit as a contract 
carrier of commodities generally between points in Colorado, 
Iowa, Kansas, Missouri and Nebraska, under the “grandfather” 
clause provisions of section 209 (a) of the motor carrier act, 
1935. Permit denied, and operations ordered discontinued. 

MC 17425, Ione A. Alger, broker application. By Examiner 
E. S. Idol. Application for broker’s license denied for want of 
prosecution. 

MC 50393, Hefner & Sons, Inc., common carrier applica- 
tion. By joint board No. 159, composed of Edwy L. Taylor of 
Connecticut and Thomas L. Hanson of New Jersey. Served 
April 21. Continuance of operation by applicant as a common 
carrier of household goods, in interstate commerce, in the states 
of New York, New Jersey and Connecticut, within a 50-mile 
radius of Long Island City, N. Y., over irregular routes, found 
consistent with the public interest and with the policy de- 
clared in section 202 (a) of the motor carrier act, 1935. 
Permit granted. 


MC 50506, Belle Moskofsky, contract carrier application. 
By joint board No. 67, composed of John A. Bernhard of New 
Jersey, and Russell Wolfe of Pennsylvania. Served April 21. 
Application for authority to operate as a contract carrier of 
groceries, dairy products, and commodities generally between 
Paterson, N. J., and Suffern, N. Y., found not consistent with 
the public interest or the policy declared in section 202 (a) of 
the motor carrier act, 1935. Application denied. 


MC 50754, J. F. Stapleton, common carrier operation. By 
joint board No. 36, composed of Ernest E. Blincoe of Kansas 
and John C. Highberger of Missouri. Served April 21. Public 
convenience and necessity found not to require continuance of 
operation by applicant as a common carrier of commodities 
generally over specified routes between Lillis, Kan., and Kansas 
i ga Certificate denied and operations ordered discon- 
tinued. 





SUSPENDED TARIFFS 


In I. and S. No. 4340, the Commission has suspended from 
April 20 until November 20 schedules in Jones’ I. C. C. No. 
2985, joint with Kipp’s I. C. C. No. A-2779. The suspended 
schedules propose to cancel the application of the St. Paul, 
Minn., rates as maxima on various commodities from Indiana 
to destinations in Iowa, which would result in the application 
of higher combination rates. 

In I. and S. No. 4341, the Commission has suspended from 
April 20 until November 20 schedules in supplement 27 to 
Cumming’s I. C. C. No. 1232, and supplements 28 and 29 to 
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Potter’s I. C. C. No. 1232. The suspended schedules propose 
to reduce the commodity rates on shipments of less than car- 
load freight, subject to certain minimum weights, between 
points in California, on one hand, and Ashland, Medford and 
Grants Pass, Ore., on the other, to meet purported water- 
truck competition. 

In I. and S. No. M-114 the Commission has suspended from 
April 17 until July 16 schedules in MF-I. C. C. No. 2 of Anton 
Hollendonner, doing business as Holland Trucking. The sus- 
pended schedules propose to establish rates resulting in reduc- 
tions and changes on various commodities between Trenton, N. 
J., and New York, N. Y. The following is illustrative: 


Bathroom fixtures, minimum weight 20,000 pounds, between Tren- 
ton, N. J., and New York, N. Y., present rate, any quantity, 28; pro- 
posed rate, less truckload, 28, proposed rate, minimum weight 20,000 
pounds, 20. 


FALSE CLAIMS ALLEGED 
Secretary Bartel has issued the following statement: 


The Commission has been advised that the grand jury for the dis- 
trict of Massachusetts on April 15, returned seven indictments, nam- 
ing nine defendants, which charge violations of the Elkins act and con- 
spiracy so to do growing out of a scheme to defraud the Boston and 
Maine railroad by virtue of false claims on carload shipments of juice 
grapes received at Boston during the fall of 1936. All of the indictments 
name as a defendant Clifton C. Simmons, a former inspector of the 
Railroad Perishable Inspection Agency who is charged with aiding and 
abetting and conspiring with receivers of grapes in an attempt to ob- 
tain rebates through the medium of false claims. The defendants are 
as follows: 

Santa Pantano and Clifton C. Simmons, 13 counts charging viola- 
tions .of the Elkins Act and one count charging conspiracy. 

Dominic Meli and Clifton C. Simmons, 12 counts charging violations 
of the Elkins Act and one count charging conspiracy. 

Guiseppi Meli and Clifton C. Simmons, 12 counts charging viola- 
tions of the Elkins Act and one count charging conspiracy. 

Joe Durso, Nicola DeLuca and Clifton C. Simmons, 5 counts charg- 
ing violations of the Elkins Act and one count charging conspiracy. 

Frank Romano and Clifton C. Simmons, 5 counts charging viola- 
tions of the Elkins Act and one count charging conspiracy. 

Leo Traina and Clifton C. Simmons, one count charging conspiracy 
to violate the Elkins Act. 

Cosimo Raffoni and Clifton C. Simmons, one count charging con- 
spiracy to violate the Elkins Act. 





UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 11594, Litthe Kanawha Rail- 
road Company et al. Abandonment, permitting abandonment, as to 
interstate and foreign commerce, by the Little Kanawha Railroad 
Company of its entire line of railroad in Wood county, W. Va., and 
abandonment of operation thereof by the Baltimore & Ohio Railroad 
Company, approved. 

Report and certificate in F. D. No. 11569, Detroit, Toledo & Mil- 
waukee Railroad Company et al. Abandonment, permitting abandon- 
ment by the Detroit, Toledo & Milwaukee Railroad Company of part 
of its line of railroad in Calhoun county, Mich., and abandonment of 
operation thereof by the New York Central Railroad Company and 
the Michigan Central Railroad Company, lessees, approved. 

Report and order in F. D. 11596, Denver & Rio Grande Western 
Railroad Company trustees’ equipment-trust certificates, granting au- 
thority to assume obligation and liability in respect of not exceeding 
$2,175,000 of Denver & Rio Grande Western Railroad equipment-trust 
certificates, series D, to be issued by the Pennsylvania Company for 
insurance on lives and granting annuities, as trustee, and sold at 
97.4629 per cent of par and accrued dividends in connection with the 
procurement of certain equipment, approved. 

Report and order in F. D. No. 11601, Pere Marquette Railway 
Company equipment-trust certificates, granting authority to assume 
obligation and liability in respect of not exceeding $1,940,000 of Pere 
Marquette equipment trust of 1937, 2% per cent equipment-trust cer- 
tificates, to be issued by the Guaranty Trust Company of New York, 
as trustee, and sold at 97.531 per cent of par and accrued dividends 
in connection with the procurement of certain equipment, approved. 

Report and order in F. D. No. 11602, Indianapolis Union Railway 
Company Bonds, (1) granting authority to the Indianapolis Union Rail- 
way Company to issue $3,150,000 of refunding and improvement mort- 
gage 3% per cent bonds, series B, to be sold at 98.078 per cent of par 
and accrued interest and the proceeds applied to the redemption of 
its general and refunding mortgage 5 per cent gold bonds, series B; 
(2) granting authority to the Pennsylvania Railroad Company and the 
New York Central Railroad Company to assume, jointly and severally, 
obligation and liability as guarantors in respect of the Indianapolis 
Union Railway Company bonds; and (3) granting authority to the Cleve- 
land, Cincinnati, Chicago & St. Louis Railway Company to assume 
obligation and liability in respect of such bonds pursuant to an in- 
demnification agreement dated Jan. 29, 1931, approved. 


CHANGES IN DOCKET 

Hearing in I. & S. M-89, assigned for April 20, at Atlanta, Ga., 
before Examiner Yardley, was postponed to a date to be fixed. 

Hearing in I. & S. M-91, assigned for April 23, at Little Rock, 
Ark., before Examiner Peyser, was postponed to a date to be fixed. 

Hearing in MC 48705, assigned April 22, at Kansas City, Mo., be 
fore Examiner Dillon, was canceled. 

Hearing in MC 77596, assigned April 23, at Little Rock, Ark., be 
fore Examiner Peyser, was postponed to a date to be fixed. 
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Associated Traffic Clubs Convention 


New Transport Study Body Proposed by Bruére—Budd Discusses Rail Financial Problems— 
Thorpe Points to Increase of Government—Motor Transport Study Authorized 


By Stanley H. Smith, Staff Correspondent 
at New York 


HREE records were established at 

the semi-annual convention of the 

| Associated Traffic Clubs of Amer- 

ica, held at the Commodore Hotel, New 

York, N. Y., April 20 and 21. Officers 

reported that, with respect to attendance, 

number of member clubs represented by 

delegates, and attendance at the banquet, 
all records had been broken. 

F. A. Doebber, secretary, announced 
that the registration was 1,135, with 63 
of the 94 member clubs and 16 non-mem- 
ber units represented. The attendance at 
the banquet was approximately 2,000. 

Homer S. Snow, president, called the 
convention to order shortly after 10 
o'clock April 20. Announcements were 
made by T. T. Harkrader, chairman of 
the general committee on arrangements, 
Secretary Doebber, and C. W. Braden, 
chairman of the dinner committee. The 
president introduced George C. Lucas, 
president of the Traffic Club of New York; 
W. J. L. Banham, first president of the 
Associated Traffic Clubs of America; 
Charles Swope, of the New York club; 
E. F. Lacey, executive secretary of the 
National Industrial Traffic League, and 
A. F. Cleveland, vice-president in charge 
of traffic of the Association of American 
Railroads. 


In an address of welcome, C. J. Brister, 
chairman of the board of directors of the 
Traffic Club of New York, spoke not only 
for the New York club but also the Metro- 
politan Traffic Association of New York, 
the Women’s Traffic Club of Greater New 
York; the Traffic Club of Newark; the 
Traffic Club of Jersey City; the Traffic 
a. of Brooklyn; and the Bronx Traffic 
‘lub. 

_ “The Associated Traffic Clubs of Amer- 
ica have become one of the progressive 
and constructive forces in the nation’s 
life,” said he. “As you all know, the 
associated clubs will pass another mile- 
stone this year, having been organized 
in Chicago fifteen years ago, May 16, 
1922. Organization of the association 
grew from the suggestion of Henry A. 
Palmer at a meeting of the Traffic Club of 
New York held in the Waldorf-Astoria 
Hotel, December 27, 1921, during the 
administration of our good friend Tom 
Harkrader. The New York club was quick 
to sense the possibilities of the suggestion 
and put its shoulder to the wheel. At 
the organization meeting 28 clubs were 
represented, and Walter Banham of New 
York was elected the first president of 
the associated clubs. For seven years the 
association carried on as a delegate or- 
ganization; then, in the spring of 1929, 
when Mr. Harkrader was elected presi- 
dent, a new general policy was adopted. 
Since the spring of that year when 50 
delegates met in this city, the association 
has held fifteen large conventions similar 
to this gathering in various cities east of 
the Rocky Mountains. The present mem- 
bership of the association includes 94 
vigorous, forward-looking, traffic clubs.” 

After referring particularly to the clubs 
of New York, Chicago, and Pittsburgh, 
as old-timers, Mr. Brister said the associa- 
ton over a period of more than a gen- 


—St. Louis for Next Meeting 


eration had fully proved its usefulness 
and its stability. He then brought to the 
attention of the delegates suggestions fo 
sightseeing. 


Report of Directors 


Following the roll call of member clubs, 
the report of the board of directors was 
made by J. M. Fitzgerald, who revealed 
that Henry A. Palmer, editor and man- 
ager of The Traffic World, had resigned 
as chairman and member of the board of 
directors on account of press of work. 
The resignation of Mr. Palmer was made 
the subject of special treatment by the 
board and the convention. Mr. Fitzgerald, 
who had been executive vice-president of 
the association, was elected by the board 
to succeed Mr. Palmer as chairman. In 
submitting the report of the board of 
directors, which had met April 19, Mr. 
Fitzgerald said: 


At the meeting of the board of directors held 
yesterday, reports of officers and committees 
which the board received will be transmitted 
to you during the sessions of this convention. 

The board itself took action on only one 
feature of one report. It authorized the com- 
mittee on education and research to issue an- 
other outline of traffic study. It will cover 


motor transportation and the motor carrier 
act of 1935. 
The board elected to membership in this 


association yesterday the Motor City Traffic 
Club of Detroit, and the Salt Lake City Traf- 
fic Club. 

A special committee of three members, T. T. 
Harkrader of New York, Walter Bockstahler 
of Baltimore, and Homer S. Snow of St. Louis, 
was appointed to review our meetings and of- 
fer suggestions, if possible, for the improve- 
ment of the meetings and the relating of them 
in as great an extent as possible to the aims 
and purposes of this association. 

The board received a suggestion from the 
Traftic Club of Wilmington, Del., that there 
might be some arrangements made nationally 
where the resident member of a club in good 
standing might transfer that membership to 
another club, without the payment of an ini- 
tiation fee, where that fee existed. 


After careful discussion of the subject, the 
director decided that it would involve the 
change, perhaps, of constitution with respect 
to many clubs, that it was not a matter which 
could be handled nationally, and that it should 
continue to be one with which local clubs 
would deal. 


The board regrets to announce the resigna- 
tion of Henry A. Palmer as chairman of the 
board. It has been known for some time that 
Mr. Palmer contemplated this step, and on at 
least one occasion he deferred to the wishes 
of his associates on the board and withheld 
his resignation, continuing to give liberally of 
his time and his effort. As to receipt of his 
resignation, we were in telephone communica- 
tion with him, and we have no other choice but 
to accede to his request. The demands of Mr. 
Palmer’s business, particularly since the pub- 
lication of his new magazine, The Business 
Digest, are so great that Mr. Palmer feels that 
he can no longer give the time necessary to 
official activity in this association. The board, 
therefore, accepted his resignation. 


J. M. Fitzgerald of New York was chosen 
chairman of the board to succeed him, and 
Walter F. Schulten, of Chicago, was elected 
executive vice-president to succeed Mr. Fitz- 
gerald. 

Mr. President, I now suggest that you recog- 
nize Mr. W. C. Hull, chairman of a special 
committee appointed by this board. 


Mr. Hull read a resolution prepared 
by the committee, regarding the resigna- 
tion of Mr. Palmer, and moved its adop- 
tion. The motion was seconded by T. C. 
Curtis. 

“It is with deep regret that I ask you to 
accept this motion,” said President Snow. 
“I want everybody to vote, and I want a 
rising vote.” 


S. S. Butler, of St. Louis, spoke as follows: 


I should dislike very much to inject a sour 
note into an otherwise smooth program, but 
I must confess that the resignation of my very 
good friend, Mr. Henry Palmer, has depressed 
me greatly. 

I say that because I have been closely as- 
sociated with him in this association and its 
work for the past fifteen years. I can recall 
way back in 1922, he attended a meeting in New 
York at the Waldorf Hotel, also attended by 
Mr. Harkrader and Mr. Banham, and George 
Hichborn, and one or two others, to discuss 
the question of the formation of such an as- 
sociation as we have here today. 

I think it was just a few short months after 
that that we had another meeting in Chicago 
at which time this organization was formed, 
and Mr. J. L. Banham was elected president, 
and my good friend, B. L. Birkholz, was elect- 
ed secretary at that time. 

Mr. Palmer, of course, was the leading spirit 
in organizing this association, and has carried 
on faithfully and untiringly ever since. That 
is why I say it depresses me greatly that his 
own personal business has caused him to 
tender his resignation as chairman of the board. 
I feel that any extended eulogy of Henry 
Palmer would be like an attempt to add splen- 
dor to a glorious sunrisé, or painting the lily, 
as we all know Henry Palmer; we know him 
for his sincerity of purpose, and we know him 
for his intellect and his untiring efforts and 
energy in behalf of this club, and I know that 
we all hate very greatly to lose him; but we 
will still have the benefit of his counsel and 
advice. 

Mr. President, in conclusion I think it is 
proper and fitting that I should move that 
Henry Palmer, for his splendid work in build- 
ing up this great club from the very inception 
to the present time, when we have 94 member 
clubs, it is my motion that Henry Palmer be 
made an honorary life member of the Associat- 
ed Traffic Clubs of America. 


The motion was seconded by Mr. Cur- 
tis, and unanimously carried by a rising 
vote. 

The resolution relating to the resigna- 
tion of Mr. Palmer was adopted by a ris- 
ing vote. It follows: 


The Associated Traffic Clubs of America, in 
convention assembled at New York City the 
20th day of April, 1937, has received with deep 
regret the resignation of Henry A. Palmer as 
chairman of the board of directors, because of 
the pressure of additional editorial responsibili- 
ties, newly assumed. 

Henry A. Palmer was one of the founders of 
this association and, during the fifteen years of 
its existence, served successively as president, 
director, and chairman of the board of direc- 
tors, with singular devotion and ability. 

His qualities of leadership and the inspiration 
of his personality have served this association 
as guides through the difficulties of organiza- 
tion, growth, and expansion. 

His courage and clear thinking have aided 
the association in dealing with its problems. 

His capacity for friendship and his sincerity 
have endeared him to the officers, directors, 
and members of this association, individually 
and collectively. 

It is, therefore, with profound regret that the 
Associated Traffic Clubs of America reluctantly 
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accepts Henry A. Palmer’s resignation, and ex- 
tends to him its best wishes for his continued 
success, health and happiness. 

The association bespeaks for itself his con- 
tinued interest and support. 


Address by Budd 


Ralph Budd, president of the Burling- 
ton Lines, spoke as follows on the subject 
“Some Problems Common to Railways 
and Shippers:”’ 


Class I railway revenue reached its peak in 
1926 at approximately six billion four hundred 
million dollars. In 1929 it was, in round figures, 
six billion three hundred millions. A signifi- 
cant thing is that freight revenue was more in 
1929 than in 1936, but the decline in passenger 
traffic, which continued throughout the boom 
twenties, more than offset the gain in freight. 
The most spectacular and precipate decline in 
rail revenues ever experienced took place dur- 
ing the three years following 1929. In 1932 
total revenue was three billion one hundred 
million dollars. 

These are large figures and are impressive 
as indicating how great the charges for rail 
services are in this country. But we change 
our notion of how much transportation burden 
the country can and does bear when we con- 
sider the expenditures for transportation other 
than by rail and how rapidly they have been 
increasing. 

In 1933, the operation of highways and high- 
way vehicles cost ten billion dollars and our 
total bill for transportation was fourteen bil- 
lions. True, a large part of it was for the 
operation of pleasure cars, but it was transpor- 
tation, nevertheless, and paid for by the same 
public whose use of railroads declined three 
and a fifth billion dollars, or more than one 
half, in three years. We can afford good 
transportation and a lot of it, as the figures 
show. But the sum total of public policy 
toward our railways has been such that only 
during years of great business. activity 
have they made profits that enable them to 
finance major improvements and betterments 
by sale of stock. In other periods, that may 
be termed normal or depressed, the credit of 
many roads has declined to or near the vanish- 
ing point. Witness the fact that some 70,000 
miles of railway are now undergoing reor- 
ganization and the further fact that, in 1936, 
there was quite general prosperity in many 
industries, but the railways earned only about 
2% per cent return on their value. Why is it 
that, with the great revival in business, none 
of the 70,000 miles (30 per cent of the total 
in the country) has been reorganized on a 
presumably stable basis? The reason is that 
the relationship between earnings and expenses 
does not provide or give early promise 
of net income adequate to warrant such reor- 
ganization. 


Railways as Essential as Ever 


Contrasted with this gloomy story of facts, 
let me say that, in my opinion, there is no 
necessity for that situation to continue. Our 
national and industrial life was built upon 
railway transportation and, during the depres- 
sion and since, the railways have proved, and 
improved, themselves in a remarkable way, at 
least so far as functional activity is concerned. 
It is their financial future that is subject to 
question. In my opinion that depends, first, 
upon their being permitted enough freedom 
from legislative restriction to do things which 
will result in reduced cost of producing trans- 
portation and, second, upon the cooperation 
of shippers in utilizing the railroads for all the 
traffic they can handle advantageously. 


Not so long ago, the constant and steady 
decline in freight and passenger revenues 
raised doubts in the minds of some people 
whether the railways might not be destined 
to go the way of older forms of transport, 
such as canal boats, stages, and wagon trains. 
Occurrences of the past three years seem 
definitely to dispose of these doubts and to 
make it clear that the railways’ place in the 
social and business life of the nation is as 
important as it ever was. 

The volume of business handled by the rail- 
ways in 1936, measured in passenger miles and 
ton miles, showed an increase of 37 per cent 
and 40 per cent, respectively, compared with 
the low point of the depression. It is too 
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superficial an observation to say that the re- 
covery simply reflects the greater business 
activity of the present day. It does much 
more than that, for a very important change 
has taken place in the character of service 
rendered and in the unit charges for the serv- 
ice, both of which had a strong influence in 
increasing the volume. 


Improved Service at Low Rates 


Spurred by competition and aided by phe- 
nomenal advances in science and invention, the 
railways have speeded their train schedules 
tremendously. All of you are familiar with 
striking examples of passenger trains that run 
50 per cent faster than they did a few years 
ago. Cruising speeds of 80 miles an hour are 
quite common, and 100 miles is reached on 
certain stretches every day. These spectacular 
performances have been of inestimable value 
in showing the public what the railways are 
capable of doing and have won a large amount 
of patronage. The increased patronage is not 
primarily or to any great extent a shift from 
slower trains of the same or other railroads. 
Instead, the increased traffic is due chiefly to 
passengers who, in the absence of the improved 
service, either would not travel or would have 
used other agencies of transportation. 

It is, however, of greater importance com- 
mercially that, during the last decade, the 
average speed of freight trains has been in- 
creased relatively more than that of passenger 
trains. Freight schedules average about 45 
per cent faster than they did ten years ago, 
while all passenger schedules average only 
about 20 per cent faster. 


I am one who believes that the improve- 
ment in service was absolutely necessary and 
that it must, of necessity, continue to improve. 
But better service has not been the only 
change or advantage from the public stand- 
point. Charges for service have been reduced 
substantially. As to certain traffic, and under 
certain circumstances, I am as firmly convinced 
that the charges must be maintained at a 
relatively low level as I am that service must 
be better. Take passenger travel, for example. 
Reduction in fares and improvement in service 
both were necessary in order to stop the long 
continued downward curve. It was a bold and 
desperate move for the railways of the country 
to spend nearly 50 million dollars for the one 
item of air-conditioning passenger cars, and, 
having spent that sum, to reduce passenger 
fares to an average of 1% cents a mile. In 
the west the average fare is 124 cents a mile. 

Largely due to the low rates, better cars, 
and faster trains, the volume of passenger 
traffic has increased 37 per cent since 1933, 
but there has been only a 25 per cent 
increase in revenue from that traffic. When 
the extra cost of handling the larger vol- 
ume is taken into account there was a 
relatively small gain in net income. The 
1936 passenger business at 1926 rates would 
have paid 245 million dollars more revenue. 
All of this would have been reflected in net 
income but, without the reduction in rates and 
the better service, 1936 volume would not have 
been what it was. The point is that the steady 
and rapid downward trend in railway passen- 
ger traffic was arrested for the first time in 
fourteen years and that, since 1933, railway 
travel has been growing. This is especially 
significant because of the tremendous public 
highway programs that have been carried out 
and because, with the perfection of the modern 
automobile, there really seemed to be no bot- 
tom to the downward curve of rail passenger 
travel and revenue. In 1933 the revenue was 
only one-fourth as much as it had been in 1920. 


Relationship Between Passenger and Freight 
Traffic 


The loss in freight revenue, of course, has 
been much more serious in dollars than that of 
passenger revenue, although, in percentage, it 
has not been to great. Love of travel, pride of 
possession, and other social aspects have en- 
tered into the use of private automobiles, which 
have taken most of the railways’ passenger 
business. New habits of travel have been formed 
among the people and have created a total vol- 
ume that was previously unheard of anywhere 
in the world. For example, in 1920, when rail 
travel was at its peak, every person in the 
United States rode an average of about 1,000 
miles a year on all types of vehicles, railway 
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passenger business accounting for 445 miles of 
the 1,000. Now every man, woman, and child in 
the United States rides, on an average, about 
4,000 miles a year on some vehicle or other, 
most of it by automobile. Railways account for 
175 miles of the 4,000, busses 130 miles, and air- 
planes 4 miles. Rail travel is less than 5 per 
cent of all the traveling done now, but the total 
is so great that, by capturing an additional 5 
per cent of it or creating an equivalent amount 
of new business, the railways would double 
their passenger traffic and approach in volume, 
if not in revenue, the high point of 1920. 

I assume that this audience is made up 
mostly of freight traffic officers and that you 
are wondering why I am discussing passenger 
business, which accounts for only about 10 per 
cent of railway revenues. One reason is that, 
as a factor, the railway business, has lost a 
large part of one of its lines and the other 
chief line, freight business, must bear some of 
the cost that could be charged to passenger 
traffic when the latter amounted to nearly a 
billion dollars a year more than it does now. 
Another is that I wish to point out to you 
the difference between the loss of passenger 
business largely to pleasure cars, where cost 
is not reckoned, and the loss of freight busi- 
ness to trucks where charges and services are 
the only considerations. In other words, pas- 
senger traffic went from rails to highways for 
reasons other than economy, and when rail- 
ways were not in the position that they are 
now to make a bid for the business. New 
trains of the finest types now offered have 
been possible of construction only during the 
last three years, because the essential materials 
were not available before that time. 


Please contrast the 5 per cent of passenger 
travel which the railways handle with their 
proportion of freight traffic. They handle 
about 70 per cent of all the freight moved in 
this country, while about 13 per cent goes by 
boat on the Great Lakes, about 8 per cent by 
truck, about 7 per cent by pipe lines, and about 
3 per cent by barges on inland waterways. 

The superiority of rail service and the im- 
provements that have been made in facilities, 
as well as performance, have _ contributed 
largely to this recovery of 40 per cent or more 
in freight volume since the low point in 1932, 
Here again, the charge per unit of service 
has been going down quite steadily, due both 
to the force of competition from the many new 
forms of transportation and to the knowledge 
that scientific advances in some types of in- 
dustry, together with improved local transpor- 
tation, would otherwise tend to decentralize 
and localize manufacturing. Expedited freight 
schedules have increased the ton mile cost of 
moving freight, for it is an axiom among 
operating men that increased speed of freight 
trains can be attained only at a sacrifice of 
economy. Thus, we have a superior service 
provided at greater cost, selling at reduced 
rates by force of circumstances. 


Rail Economy a Public Question 


If I am correct in my belief that railway 
transportation is an absolute essential, that 
the quality of service must be maintained and 
improved, and that charges must be kept 
down, then it must follow that the ability of 
the railways to do these things as well and as 
cheaply as possible is not only an important 
managerial question, but an important ques 
tion to shippers and the public in general. The 
obvious reason is that the public cannot escape 
paying the railway transportation bill, either 
in the way of charges that will meet the cost 
of operation and a fair return on the value of 
the property used for transportation purposes 
under private ownership, or in the way of 
general taxation to make up the deficits of a 
government operated railway system, or through 
high charges arbitrarily imposed by a govern- 
mental agency. There is not much point to 
the statement that the public is interested in 
having the railways keep down their cost of 
producing transportation unless there are some 
things that the public can do along: these lines 
or some evidence that the public does not 
generally understand that it has an interest in 
low railway operating costs. 

I believe there is much that can and should 
be done and also that there is but slight appre 
ciation on the part of the public of the unin- 
telligent if not hostile attitude toward railways 
which many of their representatives have 
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taken. All of you know how fully regulated 
the railways are and to what extent their 
every activity is affected by federal or state 
laws. In the light of this situation it is signifi- 
cant that Congress and the forty-two state 
jegislatures which are meeting this year have 
already had introduced five hundred bills affect- 
ing the railways. Practically all of these bills 
would increase the cost of operation and ham- 
per the railways in giving efficient and eco- 
nomical service. The effect of these measures, 
if they should become law, would be not only 
to handicap the railways in their efforts to 
give improved service at low charges, but, 
most probably, in a short time to bring to an 
end the private operation of our railways. 
Circular No. 2008, issued March 18, 1937, by 
the National Industrial Traffic League, deals 
fully with this subject and cites added costs 
of a billion dollars a year, or nearly twice 


the total fixed charges of all the railways. It 
is no answer to these harmful proposals to say 
that not all of such legislation will pass at this 


session of Congress. According to the existing 
law of the land, rail services are to be provided 
at cost, including a fair return on the value of 
the property used for transportation purposes, 
and the public interest lies in finding ways to 
reduce, not to increase, the cost of operation 
of the country’s railways, even by ever so 
slight an amount. 

Such a situation is difficult to understand, 
especially since there does not seem to be any 
considerable sentiment for government owner- 
ship of railways. But the fact is indisputable 
that there is a tendency among law-makers to 
do things which quite probably would result 
in it, and things that would make rail trans- 
portation costs much more than it need cost, 
both during the period of private operation and 
even more so should government ownership be 
precipitated. 


Improvements Reduce Costs 


There are, fortunately, many improvements 
in equipment, tools, machinery, and methods 
which have become available to the railways in 
recent years to assist them in arresting the 
increase in costs when trains are operated upon 
faster schedules. Outstanding among these are 
the improved steam locomotives which are so 
designed and constructed as to handle heavy 
trains economically on fast schedules. New 
alloys have been used to lighten the weight of 
reciprocating parts, lessen counterbalance, and 
greatly reduce the hammer blow on track. 
Large driving wheels, improved oiling system, 
roller bearings, efficient use of fuel, high pres- 
sure steam, and larger tenders which eliminate 
water station stops are some of the features 
that have made possible the faster schedules 
without the excessive cgst of maintenance and 
operation which otherwise would accompany 
such schedules. The new and stronger alloys 
also make possible the building of cars that 
weigh less but carry more freight, thus im- 
proving the ratio of pay load to the total train 
weight. These and other alloys also make 
possible the light weight high-speed passenger 
trains and Diesel engines which power them. 
And now we are getting rail of superior quality, 
which is a boon to track maintenance. 


Why do law makers propose measures that 
would force unnecessary increases in expenses 
which would much more than offset the sav- 
ings here outlined and others being wrought 
by management? It is an extraordinary situa- 
tion, indeed. Presumably, the explanation lies 
in the fact that some parts of the public having, 
or believing they have, special interests which 
would be promoted by the things that are 
proposed, have impressed their desires upon 
our law makers more than has been done by 
the freight-paying public. The latter is the 
whole public and in this instance is represented 
by the shippers. Certainly, it seems appro- 
priate for the general public to take some 
cognizance of the matter and to inform legis- 
lators of their wishes, or else we may, through 
indirection, obtain in this country what we 
would not consciously choose and have some- 
thing that we would very much regret. 

{ refer, of course, to the possibility of hav- 
ing government ownership come upon us, not 
through expressed public preference, but as a 
result of the breaking down of private opera- 
tion of railways by reason of unnecessary ob- 
Stacles and handicaps. It comes down to main- 
taining a proper relationship between revenues 
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and expenses. The modernization of the phys- 
ical plant and its method of operation will do 
much to reduce expenses, if not unduly ham- 
pered by regulation. 


Revenue Losses 


There is another menace to railway credit 
about which I wish to speak; that is the 
tendency to force down rates arbitrarily and 
unnecessarily, thereby sapping revenues. I am 
sure that shippers generally agree that better 
rail service, at lower rates, will be had under 
private operation than under governmental con- 
trol. But we are all familiar with examples of 
artificial competition and the forcing down of 
rates at great public expense, a case in point 
being the tremendous expenditures for improv- 
ing waterways that are not capable of handling 
expedited traffic and, for many months of the 
year, incapable of handling traffic at all. Fore- 
ing the railways to reduce rates, through large 
public expenditures, is sometimes cited as a 
great accomplishment, when, in fact, such 
expenditures and the resultant rate reductions 
may represent great waste for which railways 
as well as others are taxed. There are orderly 
and effective ways of reducing railroad rates, 
but, when they are reduced arbitrarily and 
without warrant, the result is harm and not 
benefit in the long run. 

Then there is the tendency on the part of 
some of the commercial concerns of our coun- 
try to patronize and use for a temporary 
monetary advantage other transportation agen- 
cies, ignoring entirely the ultimate result of 
the continuance of such a policy or seeking 
thereby to reduce the rail rates. The truck 
is primarily the agency so used, the result 
being, as already stated, to jeopardize the con- 
tinuance of private ownership of our rail trans- 
portation system. 

Because of the diversion to motor trucks of 
grain, live stock, and other commodities, orig- 
inating on branch lines, railways have been 
forced to seek the abandonment of many 
branches to avoid the loss incurred in their 
operation. In such abandonment proceedings 
before the Interstate Commerce Commission, 
shippers frequently protest the elimination of 
such branch lines, claiming that they need the 
stability and reliability of the railways, par- 
ticularly during extremely bad weather, and 
that they require rail transportation for the 
handling of bulk commodities such as oil in 
tank cars, coal, lumber, cement, etc. Some of 
them also claim that the branch lines should 
not be abandoned for the reason that it will 
impair the value of their properties. It is not 
at all unusual to find in such proceedings that 
the active protestants are using trucks for most 
of their shipments, and in many cases are 
operating their own trucks, but desire to have 
the rail service available for occasional emer- 
gency and convenience. 


Pressure by Shippers 


The rail carriers are continually being urged 
by shippers to reduce their rail rates to meet 
truck competition and it is an anomaly that, 
where rail shippers not affected by motor com- 
petition are satisfied with their present rail 
rates, it develops that, as soon as a rate be- 
tween two certain points is reduced to meet 
existing motor truck competition, other ship- 
pers not affected by the same truck competition 
ask the rail lines to reduce their rates in order 
to maintain the rail rate parity that formerly 
existed, thus resulting in a continual whittling 
down of the freight rate structure. 


It must be admitted in this connection, how- 
ever, that the carriers themselves are not 
altogether blameless because, in instances, a 
single carrier has reduced rates to meet truck 
or other competition, local in application, 
which has resulted in widespread reductions 
in revenues of other carriers—this because of 
recognized relationships. 


I am advised that at the last two monthly 
meetings of the general traffic committee of 
one of our large western rate organizations, 
there were 386 docketed subjects, of which 
159, or 41.1 per cent, were predicated in reduc- 
ing rail rates to meet motor truck competition. 
The adverse effect of shippers continuing to 
favor rail competitors with the higher-rated 
merchandise and truck load traffic must be 
apparent. 

In times of emergency, such as droughts, 
floods, ete., the rail lines are called upon by 
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the federal and state authorities to transport 
relief supplies at either free or reduced rates. 
In order that they may be in a position to 
respond to these demands is it not reasonable 
to expect that, in normal times, they should 
not be unnecessarily handicapped? 

In recent hearings involving Federal Barge 
Line rates where the Barge Line has a rate 
differential, amounting to approximately 20 per 
cent of the rail rate between the ports, the rail 
carriers’ attorneys frequently asked the ship- 
pers why they wanted a rail transportation 
system maintained in view of the fact that 
there were available water rates via the 
Barge Line, or joint barge-and-rail rates lower 
than the all-rail rates. The answer—they can- 
not transact their business entirely by the 
slower water transportation; that it is neces- 
sary to have expedited rail service on certain 
traffic. In other words, the Barge Line is 
used when it affords a convenience and saving 
to the shipper and the rail lines are used when 
prompt and expedited service is demanded. 

I do not wish to discuss a case now pending 
before the Interstate Commerce Commission, 
but I might mention, in this general connec- 
tion, the opposition to the carriers’ applica- 
tion in Ex Parte 115, reopened, in which case 
the carriers are applying for permission to 
make advances in rates on certain commodities 
and classes of freight which they believe are 
in a position to stand a slight advance, thus 
according to the carriers much needed revenue. 
Some concerns seem to feel it is all right to 
advance the rates on others’ commodities, but 
not on theirs. I presume that position might 
be termed human nature, but if all were to 
take that position and such views prevail, the 
result is obvious. 


Pipe Line Competition 


Another development affecting rail revenues, 
is the transportation of oil and natural gas by 
pipe lines. The Interstate Commerce Commis- 
sion’s annual reports show a substantial in- 
crease in the volume of oil so moved. This ton- 
nage produced a large revenue for important 
southwestern and western trunk lines and its 
loss will have to be borne by other commod- 
ities if revenues of these carriers are to be 
maintained. The use of oil and gas for both 
industrial and domestic purposes has displaced 
much coal tonnage formerly moved by rail. If 
the rail lines are to maintain equipment and 
service to handle such coal and oil tonnage as 
must move via rail, there seems no escape from 
rates somewhat higher to offset the loss on 
that part diverted. 

In meeting the complex situations of modern 
business and industry, I realize that it is not 
possible to avoid some unwarranted rate reduc- 
tions and some unwarranted diversions of traf- 
fic which affect the railroads adversely. I do 
not know any problem that is more difficult 
than that which is here presented and could 
not so well express an enlightened policy for 
cooperation bétween traffic officials of indus- 
tries and railways as has been done by a noted 
industrialist and economist, Mr. James Ford 
Bell, of Minneapolis. As chairman of the 
board of General Mills, Inc., he addressed the 
traffic men of that organization two years ago, 
in part, as follows: 


“The railroads are the arteries through 
which our goods reach into distribution. The 
efficiency of this service is essential to the 
interest of this Company; upon it depends the 
satisfaction with which our goods reach into 
final distribution. Your job is to maintain 
that efficiency. * * * 


Let me lay down the premises that we are 
not interested in rates per se but in the parity 
or equality of rates, and within these limita- 


tions we are interested that the rates should 
prove remunerative, otherwise we cannot ex- 


pect the efficiency in our transportation services 
which we demand. Your position is not de- 
pendent upon the savings that you effect 
through reductions in rates if these reductions 
mean a lessening of the efficiency of service or 
a remuneration below the cost of the service 
performed. I would like to feel that in the 
discharge of your responsibilities you have 
moved to increase the rates to a basis where 
efficiency of service can be maintained, pro- 
vided the parities or equalities of rates are 
always maintained in the movement of our 
goods. Naturally, we cannot pay more for 
services than someone else under like con- 
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ditions, but, if the lower rates do not yield 
a fair return for the services, then we should 
move to raise the rates of all to a remunera- 
tive basis.’’ 


Conclusion 


As I have indicated, the central objective of 
a rail transport system is to provide the public 
with ample service of the best quality and at 
the lowest rates consistent with the main- 
tenance of those high standards. Since the 
public must pay for these services, its interest 
is to have the carriers practice economy and 
avoid waste. Railways can improve their 
plants by providing new locomotives, cars, 
machinery, and tools—also by effecting consoli- 
dations which will reduce expenses and im- 
prove service. Branches that no longer enjoy 
enough patronage to pay their way should be 
abandoned and not permitted to burden other 
traffic and other parts of the system. Laws 
that would encourage and not make difficult 
the doing of these things would be in the pub- 
lic interest. Unwillingness of governmental 
authorities to permit economies to be made by 
private operation is the strongest evidence that 
cost would be excessive under government 
ownership. 

Projects involving large sums for public im- 
proveménts that create competitors and main- 
tain them at public expense should be 
scrutinized before the expenditures are author- 
ized, just as is done in the case of new rail- 
way lines which must be approved by the 
Interstate Commerce Commission before being 
undertaken. 

Since the revenues from traffic handled must 
support the country’s rail system, the more 
traffic handled the less will be the unit cost, 
and any traffic diverted to competitors will 
tend to increase the rates on what remains. 
Volume does not so definitely affect such car- 
riers as trucks and boats because they do not 
have the investment in plant such as roadway, 
waterways, and terminals which are provided 
for them at public expense. 

Rail service never has been as prompt and 
dependable as at present. Notwithstanding 
their functional efficiency and growing volume 
of traffic, their financial future is somewhat in 
doubt. The cause is maladjustment of rev- 
enues and expenses, aggravated by proposed 
legislation which would add, arbitrarily, very 
large sums to their expenses. 

The problem is vital to the entire country. 
If it is to be solved, it must be done by intelli- 
gent consideration and mutual forbearance on 
the part of legislators and administrative tri- 
bunals, of shippers, of investors, and of labor 
and management. It is to bodies such as yours 
that we must look for the keen appreciation of 
the various phases of the problem and the con- 
structive thought and leadership necessary to 
its disposal. 


Membership Committee Report 


D. S. Mackie, chairman, submitted the 
report of the membership committee. He 
said that at the fall meeting at Dayton 
October 13 the association had a total of 
85 member clubs. This had been in- 
creased to 94 clubs, said he. 

“The addition of the nine new clubs in 
six months finds the Associated Traffic 
Clubs of America with its largest list 
of member clubs and this splendid in- 
crease in our membership is evidence that 
the association is becoming increasingly 
popular and that the member clubs are 
receiving real benefit from the associa- 
tion’s work,” said Mr. Mackie. “The 94 
clubs represent a total membership of 
24,104 members, an increase of 2,000 
members since the last meeting.” 

The association’s goal of at least 100 
clubs should be attained at the next an- 
nual convention in October, said he. The 
report was accepted. 

The new club members are the Wom- 
en’s Traffic & Transportation Club, Port- 
land, Ore.; Eastern Indiana Traffic Club, 
Muncie, Ind.; Eastern North Carolina 
Traffic Club, Wilson, N. C.; Traffic Club 
of Jackson, Miss.; Appalachian Traffic 
Club, Kingsport, Tenn.; Traffic Club of 
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Erie; Traffic Club of Salt Lake City; 
Detroit Traffic Club, and Motor City 
Traffic Club, Detroit, Mich. 


The Salt Lake City club and the Motor 
City Traffic Club were admitted to mem- 
bership at the meeting. 


The convention approved the amend- 
ment to the by-laws providing for an in- 
crease in the number of members of the 
board of directors from 24 to 30. 


Finance Committee Report 


Walter Bockstahler, chairman of the 
finance committee, reported that the as- 
sociation had cash on hand April 10 of 
$5,539.93. It was particularly gratifying 
to be able to report, said he, that the 
dues received from member clubs in the 
last six months were sufficient not only 
to cover all ordinary operating expenses 
of the association but to leave a balance 
to be added to surplus of $586.44, and that 
the dues received from sustaining mem- 
bers in the same period were sufficient to 
cover all expenses in connection with the 
publication and distribution of the ATC 
Bulletin as well as the expenses incurred 
by the committee on education and re- 
search, including the issuance of five 
monthly numbers of the Trafficgram, and 
to leave an additional balance to be added 
to surplus of $548.71. He said the only 
disappointing feature of the financial 
statement was that dues received from 
the sustaining members had dropped be- 
low those received in the preceding six- 
month period. He urged efforts be made 
to obtain an increase in the number of 
sustaining members. He reported that 
the treasury of the association was in 
the best condition that it had ever been 
in its history. He added that this should 
“spur us on to increased endeavor” rather 
than “permit us to relax our efforts.” 


“The importance and effectiveness of 
the education and research program of 
the association has been steadily increas- 
ing,” said he. “That progress should not 
he jeopardized through lack of necessarv 
funds. If every sustaining member will 
vet one new sustaining member during 
the coming year, the activities of the as- 
sociation can be carried on with increased 
vigor and assured results.” 


The report was accepted. 


Gratitude from Louisville 


On behalf of the Traffic Club of Louis- 
ville. M. S. Denny expressed to the trans- 
portation industry the heartfelt thanks of 
Louisville for the aid accorded it by the 
industry in the time of the recent flood. 
He read a letter from Mayor Neville 
Miller, of Louisville, addressed to the 
Associated Traffic Clubs of America, ex- 
pressing on behalf of the citizens of 
Louisville “to the members of your or- 
ganization our appreciation for the splen- 


did way in which you assisted us during 
the flood.” 


“It was a perfect example of coordin- 
ated industry. each agency doing that 
which it was best able to do and we are 
deeply grateful to the personnel of the 
transportation industry of America for 
coming to our help in such a wonderful 
way,” said Mayor Miller. 


Railroads and Investors 


Henry Bruére, president of the Bowery 
Savings Bank of New York, and chair- 
man of the railroad committee of mutual 
savings banks, spoke at the afternoon 
session, April 20, on the subject, “The 
Railroads and the Institutional Investor.” 
He was introduced by Mr. Fitzgerald and 
spoke as follows: 
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Your distinguished president was _ good 
enough to ask me to speak my mind on the 
subject of the investor and the railroads. He 
has asked for my views ‘‘regardless of where 
the chips happen to fall.’’ He hopes that ] 
will express the point of view of the instity- 
tional security owners toward the railroad 
industry. I shall attempt to respond to both 
parts of this request, making it clear, how- 
ever, that I have no authority on this occasion 
to speak for any person or group of persons 
other than myself. 

The fundamental difficulty confronting us 
in respect of the railroad industry in America, 
as I see it, is that we have no clearly defined 
national policy for the preservation and de. 
velopment of railway transportation. We find 
ourselves the heirs of a great heritage, created 
by extraordinary enterprise through a century 
of national development, without any clear 
understanding of its relation to national wel- 
fare and without unity of purpose in our effort 
to make it serve our individual and collective 
needs with greatest efficiency and benefit to 
society. 

This condition persists despite the fact that 
no department of our national economic estate 
has been the subject of so much research and 
investigation, official and private, or so much 
discussion and controversy in every forum 
where matters of public concern are dealt 
with. This very year we have marked, if we 
have failed to celebrate, the semi-centennial of 
railway regulation by the Interstate Commerce 
Commission, and now with the door of na- 
tional interest in interstate commerce opened 
wide by recent decisions of the Supreme Court, 
we still are confused in our purposes respecting 
those problems of interstate commerce to which 
during the past fifty years we have particularly 
commissioned the federal government to give 
its expert official attention. 


Eastman’s Work 


For three years ending last June the govern- 
ment undertook to supply leardership in at- 
tacking the problems of railway transportation, 
with a view not to their suppression by regu 
lation but to their solution by affirmative ac 
tion. The Federal Coordinator of Transporta- 
tion from 1933 to 1936 carried on at great ex- 
pense and with a large staff specially recruited 
for the purpose, an analysis of management 
and administrative subjects involved in pro 
moting a more economical and efficient railway 
service. A long series of reports and recom- 
mendations were submitted to the managers 
of the various systems and to a generally in- 
different public and there was much discussion 
of the findings and recommendations. 


For various reasons, some good and some 
not so convincing to the outsider, actual prac 
tical results from this herculean effort remain 
unimportant. But whatever may be the merit 
of individual recommendations made in pursuit 
of so-called coordination, the fact remains that 
the work of Coordinator Eastman and his staff 
was the first national effort to find constructive 
solutions of the whole range of transportation 
problems. Sooner or later effort of equal mag- 
nitude and like purpose must be resumed in 
some form, not necessarily in the direction of 
determining how individual economies may be 
effected or specific methods of management 
improved, but in outlining the frame work, at 
least, of a program for common effort by 
government agencies, the carriers, labor, and 
shippers in building up a sound and progres 
Sively serviceable national transportation sys 
tem. 


Looking back on this undertaking, it now 
seems to some of us that it might have been 
more profitable to have devoted these years 
and some part of the several million dollars 
expended, to an attempt to coordinate our 
thinking and purposes rather than to coordi- 
nate terminals, roundhouses and store door 
deliveries, important though these detailed ob 
jectives undoubtedly are. 

Referring to the recent resolution of the 
Senate on the evils of the sit-down strike on 
one hand and the industrial system on the 
other hand, a columnist in the New Yorker 
remarks that the Senate can balance the blame 
it not the budget, and so in my case. It is 
fairly easy to frame a complaint. But what 
of the remedy? What are we to do about the 


want of a transportation policy? 
First, let us see whether there is anything 
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for us to do. It is apparent that the railways 
py and large are participating in the general 
recovery. 


Rail Finances 
In 1936 net railway income after fixed charges 
was 170 millions against 8 millions in 1935. In 
1934 there was a deficit after fixed charges 


of $17,000,000. 

In 1936 the net railway operating income be- 
fore fixed charges was at the rate of 2.58% on 
capital investment of all classes as against 
1.94% in 1935. a low of 1.25 in 1932, and a high 
of 4.84 in 1929. Progress but not, it is plain, 
prosperity. 

Operating expenses have been kept under 
control, having declined to 72% of revenue in 
1936 as against 75% in 1935, and 74.4% in 1930. 
This is an evidence of excellent management 
in the face of many difficulties. These difficul- 
ties, unfortunately, will increase in 1937 with 
rising prices, quite apart from any increase in 
labor costs. 

On the opposite page of the ledger the stark 
fact leers out that 87 roads, 31 of which are 
Class I, remain in bankruptcy or receivership. 
These roads represent 27% of the total railway 
mileage of the country and 18%% of the total 
railway capital investment. The uphill grade 
js still steep. 

There are other barriers to surmount, some 
for the Management and some, alas, for the 
weary investor. 

The railways still owe the Reconstruction 
Finance Corporation 389 millions out of 718 
millions borrowed, with 105 other millions of 
total loans made by the Corporation to rail- 
ways passed on to the public by the sale of 
securities. Bonds in the amount of 149 mil- 
lion dollars are still in default. No reorganiza- 
tions of bankrupt carriers have been completed. 
Anxious security owners are still struggling 
with the problem of preserving their actual 
investment and working out the difficult and 
unwelcome task of financial and management 
reorganization. 

Most threatening of all is the fact that 
revenue per ton mile in 1936 was .97 of a cent 
as against 1.04 in 1932, and 1.27% cents in the 
distant days of 1921. 

Railway business is rising with recovery, 
but the emergency rates out of which all but 
50 million dollars of the 1936 net was produced 
have been discontinued. 

Taxes, representing 8% of gross in 1936 as 
against 6% of gross in 1921, are rising too. 
New taxes have been levied for unemployment 
and social security and the illustory undistrib- 
uted profits impost. Taxes increased by 83 mil- 
lions in 1936 over 1935 to a total of 320 millions 
compared with 349 millions in 1930. 

The good showing of the railways in operat- 
ing efficiency in the face of lower revenue per 
unit of service is in part due to improved 
equipment and structures made possible by 
investment of capital from earnings or borrow- 
ings in improved plant and facilities. Such 
investment has also made possible the high 
earnings of railway labor. 

Mr. Fairman Dick points out that each 
employe of the railways is now equipped with 
$26,000 of capital facilities as against $11,000 
in 1893. 

It was to supply these improved facilities 
that the present indebtedness of the railways 
was largely incurred, although that statement 
cannot be made as a universal truth. 

From this brief summary it is clear that 
the railroads are by and large giving a good 
account of themselves. In a number of in- 
stances the recovery of their mastery of their 
difficulties has been a brilliant achievement. 
Nevertheless they cannot earn enough it seems 
to restore their general credit because costs 
are forced up while earnings are kept down. 


Necessity for Rails 


This situation can no longer be dismissed 
with a shrug of the shoulders, or by the re- 
mark that the carriers have had their day and 
Must yield to new forms of transportation, as 
the canals and stage coaches yielded to them. 
We know that the railways are indispensable 
and that they cannot be replaced with any 
other device for moving goods and persons, 
as yet designed, no matter how many trucks 
crowd the highways, no matter to what un- 
precedented heights the production of private 
Motor cars ascends. The business of the coun- 
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try depends on an efficient railway system be- 
cause it is by rail that the bulk of America’s 
commerce must flow to our markets. Without 
the system of railways now existing America 
would never have developed into a nation. If 
the railways cannot continue to improve 
through a proper command of credit based on 
sound and justifiable earnings it would be 
foolish indeed to dream of a prosperous and 
unified nation, no matter what laws we pass 
or how many of them are found compatible or 
at variance with the Constitution. 

None of us could, if we would, understand, 
much less solve all the complex details of the 
economic problems that we know affect our 
lives. It is human and it is a particular qual- 
ity of Americans in whose land kind nature 
and the ceaseless ingenuity of enterprise have 
worked wonders of progress, to assume that 
great problems will solve themselves. But of 
course they do not solve themselves. Thus 
new and necessary capital provision for the 
railways is not a problem that will solve itself. 
During the past forty years with the growth 
of a saving surplus of huge proportions, about 
half of the funded debt of the railways has 
been provided from the treasuries of the life 
insurance companies and the mutual savings 
banks. These institutions will not continue to 
make such investments unless the lessons 
learned in recent years of depression are ap- 
plied. In respect of the railways we might as 
well abandon the habit of taking our exercise 
by jumping at conclusions. No miracle of re- 
covery will restore the railways in general to 
a proper state. It will have to be done by 
intelligent effort by all parties concerned and 
much hard work. The institutional investor 
will not forget the causes of railway financial 
difficulty. He will not, or shouldn’t mistake 
superficial recovery for intrinsic soundness as 
a financial risk. He has now organized his 
memory. There will continue to be invest- 
ments made by life insurance companies and 
savings banks in railway securities because 
many such securities have brilliantly survived 
the dismal days. But there will be no further 
substantial investment in the general railway 
field unless and until the future of the trans- 
portation industry is more encouragingly in- 
dicated than it is today. 


Commends Labor Moves 


Already there are good signs that this may 
be accomplished. The railways have taken a 
most important step by organizing and staffing 
a national association of their managers to 
study and advise on all phases of the railway 
business. There has been emphatic and most 
encouraging evidence of the readiness of man- 
agement and labor to find a way to settle by 
conference those questions which arise between 
them. An illustration of this good way of do- 
ing things is the recent agreement to establish 
a retirement system worked out in conference 
and to be approved by Congress, in substitu- 
tion for measures adopted at the suggestion of 
labor only and immediately blocked by litiga- 
tion. 

Well may we hail as one of the brightest 
signs of a better day in the railway industry 
the apparent readiness of railway labor to 
approach the discussion of its proposals and 
claims with an open mind respecting the 
state of the industry and the economic realities 
affecting it. The railways have long settled 
most questions with their employes around ‘the 
conference table. But that good practice has 
not prevented labor from going to Congress 
to obtain by compulsion what it could not ob- 
tain by persuasion. Now it seems railway la- 
bor, through the excellent official staff which 
represents it, is taking a more responsible 
attitude towards the problems of the industry 
and is more clearly identifying itself with the 
fortunes of the industry as a business rather 
than a creature of Congress or Commission. 
This development in American railway labor 
relationship is a pattern that all American in- 
dustry may profitably study for suggestions on 
how to get along under the Wagner Act should 
it remain constitutional. 

We shall have to find a similar way of 
getting along to some good end for investors, 
for shippers, and for government agencies hav- 
ing responsibility and power in respect of 
railway affairs. As a result of the bank- 
ruptcies institutional security holders have had 
to assume new and heavy burdens as financial 
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doctors for sick companies. Railway financing 
is now a matter about which they must make 
the first decision. Time was when all ques- 
tions of this character were in the hands of 
investment houses, the security buyer being in 
the position of making up his mind to buy or 
not to buy only after the security had been 
underwritten and launched on the market. 
Reorganizations were generally in the hands of 
financiers who specialized in railway finances. 
They are now the first responsibility of the 
investors themselves. We do not welcome 
these new tasks, but we must perform them. 
No one else is ready to do them and I am 
not sure that we would want anyone else to 
do them for us. But this is not the way finan- 
cial questions should be settled after the bank- 
ruptcy period is over. In the future financial 
questons should first be considered by spe- 
cialists on the staffs of the carriers themselves 
individually, as is now the case in a few in- 
stances, or by specialists jointly employed by 
them. 

The Commerce Commission will function as 
a critic, as it must under the law. In connec- 
tion with current attempts at reorganizations, 
it will lay down specific principles to be ob- 
served, or suggest them by its recommenda- 
tions. I had hoped that the Reconstruction 
Finance Corporation, the world’s biggest 
banker, would take the place once occupied by 
the elder Mr. Morgan as the chief authority in 
railway financial organization. But in view 
of its large investment, about the size of the 
railway portforlio of one of the principal life 
insurance companies, it may hesitate to do so 
because it has its own interests to protect. 
Moreover it may not wish to risk too many 
invitations to supply funds needed in reorgan- 
ization. Nevertheless, I, for one, look for 
constructive help in securing just reorganiza- 
tions and developing sound principles, from 
that important present factor in American 
finance, which, happily, is of the first order of 
ability. Important as are reorganizations of 
financial structures, important as are labor 
relationships, the question of first importance 
in maintaining a sound system of railways is 
that of revenues. 

As to that problem, I deeply regret that the 
ceaseless war betwen those who buy and sell 
the transport service seems to go on without 
much hope of abatement. Can there be no 
scientific rate making? Can’t we arrive at a 
reasonable compromise of conflicting interests 
without constant bickering? Clearly we must 
not expect the railroads to survive an erosion 
of its rate structure which comes to no end. 
Traffic clubs and shippers should find a way 
to bring about a wide scientific method of fix- 
ing rates and shippers must have the wisdom 
of refraining from making impossible demands. 
Otherwise, as rates go down, reorganizations 
will be postponed and we shall find ourselves 
with new problems arising because credit, 
though under these summer skies it may bud 
it will not blossom. 

But I must hurry to my concluding remarks, 
and thus like the Lady Godiva, at the end of 
her famous ride, I come to my ‘‘clothes.’’ 


Position of Investor 


The institutional investor does not wish to 
run the railways. During many years he has 
sought to cooperate with the management and 
with railway labor in supporting sound policy 
and securing recognition in Congress and be- 
fore the Interstate Commerce Commission of 
the demonstrable needs of the carriers. He has 
been opposed to the unregulated competition of 
highway carriers. He has pointed out the 
folly of the unrestrained and subsidized com- 
petition of inland waterways. He has sponsored 
and paid for a comprehensive study of the rail- 
ways’ affairs by a distinguished commission 
under the chairmanship of a practical minded 
ex-president of the United States. He has 
maintained an effective agency of research 
and public education in the form of the Rail- 
road Security Owners Association. He is repre- 
sented on committees now engaged in attempt- 
ing a just and sound reorganization of railways 
in bankruptcy. He is appreciative of the skill, 
energy, and resourcefulness of the executives 
and staffs of the railways that are managing 
many of the systems with notable success. 
But busy as he has been forced to be in rail- 
way matters, he neither desires nor feels com- 
petent to run the railways. Nor does the in- 
stitutional railway investor have any ready 
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formula for solving the remaining difficulties 
of the railways, nor any final judgment on a 
proper future policy to be agreed on and lived 
up to. But he has great faith in the capacity of 
American businessmen and competently led 
workers such as are represented in the rail- 
way unions to find solutions provided the 
public will give its support and confidence. No 
single element, neither investor, executive, la- 
bor, shipper, or government by insisting on 
its own views, will accomplish what needs to 
be accomplished. We need to attain unity of 
action. A way of arriving at reasonable unity 
has been shown in the substitution of conference 
for coercion, either by appeal to courts or to 
Congress, in the recent agreement arrived at 
with respect to railways pensions, to which I 
have already referred. That achievement is 
important not only in itself but as an illus- 
tration of method. It cannot go into effect 
without government sanction, as most of the 
decisions affecting railway matters similarly re- 
quire governmental approval of one sort or 
another. That is a state of affairs, desirable 
or undesirable, which exists, and at long last 
I suggest that we give up protesting against it 
as a permanent condition. 

There may yet be some advantage in the 
fact, knowing what we now know about. the 
Constitution in its relation to business, that 
the railroads were the pioneer ward of a not- 
always-wise government. 

Let us for a while be less concerned with 
how we have arrived where we are and more 
concerned as to how we may get the results 
we wish to attain, namely, a railway industry 
that will enjoy these five qualities: 

1. A favorable public opinion. 

2. Harmonious and cooperative employe re- 

lations. 

3. Fair treatment from its customers per- 

mitting of adequate earnings. 

4. Efficiency and progressiveness in manage- 

ment. 

5. An adequate supply of capital funds to 

keep abreast of the needs of the nation. 

As a sixth quality, not wholly an after- 
thought, I might add the blessings of a gov- 
ernmental policy settled at least for a reason- 
able period of years. 


Body to Frame Policy 


To arrive at what I conceive to be this blessed 
state, I propose, as a first step, that a repre- 
sentative body of ten men be created by joint 
action of interested parties to frame a trans- 
portation policy for America. This body should 
be chosen by its constituencies and not selected 
by any individual, except, perhaps, those who 
would represent the government. It should 
consist of equal representation of executives, 
investors, shippers, labor, and government. It 
should be compensated for its services. It 
should be adequately staffed. It should be 
assured of cooperation from all sources. It 
should be given ample time to arrive at its 
recommendations. It should be commissioned 
to secure the adoption of its recommendations. 

I am aware that we are worn out with 
studies, commissions, and investigations. I 
agree that such efforts are often sterile or con- 
fusing. Yet here we have a great public serv- 
ice enterprise that gives promise of regaining 
its leadership in American industry, a place 
where logically it belongs. In experience with 
labor and with a critical public, the railways 
are senior to all other American industry. No 
other industry is so greatly affected with the 
public interest. Few equal it in ability to per- 
form ceaselessly diversified services with such 
responsibility and skill. I wish to preserve it 
as a vital force in American life and to estab- 
lish it as an example of industrial progress. 
I would gladly leave to the carriers them- 
selves all the problems of their business. I do 
not wish to add to the burdens of the investor. 
We prefer golf to interference with other peo- 
ple’s business. But, in truth, this is our 
tusiness. We find that it is the institutional 
investor who must take leadership in reorgan- 
ization. He also must think through many 
of the problems of the industry. 

An objective, patient, long-time view must 
be had by all of us. This is of great impor- 
tance in respect of the industry for which the 
defeatist is always ready to prescribe govern- 
ment ownership. Proof must be given that the 
private citizen in America can function more 
adequately in the management of business 
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than government appointees. 
is here. 
wait until the next depression and turn our 
attention meanwhile to the old business of 
making private hay while the clouds tem- 
porarily, at least, seem to have gone with the 
bitter winds of yesterday? 


The opportunity 
Shall we take it up? Or, shall we 


Mr. Fitzgerald commended Mr. Bru- 
ére’s address and a vote of thanks was 
extended to the speaker. 


The Banquet 


At the banquet the evening of April 20, 
George C. Lucas, president of the Traffic 
Club of New York, toastmaster, said the 
attendance was the largest the associa- 
tion had ever had at a dinner. The in- 
vocation was delivered by the Rev. W. 
Harold Weigle, St. Paul’s Episcopal 
Church, Mount Vernon, N. Y. A “stere- 
opticon narrative’ of historic New York 
was presented by Charles W. Braden, 
chairman of the dinner committee, but 
it was virtually impossible to hear what 
he said owing to the hubbub in the room. 
The other members of the dinner com- 
mittee were E. MacKey, Jr., secretary; 
George H. Burtis, H. R. McLean, Thomas 
J. Burton and James A. Shirras. The din- 
ner was sponsored by the Traffic Club 
of New York and associate host clubs. 
The guest speaker was Merle Thorpe, 
editor of Nation’s Business. The hubbub 
subsided somewhat after he had been 
speaking for a while but, as did Mr. 
Braden, he had to speak against the 
noise. 

The theme of Mr. Thorpe’s address, 
the subject of which was “Trail Blazers 
and Track Layers,” was the danger the 
United States faced of sinking to the level 
of “the other government-ridden coun- 
tries of the world” and the adverse ef- 
fect of such domination on_ individual 
enterprise. He pointed to the great ex- 
pansion of governmental activities in 
Washington. His references to transpor- 
tation were incidental to development of 
his thought along the lines indicated. 

“A good slogan for the Associated Traf- 
fic Clubs of America might be ‘From 
Marriage to Manslaughter,’ for, as Rud- 
yard Kipling once said, ‘Everything in 
life, from marriage to manslaughter, 
turns on the speed and cost at which 
men, goods and thoughts can be shifted 
from one place to another,’” said he. 
“And Colonel Fuller, the eminent British 
engineer, defines the crucial problem to- 
day as movement in all its forms. He 
says that if tomorrow you can move at 
twice the speed you can today, you will 
have twice the time at your disposal to 
work in.” 


Transportation had been developed un- 
der great difficulty, said he, “because the 
world hates change, is skeptical of any- 
one who presents something novel, for 
it resents being taken out of a rut.” He 
said every phase of transportation had 
met with courage the superstitious and 
ignorant opposition of the masses. He 
referred to Langley and the airplane and 
Stephenson and the locomotive and the 
opposition and ridicule these initial de- 
velopments of agencies of transportation 
had to face. 


“The greatest cause of concern today,” 
said he, “in my judgment, is that, in 
minimizing the courage and enthusiasm 
necessary to create and develop new 
wealth-producing enterprises, we are 
turning over this necessary job to politi- 
cal agencies. This is disturbing for two 
reasons. In the first place, the job of 
stimulating business activity, and raising 
standards of living, can best be done by 
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those who have been endowed with pe- 
culiar qualities. The stimulation to in- 
creased business activity comes from a 
little group of men who have been given, 
no one knows why, distinct ability in this 
field.” 

Secondly, continued he, never, since the 
world began, had a political agency any- 
where ever created or developed a single 
wealth-producing enterprise that made 
for continuous employment of men. 


Gormley Hits Noise 


President Snow, at the closing session 
April 21 called on M. J. Gormley, execu- 
tive assistant to President Pelley of the 
Association of American Railroads, to 
make remarks. Mr. Gormley began by 
saying he had been impressed by “the 
lack of attention” to Mr. Thorpe’s ad- 
dress, the reference being to the noise 
heretofore referred to. He commended 
the address and said he hoped it would 
be read. He said he could recognize the 
restraint under which Mr. Thorpe held 
himself at certain times. He said he did 
not know whether those to whom he 
was speaking took the organization of 
the traffic clubs seriously or not but that 
if they did not, they should. He said 
transportation was the most important 
thing in the country—that transportation 
had made the country. He appealed for 
a broad approach to the problems of 
transportation as against the selfish in- 
terests of particular industries. There 
should be established, said he, a stabi- 
lized transportation industry. What was 
to be the future transportation policy of 
the country, said he, was the outstand- 
ing thing that should be taken up by the 
traffic clubs. 


Aims and Purposes of A. T. C. 


T. C. Burwell former president, spoke 
on the subject, “The Aims and Purposes 
of the Association.” He said the execu- 
tive committee had deemed it advisable 
at this convention to review and discuss 
the aims and purposes of the organiza- 
tion, such discussion to be led by a past 
president. That was the only excuse for 
him appearing as the speaker, said he. 
His remarks, in part, follow: 


Getting on to the subject to be discussed, be- 
fore proceeding it would appear logical to out- 
line the object of our organization as set 
forth in article two of the constitution, and 
with your permission I will read that article: 

“Believing that the settlement of most trans- 
portation problems of national and general 
concern depends largely on an understanding of 
them and on a realization that the interests of 
carrier, shipper and public are, for the most 
part, identical, this organization will attempt 
by urging consideration of public transporta- 
tion questions by its members and by transmit- 
ting the views reached as a result of such 
consideration to those whose function it is to 
make and to enforce the laws, as well as by 
suitable procedure for the purpose of inform- 
ing the public and those to whom its views are 
transmitted of the size and scope of the or 
ganization, the peculiar fitness of its members 
to deal with the kind of problems considered, 
and the weight that should be given to its con 
clusions because of the fact that it is composed 
of representatives of both carriers and ship 
pers; to encourage such national transportation 
policies as will, in its opinion, be most likely 
to result in reasonable rates and adequate 


service for users of transportation and reason 
able profits, under fair regulation, for the 
transportation companies. : 

“As a means of aiding the individual mem 
bers of clubs in their work and their under 
standing of transportation questions and at 
the same time contributing, by this method, 
to the public welfare, the association under 
takes to promote programs and discussions in 
the clubs of an educational character. It also 
pledges its efforts, through the activities of 
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member clubs, to promote a wider and better 
understanding and appreciation of the value 
of adequate traffic departments and competent 
traffic men.’’ 

We should not be unmindful that facts are 
essential to sound thinking and wise decision, 
so let us consider some pertinent facts: 

1. We lead the world in facilities for the 
efficient and economic distribution of commodi- 
ties moving in commerce. 

2. The happiness and prosperity of prac- 
tically every individual in every section of 
our country is linked in some degree to trans- 


portation. 

3. While the history of transportation de- 
velopment dates back a century, a more rapid 
expansion has taken place during the last 
decade, or subsequent to the close of the world 
war and the turning of the rail carriers from 
government control back to private manage- 
ment; and as a result of such expansion we 
have transportation by air, motor, pipe line, 
rail and water transportation agencies, which 
agencies will ultimately find their place in the 
sun, rendering the best service for which each 


is suited at the lowest real cost, eliminating 
economic waste, which is always at the expense 
of the public. 

Many favorable comments could well be made 
as concerns the pioneers of the idea of the 
local traffic club created on the basis of ac- 
quaintance and interchange of knowledge. The 
creed of the Associated Traffic Clubs of Amer- 
ica provides a solid foundation for constructive 
and helpful infiuence in the _ transportation 
world. Carrying out the objects as set forth 
in article two of the constitution, the aims 
and purposes of the Associated Traffic Clubs of 
America are: 

To suggest educational programs of trans- 
portation subjects of national importance, and 
to encourage study and discussion of those 
subjects at meetings of member clubs for the 
purpose of being of educational help to indi- 
vidual members. 

To promote discussion and understanding, 


and to provide discourse by persons who have 
studied transportation subjects deeply and are 
most competent to discuss them. 


To inspire those in traffic work to the im- 
portance and dignity of their profession. 

To impress business executives with the 
necessity, value and importance of traffic de- 
partments. 


To provide speakers of national prominence 
on transportation subjects at its general 
meetings as well as for member club meetings. 

To effect sound transportation policies 
through the study and discussion of all ques- 
tions relating to all phases of transportation. 

To encourage those who believe it their duty 
unselfishly to devote something of their thought 
and effort to the advancement of their pro- 
fession. 

To present a plan of coordination of the 
efforts of traffic clubs more effectively to 
carry out to the fullest extent its slogan— 
“se gd and Carrier Cooperation in Transpor- 
ation. 

You will observe that the Associated Traffic 
Clubs of America is not for the purpose of 
absorbing or diminishing the activities of the 
local traffic clubs, but rather its sole aim in 
that respect is the upbuilding and strengthen- 
ing of their efforts, and to provide a clearing 
house for its member units. 


Education and Research 


G. Lloyd Wilson, chairman of the com- 
mittee on education and research, made 
the following report for the half year, 
October, 1936, to April, 1937: 


During the six months since the Dayton con- 
vention the principal activities of the committee 
on education and research have consisted of 
the following work: 

1. The Trafficgram— Five numbers of The 
Trafficgram aggregating 64 pages, and averag- 
ing 13 pages per number, have been issued and 
distributed. It was decided to hold the March 
number back a week or more and make it the 
Pre-convention number and to issue the April 
number immediately after the convention while 
interest in the convention was fresh. The April 
number will carry the educational features of 
the convention. 

2. The Study Course in Railroad Organiza- 
tion, Operation and Traffic—Since the last con- 
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vention, the outline of the study course in 
“Railroad Organization, Operation and Traffic,”’ 
prepared and issued by the committee on edu- 
cation and research by direction of the board 
of directors, has been supplemented by a series 
of articles in The Traffic World, commencing 
on November 7, 1936, and concluding on April 
24, 1937, through the cooperation of the chair- 
man of the board of directors of the A. T. C. 
of A. and editor and manager of The Traffic 
World, Henry Palmer. A booklet containing 
these articles is, I understand, to be published 
after the conclusion of these articles by The 
Traffic World. 

3. Industrial Traffic Management—Two book- 
lets, under the title, ‘Industrial Traffic Man- 
agement,’’ Part 1 and Part 2, have been pub- 
lished by The Traffic World. The booklets 
parellel the study course in Industrial Traffic 
Management prepared by the committee on 
education and research. 

4. The Promotion of Traffic Management— 
At the suggestion of the board of directors at 
the Dayton convention a committee was ap- 
pointed by the chairman of the committee on 
education and research to investigate the advis- 
ability of the preparation of a booklet setting 
forth the advantages of traffic management to 
industrial and commercial concerns. Wendel A. 
Keith consented to serve as a member of this 
committee, with Messrs. Roe, Harkrader, Doeb- 
ber, Snow, Burwell, as members. 

In February, 1937, an article on the advan- 
tages of industrial traffic management was pre- 
pared by your chairman for publication in The 
Traffic World, at the request of Mr. Palmer 
that such an article be prepared. This article 
was published also in the March number of 
Business Digest. 


There is some sentiment among some promi- 
nent members that the publication of the value 
of industrial and commercial traffic depart- 
ments by industrial and commercial traffic men 
themselves is of questionable propriety. If this 
attitude is adhered to it is suggested that a 
neutral person not embarrassed by employment 
by an industrial concern or commercial organi- 
zation be chosen by the association to make a 
study of the tangible evidence of the value of 
traffic departments. The results of this study 
might be published by the Associated Traffic 
Clubs. If such a study is undertaken, it is sug- 
gested that the resulting pamphlet should be 
brief but factual, and neither a sales blurb nor 
a lengthy statistical treatise such as the De- 
partment of Commerce Study published in 1930. 

5. The Syllabus and Bibliography—Work has 
been continued on the syllabus and bibliog- 
raphy of materials for the study of transporta- 
tion and traffic management authorized by the 
board of directors at the Dayton convention. 
It is expected that this work will be completed 
during the summer of 1937 and ready for dis- 
tribution by about September 1. 


6. Editors’ Conference—As a result of the 
first meeting of editors of a few of the traffic 
club publications at the Dayton convention and 
the suggestions resulting from that meeting, a 
conference of editors of traffic club publications 
has been arranged for the New York conven- 
tion. James Merrick, of the Junior Traffic Club 
of Chicago and editor of Traffic Topics, is act- 
ing as chairman of a committee of editors, and 
a luncheon meeting of editors has been ar- 
ranged by the Traffic Club of New York at 
which Professor Asa S. Colton of the Traffic 
Club of New York is acting as host. An exhibit 
of traffic club publications has been arranged 
for the New York convention. A suggestion 
that awards be made for outstanding work in 
traffic club publications was referred yesterday 
(April 19) by the board of directors to the 
executive committee. 

Other Activities— The chairman wishes to 
thank those who have contributed articles, 
items of interest, criticisms and suggestions for 
The Trafficgram, and in other work undertaken 
by the committee on education and research. 

In addition to the work of outlining courses 
of study and editing The Trafficgram, the com- 
mittee on education and research has continued 
to serve the Associated Traffic Clubs, member 
traffic clubs, and individual students of traffic 
and transportation in the many different ways 
previously reported, including: 

1. Suggesting topics for addresses, debates 
and forum group discussions. 

2. Suggesting references or source of infor- 
mation on traffic and transportation matters. 
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3. Recommending books and other materials 
requested on traffic and transportation subjects. 

4. Outlining suggested courses and cooperat- 
ing with educational institutions interested in 
establishing or extending courses of study in 
transportation and traffic management. 

5. Preparing articles for publications. 

6. Speaking to traffic clubs, traffic study 
groups and students interested in traffic and 
transportation. 

Suggestions—The chairman wishes to offer 
the following suggestions for the extension of 
the work of education and research: 

1. The preparation of an outline study course 
in motor transportation and the motor carrier 
act, 1935, for which a number of requests have 
been received, to be published as one of the 
summer numbers of The Trafficgram. By ac- 
tion of the board of directors yesterday (April 
19), the preparation and publication of this 
outline course was authorized. 

2. The awarding of several prizes in the form 
of medals or keys or certificates for the best 
short papers on transportation or traffic man- 
agement subjects to be competed for annually 
by members of traffic forum groups, traffic 
study groups or student organizations. 

3. The adoption of an appropriate certificate 
of recognition of the services of those who have 
done outstanding work in stimulating educa- 
tional work. 

4. The encouragement of closer relationships 
between students of transportation and traffic 
management in universities, schools and col- 
leges and the Associated Traffic Clubs of Amer- 
ica, and local traffic clubs. The students of 
today will be our fellow-workers of tomorrow 
and the efforts expended by the Associated 
Traffic Clubs of America, the local traffic clubs 
in encouraging and helping students will im- 
prove standards in the field of traffic and trans- 
portation and supply the national association 
and the member clubs with the new blood re- 
quired to carry on the work to which we are 
devoted. 


These last three suggestions have been re- 


ferred by action of the board of directors to the 
executive committee. 

The chairman wishes to thank the Associated 
Traffic Clubs for the honor and privilege of 
serving them for another half-year. 


The report of Mr. Wilson was received 
and a vote of thanks was extended to him 
for his work. Reports were received from 
J. H. Butler, chairman of the speakers 
committee, who said the committee had 
had 100 per cent performance in the last 
six months, and from A. L. Peterson, 
chairman of the sustaining membership 
ccmmittee, who reported that the asso- 
ciation now had 413 sustaining members. 

President Snow called on former Presi- 
dent Banham to make some remarks in 
the course of which the latter discussed 
the origin of the organization and read a 
speech on the subject of transportation 
from the viewpoint of the shipper which 
he said he had made fourteen years ago. 
He said the same general conditions in 
transportation he pointed out at that time 
existed now. In discussing the origin of 
the organization Mr. Banham said Mr. 
Palmer had suggested in an address 
before the New York club that a national 
organization might be formed and that 
the matter was placed in the hands of 
Mr. Harkrader, adding that if anyone 
was entitled to credit for getting the 
organization started it was Mr. Hark- 
rader. Mr. Banham said he was not only 
the first president of the organization but 
also the first sustaining member. 


Functions of the Traffic Club 


President Lucas, of the New York 
Traffic Club, spoke on “The Functions 
of the Traffic Club,” as follows: 


There is an old adage with which you are all 
familiar—‘‘birds of a feather flock together.’’ 
Undoubtedly the original meaning of this adage 
referred to birds that had real feathers, but I 
remember in my boyhood days that it referred 
to bad boys hanging around together—and of 
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course because of my lack of experience, I do 
not know whether or not it applied to the so- 
called weaker sex. 

More recently, however, it has been applied 
rather definitely to real crooks; in fact, some 
states have recently enacted laws that make 
it a felony for crooks to associate with each 
other. 

From time immemorial it has been a natural 
thing not only for birds and beasts to group 
themselves according to their species, but for 
human beings to do likewise. And in all cases 
it has been done either for protection or mutual 
benefit. 

In the United States today we have many 
thousands of trade associations of business 
people. There is hardly an industry that is 
not organized into one or more associations, 
primarily for the purpose of protecting its in- 
terests but with the added incentive of being 
mutually helpful to each other in the develop- 
ment of their common tield of activity. 

In addition to this there are hundreds of 
thousands of clubs, many of which are purely 
social in nature and others entirely of a busi- 
ness or educational character. And in all 
cases those joining up with such organizations 
have mutual interests and the success of the 
organizations depends upon how they live up 
to their declared purposes. 

It is natural that people interested in the 
buying and selling of transportation should 
have very much in common, and the advisa- 
bility of having frequent meetings to consider 
their mutual problems is the cause of the 
formation of traffic clubs. 

My only experience as a member of a traffic 
club has been confined to New York City, and 
therefore in discussing this subject ‘‘The Func- 
tions of a Traffic Club’’ I hope you will par- 
don me if I confine my remarks to what we 
are endeavoring to do in the Traffic Club of 
New York. 

While our club is not the oldest it is the 
largest of all traffic clubs and we have every 
reason to be proud of the definition of the 
purposes of our club as specified in our by- 
laws, namely, ‘‘to cultivate closer relations 
between those inetrested in the transportation 
of freight and passengers and to promote their 
mutual interests.’’ 

The first consideration is the election of of- 
ficers, which is a function of the entire mem- 
bership, and due safeguards should be in- 
cluded in the by-laws to prevent any dissat- 
isfaction of the membership as to a control 
of those offices by any particular clique or 
group. The officers chosen should have full 
appreciation of their responsibility to the 
members and be willing to sacrifice the nec- 
essary time to make the administration suc- 
cessful. 


The larger the club the greater the respon- 
sibility and the amount of work necessary to 
carry on, and this necessitates the spreading 
of the work among a large number of indi- 
viduals. We have a board of governors con- 
sisting of nine members, three elected each 
year for a term of three years; a president, 
two vice-president, a secretary and a treasurer, 
each of whom is elected for a term of one 
year. The board has three committees of its 
own, while the president has eleven, and these 
officers with the committeemen give active 
work for seventy-five members. 

The real management of the club is in the 
hands of the board of governors and they de- 
termine all matters affecting the general wel- 
fare of the club. This includes the letting of 
contracts, such as lease for club quarters, the 
hiring of employes (we have six full-time em- 
ployes), the election of new members, the es- 
tablishment of proper house rules and the ap- 
proval of all expenditures and the protection 
of the club’s resources. 

Upon the president and the two vice-presi- 
dents rests the duty of making all plans and 
of carrying out the purposes of the club. 

First in the program come the regular 
monthly meetings and with the cooperation of 
the speakers committee the providing of proper 
speakers for such meetings. The programs 
must be attractive and instructive. The speaker 
should discuss transportation problems or 
subjects closely related thereto, and we have 
found it advisable to include some occasional 
entertainment. 

Instead of educational programs such as 
are being conducted by some other clubs, 
which include traffic instruction to the younger 
members, we have found it more effective to 
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hold about five noon-day forums each year. At 
these luncheon meetings we have speakers of 
importance. We have found these meetings 
to be very successful, being attended by from 
350 to over 500 people. 

From the contacts at regular meetings and 
luncheons and the extensive use of our club 
quarters, there have developed closer friend- 
ships and wider acquaintance which we found 
needed to be further encouraged by purely 
social meetings, such as amateur shows by our 
members, the annual outing, dances, also golf 
and bowling tournaments. There are some who 
feel that our club has overdone this, but I am 
firmly convinced that the results obtained by 
us fully justify the program. 

As in the case of all other traffic clubs, we 
hold an annual banquet, which of course is 
the largest function of the entire year, and 
ours has grown to such proportions that its 
size is a real problem, as there is no ballroom 
in New York large enough to properly accomo- 
date our members and guests. 

Our dues are $40 a year, but in addition to 
the facilities of our club and the advantages 
of membership, we give our members without 
charge our annual outing (including a big shore 
dinner and entertainment), and also a free din- 
ner on the night of our annual election, which 
is held on the last Tuesday of November. 

While a traffic club is not necessarily a fra- 
ternal organization, nevertheless there exists 
a very close fraternal spirit, and this is very 
adequately expressed in the services of an effi- 
cient visiting committee that looks after our 
members who may be ill. 

There is another feature in connection with 
traffic clubs that I am going to take the op- 
portunity to discuss, as it has been a problem 
of some of the larger clubs and is something 
that all clubs may have to take into consid- 
eration if they grow and find it advisable to 
have club quarters, with the accompanying 
necessity of raising dues to a basis in excess 
of $25 a year. 

All of us feel that we are definitely not so- 
cial clubs but strictly business clubs, and that 
any social activities that we may have or ath- 
letic events that we may sponsor are only in- 
cidental to carrying out our primary purpose 
as defined in our By-Laws. 


Before the Traffic Club of New York had: 


its own quarters, our dues were only $10 a 
year, but when we took up quarters in the 
old Waldorf-Astoria, we found it necessary to 
raise our dues to $25 a year. At that time 
there was a federal law that imposed a tax 
of 10 per cent on the dues if over $10, of all 
social or sporting clubs—and by sporting clubs 
is meant those conducting athletic events. 

So we presented our case to the Internal 
Revenue Department in Washington shortly 
after moving into the Waldorf-Astoria, and on 
January 3, 1923, secured a specific ruling that 
our club was a business club and therefore 
not taxable. 


Later, with the Increase in our activities, we 
found it necessary to raise our annual dues to 
$40. We provided more facilities for our mem- 
bers in our club quarters and conducted more 
bowling and golf tournaments and undoubtedly 
had more social events, but we felt that our 
previous classification by the Internal Revenue 
Department was permanent. 

Several years ago the Chicago Traffic Club 
found itself faced with a demand from the In- 
ternal Revenue Department for back taxes on 
their dues and they were forced to make pay- 
ment, which was done under protest. They 
carried the case to the Supreme Court of the 
United States and lost out. 

In November, 1934, the government made a 
similar demand upon the Traffic Club of New 
York for about $21,000 in back taxes, but we 
were fortunate enough to secure a compro- 
mise on a very satisfactory basis. 

I also find that the Transportation Club of 
San Francisco had been paying taxes on their 
dues since 1929 and last year they endeavored 
to secure a refund from the government of 
these taxes. Their case finally went to the 
United States Court of Claims and their suit 
was denied. 

The decisions in both the Chicago and San 
Francisco cases, however, was based largely 
upon two previous decisions of the Court of 
Claims, which held that social functions were 
so prominent in the clubs of the cases cited 
that they were not merely incidental to the 
non-social purposes. 

I am discussing this subject because of the 
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fact that some of you may be contemplating 
the establishment of club quarters that might 
necessitate the raising of your annual dues to 
over $25. And I am calling your attention to 
the fact that you must, in contemplating such 
a move, take into consideration the fact that 
there will have to be paid a 10 per cent tax 
to the federal government not only on all dues 
in cases where the annual dues of a resident 
member are over $25, but also on the initiation 
fee of new resident members and also on the 
initiation fee and dues of non-resident mem- 
bers even though their annual dues are very 
much less. 

I am still hopeful that at some time it 
might be possible for us to secure a reword- 
ing of the law itself which might relieve us 
of this penalty, but the way the federal goy- 
ernment is now looking for and will undoubt- 
edly continue to look further for more taxes, 
there is little hope of such an adjustment. 


New Directors and Vice-President 


The board of directors, in addition to 
advancing Mr. Schulten to the executive 
vice-presidency, elected A. W. Carey, 
traffic manager of the Tennessee Coal, 
Iron and Railroad Company, vice-presi- 
dent to succeed Mr. Schulten, and the 
following additional directors to fill the 
places created by enlarging the member- 
ship of the board: U. E. McFarland, gen- 
eral traffic manager of the Owens-Illinois 
Glass Company; Charles Vayo, general 
traffic manager of the Eastman Kodak 
Company; C. H. Rolf, traffic manager of 
E. G. Budd Manufacturing Company; 
M. S. Denny, of the Denny Motor Trans- 
fer Company, and H. A. Cushing, vice- 
president of the American-Hawaiian 
Steamship Company. One directorship 
is yet to be filled. 


Annual Meeting at St. Louis 


The board of directors, following the 
close of the convention, decided to hold 
the annual meeting, October 12 and 13, 
at St. Louis, Mo. Representatives of 
Baltimore and Philadelphia urged the 
association to hold meetings in those 
cities at some future time. Representa- 
tives of St. Louis had extended the invi- 
tation to hold the next meeting there. 

A letter was read from W. E. Rosen- 
baum, on behalf of the Association of 
Practitioners before the Interstate Com- 
merce Commission, pointing out that that 
association would meet in St. Louis, Oc- 
tober 14 and 15. He had understood St. 
Louis might be selected as the meeting 
place for the A. T. C. and suggested that 
if such was to be the case, an announce- 
ment about the practitioners’ convention 
immediately following the A. T. C. con- 
vention probably would cause the at- 
tendance at both conventions to be the 
greatest on record. 


In the closing hour of the convention 
there was discussion by delegates of in- 
dividual club activities. 

S. S. Butler, offering a resolution of 
thanks to those making the convention 
a success, humorously referred to Mr. 
Banham’s remarks about the origin of 
the association. He said that, “confi- 
dentially,” he (Mr. Butler) was the first 
vice-president of the organization. 


After the banquet there was dancing 
and a floor show. For entertainment 
there was golf, a luncheon for the women 
delegates given by the Women’s Traffic 
Club of Greater New York, ‘a luncheon 
for the magazine editors with Asa S. 
Colton, editor of the Traffic Club Bulletin 
of New York, and sightseeing trips. 

At the meeting of the board of direc- 
tors future procedure as to meetings was 
discussed and suggestions referred to the 
executive committee. 

The convention was adjourned shortly 
after 1 p. m., April 21. 
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RENEWED EMERGENCY CHARGE CASE 
The Traffic World Washington Bureau 


In nine investigation and suspension orders, the Commis- 
sion has suspended for seven months from April 20, a relatively 
small percentage of the commodity groups withdrawn by the 
railroads from further consideration by the Commission in 
Ex Parte No. 115, reopened. The railroads withdrew them be- 
cause they believed there were no outstanding orders of the 
Commission, requiring them to maintain a level prescribed 
or approved by the Commission. The suspension cases created 
by its action are: 


I, and S. No. 4331, proposing to increase rates on sodium acetate 
between points in southern territory and between points in southern 
territory, on the one hand, and points in official territory, on the other. 

I. and S. No. 4332, proposing to increase rates on barrels, casks, 
and things of that sort, from, to and between points in the United 
States. 

I. and S. No. 4333, proposing to increase commodity rates on bog 
ore (oxide of iron), points in Quebec, Canada, to destinations in of- 
ficial classification territory. 

I, and S. No. 4334, proposing to increase rates on moss and fibre, 
to, from and between points in southern and southwestern territories. 

I: and S. No. 4335, proposing to increase rates on bones (other than 
human or fresh meat bones), from, to and between points in the United 
States. 

I. and S. No. 4336, proposing to establish increased ratings on in- 
secticides and fungicides, including calcium arsenate, from, to and be- 
tween points in western trunk line and southwestern territories. 

I. and S. No. 4337, proposing to increase rates on carbon black, 
from, to and between points in the United States. 

I. and S. No. 4338, proposing to increase rates, fluorspar from, to 
and between points in the United States. 

I. and S. No. 4339, proposing to increase rates on block tin, in bars, 
pigs or slabs, from New York, N. Y., to Winston-Salem, N. C., via all- 
rail and water-and-rail routes, and from Norfolk, Va., to Winston- 
Salem via all-rail routes. 


A very large number of schedules was filed by the car- 
riers proposing changes in rates covering groups of commodi- 
ties withdrawn by them from reopened Ex Parte No. 115. A 
large number, several hundreds of protests, requesting sus- 
pension of the proposed changes were filed by shippers. 


The Commission’s staff was forced to devote all its time 
from the first filing of these protests, to the last minute before 
the entire Commission took up the subject. The Commission 
itself devoted much time to consideration of the protests and 
the recommendations made by its Board of Suspension. 


In disposing of the hundreds of questions presented, the 
Commission decided every one by a large margin. The eleven 
commissioners all took part in the consideration of the con- 
troversy. The vote was about nine to two in every matter 
disposed of. All questions involved in this phase were passed 
on. That is to say, if the decision was to suspend the vote 
was about nine to eleven, and if the decision was not to sus- 
pend, the vote was as also generally about nine to eleven on the 
prevailing side. 

Protests requesting suspension were made covering about 
thirty groups of commodities. Protests made by Montana, 
Utah and Idaho each against all changes are counted, as a 
group. The commodity groups which the Commission refused 
to suspend greatly outnumbered the groups suspended. 

While the question as to whether withdrawn schedules 
should be suspended or allowed to become operative created 
much physical labor and agitation, the net result of the com- 
motion, it is believed, will be small in relation to the bulk of 
the query as to whether the Commission will allow the car- 
riers to make material increases to bring in revenue that there- 
tofore had come from emergency charges. 

Neither the Commission nor any member of its staff had 
made, at the time of suspension, an estimate of the financial 
result that would flow from the tariffs which the Commission 
refused to suspend, it or he was willing to make public. 
The same was accurate as to the railroads. 

The immediate effect of the suspensions that were made 
was to restore the schedules or tariffs covered by the suspen- 
sion orders, to reopened Ex Parte No. 115. The railroads with- 
draw things from that proceeding because there were no out- 
Standing orders forbidding carriers to increase the rates cov- 
ered by the withdrawn tariffs for separate handling. The 
withdrawals were made because the carriers believed Ex Parte 
ae Rasy would be expedited by that method of handling the 

er, 

Therefore when they decided to make that move they said 
they did so with the understanding that whatever tariffs might 
be suspended, suspension would immediately restore the sus- 
aye tariffs to their recently vacated places in Ex Parte 

At the request of Montana lines, R. V. Fletcher, general 
counsel of the Association of American Railroads, has with- 
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drawn from Ex Parte 115 the following commodities, as shown 
under Exhibit A, part 5, of the petition of Nov. 21, 1936: 


Inter-Mountain Territory 


Between points in Montana and between such points and all inter- 
state points, also between points in North Pacific Coast Freight Bureau 
Territory, points in Pacific Freight Tariff Bureau Territory (South 
Coast) and points in Western North and South Dakota and Wyoming. 

Page 62—Calcium Carbide. 

Page 63—Liquefied Chlorine Gas in tank cars. 

Commissioner Aitchison began taking testimony in Ex 
Parte 115 at Chicago April 22, with special reference to a 
prescribed list of basic commodities and the relationships of 
class rates. He announced at the outset that the taking of 
testimony on coal and on the class rate phase of the case 
would not begin until April 26 when the Chicago hearing 
would go into its second week. 

W. H. Day, director of traffic of the Boston Chamber of 
Commerce took the stand briefly to correct figures put in at 
the Washington hearing estimating the increased transporta- 
tion costs on bituminous coal to New England that would result 
if the railroad proposal was approved by the Commission. The 
modification came about, he said, because he had overlooked 
the assessment of the emergency charge after May 1, 1935, 
on the traffic of which year he based his estimates. Never- 
theless, he added, the imposition of the advances asked by the 
railroads would increase the transportation costs on New 
England bituminous coal by $1,688,288 a year over what they 
were in 1935 on the basis of tonnage moved in that year, and 
would increase the proportion of transportation costs to the 
total cost of the coal from 67 per cent to 68.3 per cent. 


At the close of the first day’s sessions, C. E. Schreiber 
also appeared briefly for the Wisconsin commission to put in 
a statistical exhibit dealing with freight traffic and revenues 
on the Class I railroads and the effect the railroad proposals 
would have on them. Except for these two witnesses, the 
remainder of the day was taken up by representatives of the 
cement industry who appeared on the stand under the direction 
of E. S. Gubernator, traffic manager of the Lehigh Portland 
Cement Company. Mr. Gubernator himself took the stand to 
introduce exhibit showing the evolution of cement rates under 
decisions of the Commission since 1918. 

Generally speaking, the testimony of all the cement wit- 
nesses followed a pattern. They were concerned, first, with 
showing the extent to which rates on cement were higher at 
present than they were in 1915 in the particular territories to 
which the testimony was addressed. Such increases, their tes- 
timony showed, ranged variously from 30 to upwards of 100 
per cent. Secondly, they introduced exhibits intended to show 
that, compared with commodities fairly comparable in value 
and lading, many of which they said came into direct compe- 
tition with cement in structural and road work, the rates on 
cement were high. 


There were some variations from this line of testimony, 
chiefly having to do with the shift of cement traffic from the 
railroads to trucks and the growth of cement traffic on the 
waterways. At one point in the testimony of G. W. Cole, 
general traffic manager, Medusa Portland Cement Company, 
Chicago, the Commissioner, referring to objections made by 
the witness against the proposal of the railroads to exempt 
the rate from Buffington, Ind., to Chicago from the general 
increase of one cent a hundred pounds, asked the witness what 
the value would be for the Commission to prepare a “beautiful 
set of rates if, then, the shippers would not use them.” He 
was referring to the probability that the Buffington-Chicago 
traffic would be taken over by the trucks if any change in 
that rail rate was made. The witness admitted that unusable 
rates, however beautiful, were of no practical value, but Mr. 
Gubernator interrupted to say that there was no justice in 
making Chicago immune from the general increase. 

“If treating that rate the same as the others drives the 
traffic to the trucks, let it go,” he said. 

W. S. Barton, traffic manager, Ash Grove Lime and 
Portland Cement Company, Kansas City, Mo., dwelt especially 
on the lime rate adjustment. His company made and shipped 
a lot of lime, he said, and he was convinced that those rates 
were “good and substantial and brought the railroad a lot 
of revenue.” If that were true with lime, he argued, the rates 
ought to be good enough for cement which loaded as heavily. 

R. Smith, assistant sales manager, Alpha Portland 
Cement Company, Chicago, testified on the marketing side of 
the queston. He said the introduction of the truck into the 
cement distribution picture had made it necessary for his 
company to construct cement storage plants, or “silos” as he 
called them, in Milwaukee and Green Bay. Wis., to enable them 
to compete with cement brought into the Wisconsin market 
over Lake Michigan and distributed by trucks. At present, 
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he said, his company’s cement moved to the storage plants on 
the rails and consequently it had to absorb the difference be- 
tween the rail and the water rates in competing for the 
business. An increase of 20 cents a ton in the rail rate, he 
insisted, would either drive his company from the market 
altogether or cause it to seek transportation other than rail. 

Others who testified on the subject were: G. S. Brower, 
traffic manager, Pennsylvania-Dixie Cement Corporation, New 
York City, with special reference to cement rates and traffic 
in the southeast; R. J. Mahon with special reference to the 
increase in cement importation; R. V. Cearfoss, general traffic 
manager, North American Cement Corporation, New York 
City New England and Eastern Trunk Line territories; J. D. 
Johnson, general traffic manager, Consolidated Cement Corpor- 
ation, Chicago, southwest; E. W. Martindell, traffic manager, 
Ideal Cement Company, Denver, Col., southwest and inter- 
mountain territories, and D. L. Kelly, South Dakota commis- 
sion, with special reference to rates from the state-owned 
cement mill at Rapid City, S. D. 

Mr. Martindel was especially bitter about the fact that 
the railroads were seeking a general raise in cement rates 
while they continued to be generous in making special rates to 
move cement to specific jobs. In Colorado and New Mexico in 
the years 1934, 1935, and 1936, he said, 43.17 percent of all the 
cement moving to all points except Denver from the mills of 
his company moved under such rates. He characterized the 
practice as a “racket,” adding that the cement purchaser 
need only “threaten” to use trucks even on hauls where trucks 
were impracticable to obtain such concessions. 

Simultaneous with the introduction of cement testimony 
before Commission Aitchison, Examiner Hoy was taking testi- 
mony on petroleum in another hearing room. 

Among the petroleum representatives who testified were 
H. G. Watson, Derby Oil Corporation, Wichita, Kan.; R. B. 
Shepherd, Pritchard Oil Corporation, Oklahoma City, Okla.; 
P. G. Anderson, Lion Oil Refining Company, Eldorado, Kan., 
and Douglas Orme, Cosden Oil Company, Fort Worth, Texas. 
The position of these witnesses generally was that railroad 
transportation costs on petroleum and products were now at 
a peak and that the increase proposed, which was estimated 
at something over $5 a car, would be enough to transfer much 
of the tonnage still left on the railroads to tankers of trucks. 


CHESAPEAKE RAILWAY FINANCING 


The Chesapeake & Ohio, in Finance No. 11429, has asked 
the Commission to modify its original order in this proceeding, 
217 I. C. C. 572, dated Dec. 3, 1936, so as to permit the ap- 
plicant, the petition says, to substitute $15,315,500 of its un- 
capitalized but capitalizable net investment in equipment, as 
of Sept. 30, 1936, in lieu of a like amount of expenditures made 
by it for additions and betterments and other capital pur- 
poses previously herein submitted to and accepted by the Com- 
mission. The sum mentioned the company desires to use as 
the basis for the issuance of preference stock, series A, and 
the necessary scrip, equaling the amount of the uncapitalized 
investment. Issuance of the stock and scrip is authorized by 
the order of Dec. 3, 1936. 


COTTON BELT REORGANIZATION 


The St. Louis Southwestern Railway Co., in Finance No. 
11040, the proceeding for its reorganization, has moved the 
Commission to dismiss the petition of Walter E. Meyer for 
investigation by the Commission. The Cotton Belt says that 
the matter and things alleged in the Meyer petition and sought 
to be established by the requested investigation are incom- 
petent, irrevelant and immaterial so far as they may pertain 
to the consideration and approval or disapproval by the Com- 
mission of the plans of reorganization now on file, or any 
plan which may hereinafter properly be proposed. Further 
assertions by the trustee for the company is that by order of a 
federal court in the eastern district of Missouri he is conduct- 
ing an investigation as to any facts pertaining to irregularities, 
fraud, misconduct or mismanagement, as a consequence of 
which the Cotton Belt may have a cause of action arising against 
any person or corporation and he has made a partial report, 
copy of which the Commission has. 


INTEREST ON REPARATION 


Asking that the petition of the Delaware & Hudson be 
denied, Wilbur LaRoe, Jr., and Frederick E. Brown, attorneys 
for the complainant in No. 26844, International Paper Co. vs. 
Albany Port District Commission et al., say that the applicant 
railroad company has failed to show substantial cause for 
review of the Commission’s determination to make no change 
in ae rate of interest it said should be paid on the reparation 
award. 


The paper company, in this reply to the Delaware & Hud- 
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son petition for reargument and reconsideration as to the inter- 
est rate, said that it submitted that the “carrier should not be 
permitted to longer withhold its illegal gains.” The reply to the 
railroad petition pointed out that this petition was filed some 
fifteen months after the original decision. That original deci- 
sion was that the railroad company had disregarded its tariff 
providing for disposition of the switching charges of the port 
commission’s railroad. The Commission has awarded repara- 
tion, with interest at 6 per cent, to be added to the reparation 
the Delaware & Hudson was directed to pay. 

The Delaware & Hudson, in the proceedings after the 
award of reparation, made the point that the rate, six per cent, 
was too high in these days, contending that, it should not be 
higher than two per cent. The Commission refused to make 
any change in the interest rate. The D. & H. asked for reargu- 
ment and reconsideration. 


M. P. REORGANIZATION 

The Commission, division 4, in Finance No. 9918, Missouri 
Pacific reorganization, has authorized Richard C. Behrens, 
Oliver M. Clifford, and A. F. Greer, as a protective committee 
for holders of the first mortgage 4 per cent gold bonds, due 
July 1, 1939, of the Little Rock & Hot Springs Western, to 
solicit authorizations to represent such bondholders and to act 
pursuant to such authorizations and in accordance with the 
terms of a deposit agreement. This action was taken on re- 
newal of an application which was denied in a prior report, 
without prejudice, 217 I. C. C. 671. This report also relates 
to Finance No. 10028, Chicago, Rock Island & Pacific reorgani- 
zation. 

After the denial the deposit agreement was revised so that 
it met the approval of the Commission. Among the revisions 
in the deposit agreement was one limiting liability of bond- 
holders for expenses incurred by the committee to three per 
cent of the principal of the deposited bonds. The Commission 
concluded that the applicants were qualified to act as a com- 
mittee and that the deposit agreement terms and conditions 
were reasonable, fair and in the public interest. The authori- 
zation is subject to the conditions that the committee keep a 
record of its activities, observe the rules and regulations of 
the Commission and make monthly reports to the Commission. 


SANTA FE ABANDONMENT 


Examiner Jerome K. Lyle, in Finance No. 11381, Atchi- 
son, Topeka & Santa Fe Railway Co. abandonment, has recom- 
mended that the applicant be permitted to abandon part of a 
branch line in San Miguel County, N. M., about 5.4 miles 
long. The line in question, the examiner said, was built in 
1882 by the predecessor of the applicant to handle traffic to 
the Montezuma Hotel, a health resort, now an educational 
institution. The examiner said the Montezuma College had 
furnished no traffic to the segment for several years, having 
received its coal and wood for heating and other supplies by 
truck. 


WESTERN MARYLAND ABANDONMENT 


In Finance No. 11279, Western Maryland Railway Co. et al. 
abandonment, Examiner J. S. Prichard has recommended that 
the Commission permit abandonment by the Williamsport, 
Nessle & Martinsburg, as to interstate and foreign commerce, 
of its entire line in Berkeley County, W. Va., and abandonment 
of operation thereof by the Western Maryland of a branch 
line in Berkeley and Washington counties. The Western Mary- 
land controls the Nessle company through ownership of its 
capital stock. The examiner said that according to income 
statements for the years 1931 to 1935, inclusive, the financial 
result was deficits in the net income of $4,372, $2,031, $2,812, 
$2,019 and $3,490. The examiner’s opinion is that continued 
operation would impose an undue burden on the applicants and 
interstate commerce and that rehabilitation is not warranted. 


Cc. & E. |. REORGANIZATION 


The Commission, division 4, in Finance No. 9952, Chicago 
& Eastern Illinois Railway Co. reorganization, has allowed 
additional compensation to Ernest S. Ballard, for legal services 
in this reorganization proceeding. In view of the nature an 
extent of such services and of expenses incurred, the Commis- 
sion said, “We should for the time being fix a total maximum 
allowance for legal services to December 31, 1936; of $4,500 
in addition to the maximum allowance of $22,500 heretofore 
fixed by us for certain legal services rendered the debtor from 
July 21, 1934, to June 30, 1936, and that we should further fix 
a maximum allowance of $713.75 for reimbursement of expenses 
to December 31, 1936, in addition to the maximum allowance 
heretofore fixed for certain expenses from July 21, 1934, to 
June 30, 1936, without prejudice to the fixing of final maximum 
limits of compensation for legal services upon further investiga- 
tion.” 









uri 


tee 
lue 

to 
act 
the 
re- 
ort, 
tes 
ini- 


hat 
ons 
nd- 
per 
sion 
m- 
ons 
ori- 
pa 
; of 
ion. 


chi- 
om- 
of a 
liles 
t in 
c to 
onal 
had 
ving 
; by 


t al. 
that 
port, 
erce, 
ment 
anch 
lary- 
f its 
come 
ncial 
812, 
nued 
; and 
nted. 


icago 
owed 
vices 
. and 
nmis- 
mum 
4,500 
ofore 


er fix 
enses 
vance 
34, to 
imum 
stiga- 


April 24, 1937 


Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 
Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1937, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Kansas). Information charging presi- 
dent and employee of taxicab company with operation of motor 
vehicle for hire as a contract carrier of passengers without 
a permit, without having filed requisite insurance policy, and 
without having deposited money to satisfy ton mileage fees, 
for having transported passenger from one town to another, 
about 42 miles, over a public highway for hire, held sufficient 
to charge three specific public offenses, under statute, to with- 
stand any objection lodged against it (Gen. St. 1935, 66-1, 108 
66-1 109, 66-1, 111, 66-1, 112, 66-1, 112f, 66-1, 115 66-1, 120, 
66-1, 120a, 66-1, 126, 66-1, 128, 66-1, 130). (State vs. Reed, 
65 Pac. Rep. (2d) 1083.) 

(Supreme Court of Florida). Statute providing that, on 
filing of application for “for hire’ motor vehicle carrier cer- 
tificate, Railroad Commission should issue such certificate as 
of course and without notice or public hearing, permitted 
issuance of such certificate without notice or hearing and as 
matter of right only when provisions of law and facts of 
particular proposed operation warranted its issuance (Acts 
1931, c. 14764, sec. 5) (Leonard Bros. Transfer & Storage Co. 
vs. Carter, 172 Sou. Rep. 924). 

Where express company’s application to Railroad Com- 
mission for “for hire” motor vehicle carrier’s certificate was 
protested on ground that operation contemplated under cer- 
tificate was common carrier service, commission had statutory 
power to tentatively grant permit and to thereafter enter into 
extended inquiry as to whether certificate so granted should 
be allowed to remain in force under facts of operation dis- 
closed by such inquiry (Acts 1931, c. 14764, sec. 5).—Ibid. 

Alternative writ of mandamus commanding Railroad Com- 
mission to dismiss application of express company for “for 
hire’ motor vehicle carrier certificate would be quashed unless 
issue should be taken within five days on answer and _ return 
alleging that, after full consideration of facts adduced at hear- 
ing which had been held on protests to application, a proper 
order would be announced in due course of commission pro- 
cedure, since object of writ was not to secure prompt decision 
by commission, but to secure a particular decision (Acts 1931, 
c. 14764, sec. 5).—Ibid. 

Where answer and return to alternative writ of man- 
damus shows sufficient justification of noncompliance with 
command of writ as framed, and no challenge of truthfulness 
of answer and return is interposed, proper order is that answer 
and return be adjudged sufficient, and that alternative writ of 
mandamus be quashed unless issue be joined upon truth of 
the answer and return in point of fact.—Ibid. 





Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1937, by West Publishing Co.) 


*OO-@: 
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LOSS OF OR INJURY TO GOODS 


(Municipal Court of City of New York, Borough of Man- 
hattan, First District). “Bill of lading” is receipt for goods, 
contract for their carriage, and is documentary evidence of 
title to goods (Interstate Commerce Act sec. 20(11), 49 
MA S. C. A. sec. 20(11). (Schwalb vs. Erie R. Co., 293 N. Y. S. 
42). 

As a receipt, “bill of lading” recites place and date of 
shipment, describes goods as to quantity, weight, dimensions, 
identification marks and condition, quality and value; as a 
contract, it names the contracting parties, including the con- 
signee, fixes route, destination and freight rate or charges, 
and stipulates rights of and obligations assumed by the parties; 
and as documentary evidence, it is proof of ownership if a 
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“straight” bill of lading, and is title to goods if an “order” 
bill of lading (Interstate Commerce Act sec. 20(11), 49 U. S. 
C. A. sec. 20(11) ).—Ibid. 

Purpose of provision of Interstate Commerce Act for- 
bidding false billing, false classification, false weighing, and 
false representation of contents of package or substance of 
property, was to protect carrier against accusation for any of 
such acts where carrier could not observe contents of ship- 
ments, and against liability to innocent purchasers of bill of 
lading who might rely on carrier’s description in bill of lading 
in purchasing the property (Interstate Commerce Act sec. 
10, 49 U. S. C. A. sec. 10).—Ibid. 

Provision in bill of lading that contents and conditions of 
shipment are unknown will destroy prima facie effect of 
statements in bill that property has been received in apparent 
good order only, where in fact the contents and condition of 
shipment are actually concealed from carrier and are not 
observable, or carrier is deprived of opportunity to inspect 
shipment (Interstate Commerce Act secs. 10, 20(11), 49 U. S. 
C. A. secs. 10, 20(11) ).—Ibid. 

Provision in bill of lading that shipment of lidded lugs of 
grapes, consisting of boxes with solid ends and sides and 
raised or bulged tops, was received in apparent good order, 
was prima facie evidence of good condition of property when 
shipped, where contents of lugs were visible by even a casual 
inspection, as respects liability of carrier for injury to grapes 
in transit (Interstate Commerce Act secs. 10, 20(11), 49 U. S. 
C. A. secs. 10, 20(11)).—Ibid. 

Measure of damages recoverable from railroad for in- 
juries to shipment in transit is difference between market 
value of shipment at destination in its condition when shipped 
and when tendered by railroad.—Ibid. 

Plaintiff suing railroad for injuries to shipment in transit 
is entitled to be put in as good condition as he would have 
been if railroad had tendered the shipment uninjured, and is 
entitled to recover loss of what he would have had if contract 
had been performed and shipment had been coveyed safetly.— 
Ibid. 


In applying measure of damages recoverable from railroad 
for injuries to shipment in transit, regard must be had to use 
and purpose for which shipment is intended.—Ibid. 

Actual loss which is sustained by plaintiff, whose shipment 
of goods is injured and which he is entitled to recover from 
railroad, is difference in value on auction market of shipment 
in condition in which it was tendered by railroad to plaintiff 
and in condition in which they were when shipped.—Ibid. 

In action against railroad for injuries to grapes in transit 
wherein plantiff showed that damaged grapes were disposed 
of by auction sale on railroad company’s piers at place of 
destination in accordance with usage and custom of trade, 
railroad had burden of going forward with proof to show 
that disposition of damaged grapes in some other manner 
would have mitigated plaintiff’s damages.—lIbid. 

Evidence as to what value of damaged grapes would have 
been at destination if such grapes had been delivered in good 
condition, and amount at which such grapes were disposed of 
at auction sale on railroad company’s piers at place of des- 
tination, held sufficient to establish actual loss suffered by 
plaintiff and recoverable from railroad company.—Ibid. 

(Supreme Court of Missouri in Banc). Facts well pleaded 
in petition for injunction against criminal prosecution for 
violation of statute must be treated as true in original prohi- 
bition proceeding to prevent circuit court judge from enter- 
taining jurisdiction of injunction suit. (State vs. Witthaus, 102 
S. W. Rep, (2d) 99). 

Essential feature of “public use,” destinguishing common 
carrier from private carrier, is that it is not confined to 
privileged individuals, but open to indefinite public.—Ibid. 

To render one a “common carrier,” use of his facilities 
must be so extensive as to imply offer to serve entire public, 
or there must be other circumstances reasonably warranting 
inference that he was undertaking to serve all to limit of his 
capacity, but one does not become “public carrier’ because 
engaged exclusively in transporting persons or property, or 
because persons whom he serves take all his facilities; test 
being whether he invited trade of public.—Ibid. 

The “public,” which carrier must serve to constitute com- 
mon carrier, does not mean everybody all the time.—lIbid. 

One carrying goods as public employment, undertaking to 
to carry goods for persons generally, and holding himself out 
to public as ready to wngage in that business as a business, not 
casual occupation, is “common carrier.’’—Ibid. 

One engaged in hiring out or chartering moterbusses to 
clubs, churches, schools, and other groups, transported collec- 
tively to and from desired points in state over public highways 
thereof, without regular destinations or routes, for lump sums 
agreed on, held “common carrier” amenable to bus and truck 
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act requiring permit or license from public service commission 
(Mo. St. Ann. sec. 5264 et seq., p. 6679 et seq.; sec. 5264b, p. 
6679) .—Ibid. 





COMMISSION ORDERS 


No. 21894, Lehigh Stone Co. vs. B. & O. et al. On consideration 
of petition and amended petition of the Chesapeake & Ohio for modi- 
fication of the outstanding orders, the petition as amended is assigned 
for hearing April 27, at 10 o’clock a. m., standard time, at the Hotel 
Sherman, Chicago, Ill., before Examiner Fuller. 


No. 27366 (amended), export and import rates to and from Atlantic 
and Gulf ports. On further consideration of rates and charges of car- 
riers by railroad subject to the interstate commerce act applicable on 
export and import traffic from and to central territory to and from 
Atlantic, Gulf and Canadian ports, and of a petition filed on behalf 
of the Boston Port Authority, order of investigation herein, entered 
on April 9, 1936, as amended by order of Dec. 7, 1936, further amended 
to include Sorel, Quebec, among the Canadian ports, transportation 
to which is covered by this investigation. 


No. 27664, Miller Waste Mills, Inc., vs. Boston & Maine et al. 
Cincinnati, Saginaw and Mackinaw (Grand Trunk Western, lessee), 
and the Grand Trunk Western dismissed as parties defendant hereto. 

1. & S. No. 3659, potato rates in western trunk line territory; 
No. 16613, Sub. No. 1, Grand Forks Commercial Club vs. A. & W. 
et al.; No. 21218, Leonard, Crosset & Riley, Inc., et al. vs. A. C. & Y. 
et al. On further consideration of the records in the above-entitled 
proceedings and consideration of the petition of certain respondents 
and defendants herein for the vacation of the outstanding orders in 
these proceedings to the extent necessary to permit establishment and 
maintenance of reduced rates on potatoes, in carloads, from points in 
the Princeton-Cambridge district in Minnesota to Chicago, Ill., St. 
Louis, Mo., and intermediate points, without making corresponding 
reductions in rates from Red River Valley district in Minnesota and 
North Dakota, or, in the alternative, the modification of the orders 
to permit spreads between the rates from said districts greater than 
those now prescribed, and on consideration of replies to the petition 
filed by various complainants, interveners and protestants herein the 
above-entitled proceedings are reopened for further hearing as to the 
questions raised by the petition. 


MC 50722, Silver Gate Co., common carrier application. This mat- 
ter was duly referred to and set down for hearing before joint board 
No. 123, composed of Thomas E. Carey of Montana and M. J. Foley 
of Wyoming and a full and adequate hearing was held at Billings, 
Mont., on Dec. 7, 1936. Examiner R. J. Olentine was present at the 
hearing to advise with and assist the joint board. The joint board 
has been and is unable to agree on this matter and more than 45 days 
have elapsed since the matter was submitted to and heard by it, 
authority to recommend an appropriate order and make a report in 
this matter conferred on joint board No. 123 by order dated Oct. 
16, 1936, is terminated as of April 16 and the above-entitled matter 
is referred to Examiner R. J. Olentine for such further action and 
proceedings as may be appropriate and proper in the premises. 


No. 15234, in the matter of divisions of freight rates in western and 
mountain-Pacific territories. On consideration of the record in this 
proceeding and of a petition filed by respondents Chicago Great West- 
ern, Wabash, Missouri Pacific, St. Louis-San Francisco and Missouri- 
Kansas-Texas, asking for modification of the order of June 10, 1929, 
as amended, the order, in so far as it prescribes divisions of joint 
rates on chatt between points on the lines of respondents named is 
vacated and set aside. In all other respects the order shall continue 
in effect until the further order of the Commission. 


No. 17000, part 4, rate structure investigation, petroleum and pe- 
troleum products. On consideration of petition of respondents in 
southern territory for modification of the order herein to permit estab- 
lishment of rates on gasoline and kerosene, in tank-car loads, from New 
Orleans-Baton Rouge group to the Atlanta, Ga., group and certain 
intermediate points without corresponding reductions from origin 
points west of the Mississippi River, proceeding is reopened for fur- 
ther hearing to determine whether any modification should be made 
in the findings and order herein which require the establishment and 
maintenance of rates on gasoline, including blended gasoline, and kero- 
sene, in tank-car loads, from the New Orleans-Baton Rouge group to 
the Atlanta, Ga., group and intermediate points, made in relation to 
rates from origin groups west of the Mississippi River to the same 
points. 

No. 27194, New York Butchers Dressed Meat Co. vs. L. & N. et al. 
Petition of complainant for reconsideration, denied. 

No. 27446, Mandeville Mills et al. vs. Alabama Central et al. On 
consideration of petition of defendants for further hearing before final 
submission, proceeding is assigned for further hearing May 10, 9 
o’clock a. m., standard time, at the Federal Building, Rome, Ga., before 
Examiner Worthington. 

No. 27453, C. Findeiss Sons Co. vs. B. & O. et al. On consideration 
of petition of defendants proceeding is assigned for oral hearing June 
1, 9 o’clock a. m., standard time, at the Clarendon Hotel, Zanesville, 
O., before Examiner Taylor. 

No. 27669, Property Owners’ Committee et al. vs. C. & O. et al. 
Associated Industries of Maine and the Maine State Chamber of Com- 
merce permitted to intervene. 

Finance No. 11531, application of Louisiana & Arkansas to acquire 
by purchase properties of Rock Island, Arkdnsas & Louisiana. New 
Orleans Joint Traffic Bureau permitted to intervene. 

No. 24964, Alabama Central R. R. vs. Illinois Central et al. Pro- 
ceeding has been held in abeyance pending outcome in other proceed- 
ings involving similar issues and on Feb. 23, complainant was notified 
that in the absence of advice to the contrary on or before March 10 
it would be assumed that the complaint should be dismissed, and no 
advice having been received it is dismissed. 
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No. 25815, Consolidated Wagon & Machine Co. et al. vs. B. & O. 
et al. Order entered in this proceeding on Aug. 13, 1935, as subseaquent- 
ly modified, is further modified so as to eliminate the requirement that 
defendants maintain and apply rates prescribed therein for the trans- 
portation of agricultural implements and extra parts thereof including 
farm vehicles, traction engines and extra parts thereof in carloads, 
from Higganum, Conn., to destinations in Utah and Idaho embraced 
in this proceeding. 

No. 27260, Farmers Union Supply Co. vs. A. T. & S. F. et al. 
Motion of complainant for supplemental findings and order, overruled. 
Petition of defendant, the Colorado & Southern Ry. for rehearing, oral 
argument, reconsideration and dismissal, denied. Proceeding re- 
opened on the Commission’s own motion for further hearing on the 
question of the amount of reparation. 

No. 27553, The Green Co., Inc., vs. Boston & Maine et al. Com- 
plaint dismissed on request of complainant. 

Ex Parte No. 104, part VI, practices of carriers affecting operation 
revenues or expenses, warehousing and storage of property by carriers 
at port of New York, N. Y., part of order of Feb. 2, in this proceeding, 
reading ‘‘Respondent, Erie Railroad, notified and required to cease and 
desist, on or before April 15, and thereafter to abstain, from sub- 
sidizing and granting concessions to the Seaboard Terminal & Re- 
frigeration Co. by means of excessive rentals paid for space leased 
from said Seaboard Terminal & Refrigeration Co. as described of 
record and in said reports,’’ vacated and set aside. In all other respect 
the order shall remain in full force and effect. Proceeding reopened 
for further hearing and reconsideration in so far as it relates to the 
agreements and arrangements between the Erie R. R. (and its sub- 
sidiaries) and the Seaboard Terminal & Refrigeration Co. and the 
leasing, subleasing and renting of space in the buildings of the Sea- 
board Terminal & Refrigeration Co. at Jersey City, N. J., at such 
times and places as the Commission may hereafter direct. 

MC 50768, Application of T. N. Sutherland, Neosha Falls, Kan., 
for permit. The above-entitled matter was duly referred to and set 
down for hearing before joint board No. 36, composed of Homer Hoch 
and A. J. Snedeker and a full and adequate hearing was held at Topeka, 
Kan., on Dec. 7, 1936, before the said joint board. Examiner A. §. 
Parker was present at the hearing to advise with and assist the joint 
board. Since joint board No. 36 has been and is unable to agree on 
this matter and more than 45 days have elapsed since the matter was 
duly submitted to and heard by it, the authority to recommend an 
appropriate order and make a report is terminated as of April 9 and 
the subject is referred to Examiner Parker for such further action 
and proceedings as may be appropriate and porper in the permises. 

No. .20769, charges for protective service to perishable freight. 
Motion on behalf of respondents for reception in evidence of certain 
previously rejected exhibits and testimony as described at pages 15221 
and 15222 of the transcript of the record herein, overruled. 

Fourth section application No. 15755 et al., coal and coal briquettes 
in the south. Harlan County Coal Operators Association permitted to 
intervene. 

MC 48705, Commercial Freight Lines, Inc., contract carrier ap- 
plication. Order of March 2, referring the said matter to Examiner 
D. C. Dillon for hearing and recommendation of an appropriate order 
thereon and assigning the proceeding for hearing, vacated. 

MC 50590, Thos. D. Leonitt, Jr., contract carrier application. Order 
of Oct. 16, 1936, referring the said proceeding to Examiner R. J. 
Olentine for hearing and recommendation of an appropriate order 
thereon, vacated and application dismissed on request of applicant. 

MC 58906, Ray A. Babcock, dba Babcock Implement Co. Order of 
March 3, referring the said proceeding to joint boards Nos. 19 and 
220 for hearing and for recommendation of an appropriate order thereon 
and assigning the said matter for hearing, vacated and application dis- 
missed on request of applicant. 

MC 84511, Commercial Freight Lines, Inc., common carrier applica- 
tion. Order of March 2, referring the said matter to Examiner D. C. 
Dillon for hearing and recommendation of an appropriate order thereon 
and assisgning the proceeding for hearing, vacated. 


REPARATION ORDERS 


The Commission has issued orders requiring the payment 
of awards of reparation heretofore made, not later than May 
31, the following cases: 

No. 26271, Genfire Steel Co. et al. vs. Boston & Albany 
et al., and a sub-number thereunder, Republic Steel Corpora- 
tion vs. B. & O. et al.; No. 26548, Dormer Co. vs. Ann Arbor 
et al.; No. 26601, Republic Steel Corporation vs. A. C. & Y. 
et al.; No. 26639, Cudahy Packing Co. et al. vs. A. T. & S. F. 
et al.; No. 26653, Sinclair Prairie Oil Co. vs. A. T. & S. F. 
et al; No. 26889, Carter Oil Co. vs. St. L.-S. F. et al. 





ATLANTIC PIPE LINE VALUATION 


Attorneys for the Atlantic Pipe Line Co., Oscar H. Price, 
R. Granville Curry and Frederick M. Dolan, in a brief for the 
pipe line company, in valuation docket No. 1203, tentative 
valuation of the properties of the company, assert that cer- 
tain lands excluded in the tentative valuation from carrier 
property should be restored and the values of certain of these 
and others should be increased. Inasmuch that this is the first 
pipe line valuation case to be considered by the Commission 
it presents important new questions which are believed to merit 
unusually careful consideration. 

The property, exclusion of which brought objections from 
the pipe line company, were tank storage facilities in Texas, 
eight pump stations in that state and the lands excluded as the 
— of the exclusion of the pump station and tank storage 
facilities. 
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RAIL PENSION LEGISLATION 


The Traffic World Washington Bureau 


Chairman Doughton, of the House ways and means com- 
mittee, a participant in several of the conferences which fol- 
lowed objection by officials of the U. S. Treasury to tax pro- 
visions of the railroad pension agreement, has introduced H. R. 
6448, a railroad pension taxing bill which contains tax rates 
different from those approved by the railroads and their em- 
ployes in the agreement. It was understood this bill, however, 
probably would be made the basis for proceeding with consid- 
eration of the taxing phase of the proposed legislation. 

The Doughton plan calls for an initial tax of 2% per cent 
each on the employer and employe, the tax base being the pay- 
roll, as against a tax of 2% per cent in the agreement, and 
winds up with a tax of 3% per cent after 1948 as against a 
tax of 3% per cent in the agreement. The measure is in the 
nature of a substitute for the present act, which provides for 
a tax of 3% per cent on each side. 

Recognition was seen in the Doughton measure in part of 
criticism of Treasury officials that the rates of taxation pro- 
vided in the agreement were not high enough to make it cer- 
tain that the Treasury would be insured against loss, since 
pensions to retired railroad employes, under the agreement, 
would be paid from money appropriated therefor by congress. 
The expenditures for pensions, under the plan, would be re- 
imbursed by the tax payments and Treasury officials have in- 
sisted that the accruals from the taxes should be sufficient to 
meet the requirements of the system. 

The plan provided for in the Doughton bill, it was under- 
stood, was to be submitted to a member meeting of the Asso- 
ciation of American Railroads in the near future. The taxing 
provisions of the Doughton bill follow: 


Income Tax on Employes 


Sec. 2. (a) In addition to other taxes, there shall be levied, col- 
lected, and paid upon the income of every employe a tax equal to the 
following percentages of the compensation of such employe not in ex- 
cess of $300 per month, earned by him after December 31, 1936— 

1. With respect to compensation earned during the calendar years 
1937, 1938 and 1939, the rate shall be 2% per centum; 

2. With respect to compensation earned during the calendar years 
1940, 1941, and 1942, the rate shall be 3 per centum; 

3. With respect to compensation earned during the calendar years 
1943, 1944, and 1945, the rate shall be 34% per centum; 

4. With respect to compensation earned during the calendar years 
1946, 1947, and 1948, the rate shall be 3% per centum; 

5. With respect to compensation earned after December 31, 1948, 
the rate shall be 3% per centum; 

(b) The tax imposed by this section shall be collected by the em- 
ployer of the taxpayer by deducting the amount of the tax from the 
compensation of the employe as and when paid. Every employer re- 
quired so to deduct the tax is hereby made liable for the payment of 
such tax and shall not be liable to any person for the amount of any 
such payment... . 


Excise Tax on Employers 


Sec. 3. (a) In addition to other taxes, every employer shall pay an 
excise tax, with respect to having individuals in his employ, equal to 
the following percentages of the compensation not in excess of $300 
per month paid by him to any employe for services rendered to him 
after December 31, 1936: 

1. With respect to compensation paid to employes for services ren- 
dered during the calendar years 1937, 1938, and 1939, the rate shall be 
2% per centum; 

2. With respect to compensation paid to employes for services ren- 
dered during the calendar years 1940, 1941, and 1942, the rate shall be 
3 per centum; 

3. With respect to compensation paid to employes for services ren- 
during the calendar years 1943, 1944, and 1945, the rate shall be 34 
per centum; 

4. With respect to compensation paid to employes for services ren- 
dered during the calendar years 1946, 1947, and 1948, the rate shall be 
3% per centum; 

5. With respect to compensation paid to employes for services ren- 
dered after December 31, 1948, the rate shall be 3% per centum. * * * 


Income Tax on Employe Representatives 


Sec. 5. In addition to other taxes, there shall be levied, collected, 
and paid upon the income of each employe representative a tax equal 
to the following percentages of the compensation of such employe rep- 
resentative not in excess of $300 per month, earned by him after De- 
cember 31, 1936: 

1. With respect to compensation earned during the calendar years 
1937, 1938, and 1939, the rate shall be 5% per centum; 

2. With respect to compensation earned during the calendar years 
1940, 1941, and 1942, the rate shall be 6 per centum; 

3. With respect to compensation earned during the calendar years 
1943, 1944, and 1945, the rate shall be 6% per centum; 

4. With respect to compensation earned during the calendar years 
1946, 1947, and 1948, the rate shall be 7 per centum; 

5. With respect to compensation earned after December 31, 1948, the 
rate shall be 7% per centum... 


Repeal of Prior Tax Act 


Sec. 11. The provisions of this act are in substitution for the pro- 
Visions of the act of August 29, 1935, entitled ‘‘An act to levy an ex- 
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cise tax upon carriers and an income tax upon their employes, and for 
other purposes,’’ which is hereby repealed. All moneys payable under 
the tax act which is repealed by this act and not heretofore paid shall 
cease to be payable and all proceedings pending for the recovery of 
any such moneys shall be terminated. All sums paid into the Treasury 
of the United States as and for taxes under the tax act which is re- 
pealed by this act shall be refunded, except eleven-fourteenths of the 
sums so paid as and for taxes with respect to compensation earned 
after December 31, 1936, and the sums not required to be refunded 
shall be retained in the Treasury of the United States and credited on 
taxes due and payable under this act. All sums deducted by employers 
from the compensation of employes as and for taxes under the tax act 
which is repealed by this act shall be refunded to such employes, ex- 
cept eleven-fourteenths of the sums so deducted as and for taxes in re- 
spect of compensation earned after December 31, 1936, and the sums 
not required to be refunded shall be paid into the Treasury of the 
United States and thereupon shall be credited on taxes due and payable 
under this act. 


The House ways and means committee, April 21, began 
hearings on the Doughton railroad pension taxing bill and 
heard George M. Harrison, of the Railway Labor Executives 
Association, and R. V. Fletcher, of the Association of American 
Railroads. The latter said the member roads of the association 
were to meet at Chicago, April 29, to consider the bill and the 
changes that had been made by the measure introduced by 
Chairman Doughton. Mr. Fletcher said that the tax provisions 
were a little different from those agreed on by the railroads 
and the labor people at their conferences, adding that this bill 
had not yet been formally approved by the railroads although 
the other had been. 

After hearing Mr. Harrison explain provisions of the pro- 
posed pension and taxing system, the committee adjourned 
April 22 subject to the call of the chairman. As to the rates of 
taxation proposed in the Doughton bill, Mr. Harrison said there 
was no intention on the part of railroad labor to have the 
government bear one cent of the expense of the proposed pen- 
sion system. He said labor would pay its share of the cost. 

A. H. Kent, assistant general counsel of the Treasury 
Department, told the House ways and means committee April 
23 that the Treasury would not interpose objection to the tax 
rates in the Doughton bill. He suggested a number of clarify- 
ing amendments. 


RAIL LABOR’S “SILENT PARTNER” 


Characterizing capital as “the labor of yesterday” and the 
stockholder as “‘labor’s silent partner” the Transportation Asso- 
ciation of America, in a booklet entitled “Labor’s Silent Part- 
ner,” pleads for a better understanding of the problems of in- 
come and finance on the part of railroad labor. Capital, the 
booklet says, has furnished almost $26,000 worth of tools, in 
the shape of tracks, locomotives and other facilities, for each 
railroad worker to use in earning his living. That investment, 
the labor of yesterday, was furnished by 1,800,000 investors, 
who are, for the most part, ordinary folk like those who use 
the tools—not people “who live on one side of the street, wear 
red coats, have horns, and breathe fire from their nostrils.” If 
savings bank depositors and life insurance policy holders are 
added to the number of railroad investors, the booklet says. 
the total will be over 80,000,000. 

For the preservation of the American railroad system, the 
booklet contends, a balance must be maintained in the returns 
to be accorded to labor, on the one hand, and capital, on the 
other. Proposals such as the six-hour day, the full crew bills. 
train limit legislation, and proposed wage increases would add 
$1,610,000,000 to annual railroad expenses on the basis of 1930 
traffic, it says, and so disturb the balance as to make further 
private operation impossible. As an illustration of the way in 
which that balance has already shifted, the booklet points out 
that the division of the operating dollar in 1916 was 56.8 cents 
to labor and 32.2 to property and investment, while in 1935 it 
was 71.5 to labor and 28.5 to property and investment. In that 
time, it is pointed out, average railroad wage rates increased 
by 67.4 per cent and average weekly hours worked decreased 
by 43.7 per cent. Traffic volume in the years 1916 and 1935 
was about equal. the booklet says, but the added labor costs 
were met by added charges. In 1935, it says, railroad patrons 
paid 46 per cent more than in 1916 for the transportation of 
about the same traffic volume over the railroads. The money 
increase is quoted at $1,684,000,000. 

While this increase in the returns to the labor of today 
was going on, the booklet says, the return to the labor of 
yesterday was decreasing, until in the years from 1931 to 1935, 
inclusive, it was less than nothing. Taking 1930, as an example, 
with a net income of $465,000,000, it is pointed out that, had the 
six-day day been in effect then, that income would have been 
changed to a deficit of $89,525,000. There is no liquid cavital 
available to meet such added costs, the booklet contends. Work- 
ing capital on the railroads for each dollar of invested capital 
decreased from 2.3 cents in 1926 to .5 cent in 1932, after which 
it disappeared altogether. This in contrast with comparable 
figures of from 26.5 cents to 35.4 cents in industry and 3.1 to 4.6 
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cents in utilities. Nor can the costs of such additions to labor 
income be met by foregoing dividends, it is pointed out. Divi- 
dends could have been wiped out entirely in spite of which 
there would have been an accrued deficit of $171,000,000 at 
the end of 1935 had the six-hour day been in effect since 1930. 
The argument of overcapitalization, the booklet dismisses by 
saying that it cost the government “more than $200,000,000 to 
explode this fallacy.” 

The points made in the booklet are summed up as follows: 


1. The labor of today and the labor of yesterday on the railroads 
are equally important. There is nothing to be gained by emotional 
hair-splitting or the rejection of reason and logic with respect to their 
relative importance. A loud noise cannot change the facts. 

2. Railroad labor’s silent partner—the investor—is a real human 
being and his capital is an indispensable factor supporting railroad 
labor’s high earning power. 

3. Of course railroad men want their jobs to continue, but this will 
not just happen. They must soon begin to think about where the 
money will come from to provide the facilities and equipment on which 
their jobs and earnings depend. It does not make sense to continue to 
assail one’s partner when the dependence of one upon the other is so 
great and so obvious. 

4. The persistent use of law or other coercive measures to force 
increases in railroad expenses with naive disregard both of the facts 
and the financial consequences probably would not be approved by the 
majority of the rank and file of railroad labor if it realized what was 
going on. 

5. A disinterested review of the facts will convince most reasonable 
and sympathetic persons that it is more fmportant to railroad labor 
to correct a seriously inequitable condition than it is ‘‘to get more while 
the getting is good.”’ 

6. The shipper has grounds for reasonable doubt as to the justice 
of paying more for a service in which the equities are so far out of 
balance and particularly when this occurs because one of the interested 
parties can use the powers of law against the other two—the shippers 
and investors. 

7. Ignorance of the law is no excuse. That axiom is just as true 
with economic law as with law made by legislators. Economic laws 
finally assert themselves and woe to those they catch. 

8. It is no longer safe for any one of the three parties which have 
the most at stake in transportation to press for measures which will 
intensify still further a situation already so seriously unbalanced as 
to present a major threat to the continuance of private enterprise. 


FOURTH SECTION AMENDMENT 


A proposal that the “long-and-short-haul clause” of the 
interstate commerce act be repealed has been put to a refer- 
endum vote of member organizations of the Chamber of Com- 
merce of the United States. 

The proposition, which was brought forward in a report 
of the Chamber’s committee on transportation, as it will be 
voted on, reads: 


The committee recommends that the long-and-short-haul clause 
should be eliminated from the fourth section of the interstate commerce 
act, and that a provision be enacted placing the burden of proof upon 
the carrier to justify long-and-short-haul rates, fares, and charges 
against claims of violation of other applicable provisions of the inter- 
state commerce act. 


As is usual in the Chamber’s procedure, the referendum 
pamphlet contains not only the committee’s report supporting 
the recommendation. but also arguments which have been made 
by those who think it important the long-and-short-haul clause 
should remain in the law. Point by point, counter arguments 
are set up against the committee’s arguments, in order that 
the members before voting may consider both sides. The 
committee’s reasoning is as follows: 


The operation of the long-and-short-haul clause in the period since 
the World War has been clearly unsatisfactory. 

The clause included in the original act of 1887. and amended in 
1910, was designed to give the Interstate Commerce Commission special 
authority over the particular type of rates involved at times when the 
Commission’s general rate powers extended only to maximum rates 
and not to minimum rates. The situation regarding need for such 
special authority to pass upon long-and-short-haul rates was funda- 
mentally changed in 1920 when the Commission was given power over 
minimum as well as maximum rates in any and all cases. 

The fourth section could well be so modified that cases involving 
long-and-short-haul questions would be settled under other provisions 
of the interstate commerce act, particularly the provisions of the first 
and third sections requiring that rates must be just and reasonable and 
that they must not cause undue or unreasonable preference or ad- 
vantage to. or prejudice or disadvantage against, any person, locality 
or description of traffic. 

Most of the present argument in opposition to any change in the 
fourth section appears to be based on the assumption that proposed 
changes would open the way to a revival of the earlier conditions re- 
ferred to. This assumption beclouds the issue. for, as already pointed 
out, the powers of the Interstate Commerce Commission over all rail- 
road rates have been greatly extended since those conditions prevailed 
and there seems no danger of the Commission's permitting a return to 
them even if the railroads, contrary to their own best interests, desired 
to do so. 
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As to the protection of legitimate interests of shippers and 
the public, the committee says: 


Shipper representatives otherwise favorable to repeal of the fourth 
section, and confident in the adequacy of other sections of the inter- 
state commerce act to protect all legitimate interests in cases involy- 
ing long-and-short-haul questions, have expressed the fear that an 
undue burden and expense might be placed upon them to prove be- 
fore the Commission the unreasonableness, prejudicial character or 
other unlawfulness of proposed long-and-short-haul rates to which they 
might object. To remove this apprehension a provision has been in- 
cluded in the proposed new fourth section placing upon the carrier 
the burden of proof to justify the rate or charge for the longer dis- 
tance against any claim of violation of sections 1, 2 and 3 of the in- 
terstate commerce act. With this means readily available to the ship- 
per to require justification before the Commission of any proposed new 
long-and-short-haul rate to which he may object and with the Com- 
mission's usual vigilance in such matters, it appears that the interests 
of shippers and the public will be amply safeguarded. 

It is a fundamental transportation principle that there is no exact 
measure of the reasonableness of a rate and that carriers of various 
kinds and in various circumstances should be permitted to adjust their 
rates within reasonable limits in such a manner as to be able to com- 
pete for a fair share of the business. This fundamental principle is 
violated when a long-and-short-haul clause is applied to the railroads 
as rigidly as the existing clause has been since 1920. Legitimate com- 
petition in transportation fs excluded and the producers, distributors 
and consumers who would benefit by the opening up of the natural 
competitive channels of trade are discriminated against. 


The members of the committee are: Arthur M. Hill, chair- 
man, president, Atlantic Greyhound Corp., Charleston, W. Va.; 
S. T. Bledsoe, president, Atchison, Topeka and Santa Fe Ry. 
Co., Chicago, Ill.; George E. Butler, secretary-treasurer, John 
G. Butler Co., Savannah, Ga.; Charles W. Chase, president, 
Indianapolis Railways, Inc., Indianapolis, Ind.; Walter A. Frey, 
president, Frey and Son, Inc., Baltimore, Md.; David H. Howie, 
vice-president, Fiduciary Trust Co., Boston, Mass.; W. A. Pat- 
terson, president, United Air Lines, Chicago, Ill.; Henry E. 
Stringer, vice-president, Hydraulic-Press Brick Co., Washing- 
ton, D. C., and E. S. Wilson, vice-president, American Tele- 
phone and Telegraph Co., New York City. 


COMMITTEE ACTION ON RAIL BILLS 


The Senate committee on interstate commerce has ordered 
favorable reports on senate bills S. 69, train length limits; 
S. 1261, through routes, and S. 1400, providing for the regula- 
tion of carriers by water. The train length limit bill as ordered 
reported without any amendment. Several minor amendments 
were made in the through routes measure and a number of 
changes were ordered in the water carrier bill. 


At the same session, April 20, the committee ordered a 
favorable report on senate joint resolution No. 95. offered by 
Senator Norris of Nebraska directing the Federal Trade 
Commission to investigate to what extent private power plants 
are seeking to influence public opinion as to public ownership. 

With regard to committee action on Senate bills, it is 
further understood that the principal change in the water car- 
rier bill is an agreement to cut out from the present bill all 
language from lines onto nine, page one, speaking about elimi- 
nation and substituting therefore, in substance the following: 

If any tariff or schedule, cancelling any through route or joint 
rate, fare, or classification without consent of all carriers thereto or 
authority of the Interstate Commerce Commission is suspended by the 
Commission for investigation, the burden of proof shall be on the car- 


rier or carriers proposing such cancellation to show that it is consistent 
with the public interest. 


S. 69, the train-length limit bill ordered favorably reported, 
would make unlawful operation of any train consisting of more 
than seventy freight or other cars, exclusive of caboose. 


D. & R. G. W. REORGANIZATION 


Asserting that what was proposed would involve unneces- 
sary delay, the Commission, division 4, in Finance No. 11002, 
Denver and Rio Grande Western Railroad Co. reorganization, 
has denied a petition by the Security Research Bureau, inter- 
vener, and a petition filed by the Chase National Bank of New 
York, also an intervener, each requesting either wholly or 
partially that the Commission direct the debtor to make a segre- 
gation of earnings by mortgage districts for the calendar year 
1936, with freight earnings based on a stud of original way- 
bills and interline settlements and with passenger earnings 
based on a study of passenger tickets analogous to the study 
of waybills; and that the Commission direct the debtor to 
make a segregation of the income account of the debtor by 
mortgage districts for the calendar year 1936 and carry it 
through to the determination of the allocation of new securities 
in the reorganization on the basis of such earnings study. 
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Railroads and the Public 


Last of a series of nineteen articles on Railroad Organization, 
Operation, and Traffic, by G. Lloyd Wilson, Professor of Commerce 
and Transportation, University of Pennsylvania, and chairman, Com- 
mittee on Education and Research, Associated Traffic Clubs of America. 


HE railroads and the public have many and varied con- 
tacts with each other. Their nature and variety serve to 
show the complexity of economic and governmental or- 
ganizations in modern times. Not only do railroads serve ship- 
pers and consignees, as carriers of goods, and travelers, as 
passenger carriers, but many groups, institutions, and indi- 
viduals have a large property investment interest in them 
and they serve as one of the principal sources of income from 
invested capital. The railroads are among the principal em- 
ployers of men and women who derive their incomes from work. 
They are among the most important purchasers of the products 
of American industry. They are among the most important 
taxpayers in the nation, contributing heavily to the support 
of the federal, state, county, and local governments. The rail- 
roads, furthermore, constitute one of the most important groups 
of public utility or public service companies subject to govern- 
mental regulation. On every one of these numerous facets of 
their relationship with the public, the railroads present different 
characteristics, and in each of these relationships there are 
important problems for the carriers and for the public to solve. 
It is a matter of paramount importance that the railroads and 
the public cooperate to achieve a strong national railroad trans- 
portation system, honestly, efficiently, and economically man- 
aged in the public interest at the lowest charges consistent 
with good service and with good wages and working conditions 
for employes and a fair return on property investment. 


Railroads as Employers 


Between 1920 and present, the railroads of the United 
States have employed an average of between a million and 
two million employes each year. The average number of em- 
ployes of class I railways in 1920, the end of the World War 
period of expansion in railroad employment, was 2,022,832, in 
contrast with 1,647,097 in 1916. Between 1920 and 1929 the 
average number of employes of class I railways fluctuated be- 
tween slightly over two million and one million six hundred 
thousand. There were 1,660,850 employes in 1929. From 1929 
the average number of employes declined steadily and rapidly 
to 971,196 in 1933. In 1934 there was a gain to 1,007,702 and in 
1935 a slight decrease to 994,371. 


The annual payroll of class I roads has ranged between 
$3,681,801,193 in 1920 and $1,403,840,833 in 1933, the lowest 
year since the World War. Since 1933, the total payroll has 
increased each year, reaching $1,643,878,510 in 1935. 


The average hourly wages of all class I railway employes 
is 68.6 cents an hour, and the average number of hours worked 
a year is 2,411, an average of about 46 hours an employe a 
week on a 52 weeks a year basis. The average wages of class I 
railroad employes was $1,653.18 a year, or approximately $31.80 
a week on a 52 weeks a year basis. 


_ The number of employes in each of the major classifica- 
tions of railroad employes and the average annual wages of the 
employes in each classification for class I railways for 1935 
are shown below:' 


Average number Average 
Classification ofemployes annual wages 
Executives, officials and staff assistants ...... 11,913 $5,410 
Professional, clerical and general employes . .163,074 1,795 
Maintenance of way and _ structures em- 
NE 5s ca cassia astm dacs i on al mick aaa tea ate 205,873 1,065 
Maintenance of equipment and stores em- 
NN: ie Diab ee Cale aie Caine ae aoe 2a 271,213 1,473 
Transportation employes, other than train, en- 
gine and yard employes ................. 122,920 1,476 
Yardmasters, switchtenders and hostlers .... 12,199 2,247 
Train and engine service employes .......... 206,866 2,216 


Public Investment in Railroads 


Individual investors, large and small, and institutions in- 
vesting the funds of their depositors, policyholders, or owners 
or the funds of others entrusted to their care, have a stake 
of about $18,000,000 in the private ownership and operation of 
the railroads. The railroads constituted one of the largest 
Single sources of income for invested funds among the public 
and semi-public institutions, as well as one of the most impor- 


: ‘Source: ‘‘A Yearbook of Railroad Information,’’ 1936 edition, Com- 
mittee on Public Relations of the Eastern Railroads, New York, pp. 
65-66, summarized from carrier’s monthly reports. 





tant single sources of tax revenue for the support of the federal, 
state, county, and municipal governments. 


The net national physical wealth of the continental United 
States for 1932 was estimated at approximately $247,000,000,000. 
Of this amount the net physical worth of the railroads and 
equipment was estimated at $17,754,000,000, or 7.16 per cent of 
the total net worth of the United States.* Other categories of 
property included in the net physical wealth estimate show 
that the railroads occupy fourth place in the order of relative 
importance, exceeded only by real estate, which forms about 
half of the national physical wealth, by personal property or 
chattels, and by public utility enterprises. 








Amount of net Percentage 

Census classification of property physical wealth, 1932 of total 
ee Se eee $106, 933,000,000 43.15 
Fees: GHUMEO, GROUNE cece ss cectereees 15,827,000,000 6.39 
Total reel Celate ....ccsccccseces $122,760,000,000 49.54 
EEE CONUS 5 oo cco 8 eee i 00a0 coe 30,665,000,000 12.37 
NE. SUN, cca bcd arses awa cases des 24, 136,000,000 9.74 
Railroads and their equipment ...... 17,754,000,000 7.16 
ST ON os danas 2s w wld wate’ 17,487,000,000 7.06 
Manufacturing machinery and tools . 15,886,000,000 6.41 
Rein iitindercanamiwiaxgeaaen 7,901,000,000 3.19 
Gold and silver, coin and bullion .... 4,763,000,000 1.92 
ROOT ECCS Pron 4,162,000,000 1.68 
Farm implements and machinery ...  2,303,000,000 93 
PRN: 05-60 :6ks Si cue oacmsationueixic wes $247,817,000,000 100.00 


The net amount of the par value of steam railroad capi- 
talization in the hands of the public, as of December 31, 1933, 
was reported by the Interstate Commerce Commission to be 
$18,830,912,324, including $11,656,138,729 of funded debt and 
$7,174,773,595 of stocks. These figures include all railroads 
except switching and terminal companies. Class I railways 
reported to the Commission, as of December 31, 1934, that the 
number of security owners at that time was 884,887 individuals 
and institutions. These reports of the number of security 
owners include duplications, due to the holding of the securities 
of two or more railroads by the same person or institution, 
and do not take into consideration that registered security 
holders, individual and institutional, may be trustees for more 
than one owner. The average holding of railroad securities 
for each security holder is estimated to be about $8,000, par 
value. 


No exact data with respect to the distribution of the 
ownership of the $11,600,000,000 of railroad funded debt are 
available, but an approximate idea of the distribution can be 
gleaned from fragmentary bits of evidence. The ownership 
of railroad securities by 49 legal reserve life insurance com- 
panies representing 92.1 per cent of the admitted assets of all 
legal reserve life insurance companies in the United States 
was reported as $2,888,510,000, of which $2,798,634,000 were 
bonds.’ If this figure is used, it is safe to estimate that the 
total investment of life insurance companies in railroad bonds 
cannot be far short of $3,000,000,000. 


It is estimated that about one-sixth of the total assets of 
mutual savings banks are represented by investments in rail- 
road bonds—an investment stake of $1,700,000,000. Commer- 
cial banks are estimated to own over $1,000,000,000 in railroad 
bonds. Educational institutions, including universities, col- 
leges, professional schools, and others, are estimated to own 
between $175,000,000 and $200,000,000 in railroad funds. Phil- 
anthropic foundations own between $200,000,000 and $250,- 
000,000 in railroad securities, from partial evidences available. 
Hospitals and medical institutions have, it is estimated, be- 
tween $150,000,000 and $200,000,000 invested in railroad bonds. 
Religious organizations and institutions are estimated to own 
between $64,000,000 and $75,000,000 in railroad funded debt. 
Other unclassified public and semi-public institutions are esti- 
mated to own not less than $687,000,000 in rail securities. In 
addition to these institutional investors, about 40 per cent of 
the total, or over $4,600,000,000 in railroad bonds, are held by 
business corporations and individual investors. These rough 
approximations of the distribution of the ownership of railroad 
funded debt may be summarized as follows: 


2?Doane, Robert Rutherford, ‘“‘SSummary of Evidence on the Na- 
tional Wealth, and Its Increasing Diffusion,’’ ‘“‘The Annalist,’’ July 26, 
1935, pages 115-118. 


3 ‘*Proceedings of the Twenty-Eighth Annual Convention of the As- 
sociations of Life Insurance Presidents,’’ pages 102-103. 
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Amount of 


investment in Percentage 

Types of investors railroad securities of total 
Individuals and business corporations .$ 4,640,000,000 40.0 
Life insurance companies ............ 3,000,000,000 25.0 
Mutual savings banks .......s.cesee0% 1,700,000,000 14.0 
PE MOINS 6 occ cdowdsneneewies 1,000,000,000 8.0 
Philanthropic foundations ............ 200,000,000 se 
Educational institutions .............. 200,000,000 pe 
Hospitals and medical institutions 175,000,000 1.4 
Religious inetitutions§ ..........2..0.. 70,000,000 6 
Other public and _ semi-public insti- 

Ee eter to ey ee 800,000,000 7.6 

PRSROD BOER |. os c's. 0:00 s0'sws be $11,600,000,000 100.0 


These figures are indicative of the important facts that, 
first, individual and corporate investors have a huge stake in 
the funded debt of privately owned and operated railroads as 
well as a large investment in railroad stocks; second, that fiscal 
institutions—including life and other insurance companies, sav- 
ings banks, commercial banks, and other provident and savings 
institutions—lean heavily on railroads to assure the safety of 
their policyholders and depositors; and, third, that educational 
institutions—including universities, colleges, and professional 
schools, hospitals, medical institutions, welfare agencies, and 
religious institutions—depend heavily on the railroads for finan- 
cial stability. 

The dependence of educational, charitable, and religious 
organizations on these investments tends to increase year by 
year as benefactors contribute to the endowments of these 
institutions. 

The financial welfare of the railroads concerns not only 
the railroad management but also insurance policyholders; 
depositors in mutual savings banks; depositors in commercial 
banks and trust companies; the beneficiaries in trust funds and 
estates; scientific research workers; students in universities, 
colleges, and professional schools, as well as teachers and 
administrators in these institutions; those receiving hospitaliza- 
tion and medical treatment; those benefiting from the results 
of research work; and, members and officers in religious insti- 
tutions. 

John Price Jones several years ago summed the situation 
up by stating: 

Two points of great significance and interest are apparent from 
.... the facts regarding American railways as an investment medium. 
First, those business men and bankers who are entrusted with the safe- 
keeping of great public and semi-public funds have judged the railways 
as a prime security for the continued integrity of their productive and 
reserve capital. Second, the continued welfare of the railways is inex- 
tricably bound up, on the one hand, with the cultural development of 
our civilization and, on the other hand, with the future economic se- 
curity and independence of millions of individuals.+ 


Railroads and Taxes 
The railroads are among the most important sources of tax 
revenues for municipal, county, state, and federal governmental 
support in the United States. The tax payments are not only 
large in the aggregate, but represent nearly 7 per cent of rail- 
road gross operating revenues. Approximately 7 cents of each 
dollar of earnings is paid by railroads in taxes. 


In the twenty year period from 1916 to 1935, the taxes paid 
by first class railroads have ranged between a little over $157,- 
000,000 in 1916 to nearly $400,000,000 in 1929. In the same 
period, the percentage of gross revenues of these carriers paid 
in taxes has ranged between 4.37 per cent in 1916 to 8.80 per 
cent in 1932. Taxes tended to increase in the years between 
1920 and 1929 when railroad revenues were increasing, as they 
did in most years, but when railroad revenues shrunk, after 
1929, taxes did not decrease proportionately so that they con- 
sumed larger proportions of the carriers’ gross revenues. The 
dividend payments made to stockholders by class I carriers 
between 1916 and 1935 have ranged between a low of a little 
over $92,000,000 in 1932 to over $500,000,000 in 1930. The aver- 
age dividend rate in the same period varied from 1.1 per cent 
in 1932 to 6 per cent in 1929 and 1930. Prior to 1931 the divi- 
dends paid by carriers tended to exceed taxes, but since that 
year tax payments have been considerably greater than divi- 
dend payments. 

The amount of taxes paid, dividend payments, and the ratio 
of tax payments to gross operating revenues for representative 
years between 1916 and 1935 are shown below: 


Rate Rate 

Year Dividend payments per cent Tax payments per cent 
as $306,176,937 4.4 $157,113,372 4.37 
Se 271,731,699 3.8 272,061,453 4.40 
ee 399,243,963 5.2 388,922,852 6.09 
err 490,125,673 6.0 396,682,634 6.32 
SEAS. entind cen ae ne 497,024,912 6.0 348,553,953 6.60 
Cw ice wets Wowk 92,354,322 1.1 275,135,399 8.80 
a 126,282,306 1.5 236,944,985 6.86 

*Jones, John Price, ‘‘Our Stake in the Railroads,’ ‘‘Barron’s,”’ 


February 29, 1932, page 8. 
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Railroads as Buyers 


Like all other large industries, railroads are important cus- 
tomers of the basic industries. They buy nearly 25 per cent of 
the total national production of bituminous coal. They buy 
nearly 20 per cent of all fuel oil produced. They purchase 
directly about 16 per cent of the total forest products and about 
17 per cent of the total iron and steel products, as well as large 
quantities of many other important commodities. Large as these 
purchases are, the amounts are greatly increased by the com- 
modities purchased by railroad equipment manufacturers, con- 
tractors doing railroad work, and others who do work for or 
manufacture articles for railroads. 

Railroad purchases of materials and supplies in recent 
years have varied between $1,738,703,000 in 1923 and a low of 
$445,000,000 in 1932. In 1935, class I railroads spent $593,025,- 
000 for materials and supplies. 


Value of Railroad Service 


The railroads play an important role in the development of 
American industry. As connecting lines and competitors they 
form an indispensable part of the national transportation sys- 
tem comprising, besides the railroads, coastwise, intercoastal, 
and inland water carriers; motor truck and bus transportation 
facilities; pipe lines, and airways. 

Through improved transportation services, industry is as- 
sured the prompt transportation and delivery of goods; the 
transportation services needed for the production, manufacture, 
distribution, and consumption of goods; reduced inventories of 
goods; savings in storage facilities; more efficient use of ware- 
house facilities; savings in interest charges on goods in transit; 
reduced insurance charges; and reduced loss and damage of 
goods. Passengers get improved services at reduced rates to 
facilitate business and social travel. 

Continual efforts to improve transportation services, cease- 
less striving for improved services and to reduce costs must be 
exerted to extend the usefulness of transportation to commerce 
and industry and to social and political development. 


Railroad Public Relations 


Virtually every important railroad in the United States has 
organized channels through which its many relationships with 
the public are presented through advertising; through news- 
paper and periodical publicity; through radio broadcasting; 
through addresses to business, professional, and civic organiza- 
tions; and through printed presentations of the railroad’s point 
of view. 

Collectively, the railroads present the railroad attitude and 
policy through several national or sectional railroad organiza- 
tions. 

The Association of American Railroads, with headquarters 
at Washington, D. C., not only consists of various railroad tech- 
nical associations but also deals with public relations in order 
to bring about a better understanding and appreciation of rail- 
road problems, progress, and achievement on the part of the 
public. This work is done by the association with the coopera- 
tion of the individual railroads comprising the association pur- 
suant to a unanimous resolution adopted by the member roads 
in November, 1935. 

The purpose of the program is thus stated by the associa- 
tion: 

The presentation of facts to the American public in such fashion 
that the public may realize that the railroads are today as essential as 
they ever were; that they are enterprising, progressive and competently 
operated; that they have problems and difficulties, as other industries 
do, but that they have in themselves the inherent strength and capacity 
to meet and solve these problems, if given equal treatment and oppor- 
tunity at the hands of public authority.® 

The next few months after the establishment of the pro- 
gram in November, 1935, were devoted to studies and prelimini- 
nary plans, the formulaiton of a comprehensive public relations 
program and the development of a public relations staff under 
the direction of Robert S. Henry, assistant to the president of 
the Association of American Railroads. 

The first step toward enlisting the active personal interest 
of the executives of all member lines in the improvement of the 
public attitude toward the railroads was taken at a meeting in 
Chicago, December 11, 1935, attended by representatives of 
fifty-seven railroads and several railway organizations. 

January 2, 1936, an advisory committee on public relations, 
composed of public relations representatives of leading rail- 
roads, as well as the Pullman Company, the Railway Express 
Agency, and the eastern and western committees on public 
relations, was appointed for the purpose of giving the associa- 
tion staff expert opinion and advice on all matters pertaining 
to the program. 

Since its organization, the advisory committee has met 


5 Memorandum, April 2, 1937, Robert S. Henry, Assistant to the 
President, Association of American Railroads. 
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monthly to review the progress of the public relations work, to 
map future plans, and discuss matters of common interest. 

The appearance on June 14, 1936, of the first of a series of 
advertisements in magazines of national circulation was the 
“opening gun” that launched the public relations program of 
the association and affiliated railroads. Beginning with June, 
1936, these advertisements have appeared monthly in some 32 
magazines and journals of national circulation, estimated to 
reach some 22 million readers monthly. This series of monthly 
magazine advertisements is only one of several major projects 
undertaken by the railroads under their coordinated public 
relations program. 

The major advertising of the railroads continues to be done 
in newspapers. Approximately 85 per cent of the expenditures 
of the industry for publication advertising are made in news- 
papers and the other 15 per cent in magazines. The coordinated 
program in which the industry is now engaged recommends a 
more intensive use of newspaper advertising by individual rail- 
roads or groups of railroads. In the first year of the program 
there was a substantial increase in railroad advertising in news- 
papers, much of it based on adaptations of the themes developed 
in the association’s general advertising. 

The association’s general advertising was adapted, also, for 
use in railway time tables, dining car menus, railroad employe 
magazines, booklets and pamplets, station posters, bulletin 
board announcements, suburban car cards, window cards, and a 
variety of other forms. 

The program includes other features than advertising. The 
association staff prepares and the individual railroads and their 
employes make use of a variety of other services and material 
designed to place before the public the facts about railroads. 
These services include: 

1. Distribution of news and feature stories about railroads. 

2. Collection and distribution of photographic material about rail- 
roads. 

3. Production and exhibition of slide film talking pictures. 

1. Production and distribution of booklets and pamphlets, including 
reprints of articles in leading magazines. 

5. Production and distribution of envelope inserts in various forms, 
including blotters. 

6. Collection and distribution of material useful to speakers on 
railroad transportation subjects. 


Much of this material is placed in the hands of railroads 
and railroad men for distribution and some is distributed di- 
rectly by the Association of American Railroads.° 

The Eastern Railroad Presidents’ Conference maintains a 
committee on public relations with headquarters in New York. 
It publishes “Railroad Data,’ a weekly service that contains 
news and comments dealing with railroad transportation and 
problems. The committee attempts to furnish facts without 
conclusions to the public generally and to students of trans- 
portation as a task in the field of public education. The com- 
mittee on public relations of the Western Association of Rail- 
way Executives undertakes a similar task for the railroads in 
the western part of the United States. 

The Bureau of Railway Economics, with headquarters in 
Washington, functions as a research organization in the eco- 
nomic and regulatory phases of railroad transportation. It pub- 
lishes studies of railroad operation, taxation, regulation, and 
other matters of vital importance to railroad transportation. 
Experts of the bureau frequently prepare and present testimony 
and exhibits on behalf of the railroads. 


These organizations are maintained by the railroads as 
spokesman organizations. Other organizations composed of rail- 
road officers and employes in their private capacities are en- 
gaged in technical and public relations matters unofficially. 

The Transportation Association of America is a nation-wide 
organization representing businesss organizations, institutions, 
and individuals interested in transportation representing indus- 
tries, transportation companies of all sorts, including railroads, 
and individuals in many different businesses and professions 
and was organized in 1934. This organization is “a non-political 
and non-profit organization dedicated to research, planning, and 
public education on transportation problems; to the develop- 
ment of a sound policy on transportation; and to the encourage- 
ment of an adequate and balanced system of transportation 
under private ownership, competitively operated in the public 
interest.” 

The program of the Transportation Association embraces: 
* 1. Research for the ascertainment of the facts of government owner- 
ship. 


2. Research looking toward the development of an adequate and 
balanced system of transportation. 

*The writer is indebted for this statement of the public relations 
program of the Association of American Railroads to Mr. Robert S. 
Henry, Assistant to the President, Association of American Railroads. 
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3. A program of education for conveying to the public full knowl- 
edge of the facts obtained by research. 


Acknowledgments 


In concluding this series of nineteen articles on Railroad 
Organization, Operation, and Traffic, the author wishes to ex- 
press his appreciation especially to several persons and organi- 
zations whose assistance is greatly appreciated. The author 
assumes full responsibility with respect to the materials used 
and for the opinions expressed. He wishes to thank particularly 
the editor and manager of The Traffic World, who is also chair- 
man of the board of directors of the Associated Traffic Clubs of 
America, for his cooperation in publishing these articles, which 
parallel the subjects in the study course in railroad organiza- 
tion, operation, and traffic, authorized by the board of directors 
of the Associated Traffic Clubs and prepared by its committee 
on education and research. 

Thanks for assistance are also due to: J. H. Butler, traffic 
executive, Railway Express Agency, Inc.; J. J. Pelley, president, 
Association of American Railroads; Robert S. Henry, assistant 
to the president, Association of American Railroads; J. M. Fitz- 
gerald, vice-chairman, Committee on Public Relations of the 
Eastern Railroads; Donald D. Conn, executive vice-president, 
Transportation Association of America; Walter Bockstahler, 
merchandise traffic manager, Baltimore and Ohio Railroad; J. 
R. Turney, formerly director, Section of Transportation Service, 
Federal Coordinator of Transportation; Dr. Julius Parmelee, 
director, Bureau of Railway Economics; T. B. Curtis, general 
agent, C. and W. C. Railway; Homer S. Snow, vice-president 
and traffic manager, American Zinc, Lead and Smelting Co., 
and president, Associated Traffic Clubs of America; W. C. Hull, 
assistant vice-president, Chesapeake and Ohio Railway. 


ROCK ISLAND REORGANIZATION 


In Finance No. 10028, reorganization of the Rock Island, 
James G. Blaine, Vincent Cullen and James R. Trowbridge, a 
protective committee for the holders of the first mortgage 4% 
per cent bonds of the Rock Island, Arkansas & Louisiana, ask 
the Commission, in a supplemental application, to approve a 
revision of their deposit agreement so as to provide for com- 
pensation and reimbursement of expenses for three years since 
1934, the total being $98,912. Compensation covered is $46,500. 
The revised deposit agreement, if approved, would authorize 
a lien of not exceeding 242 per cent of the face of the bonds 
deposited with the committee, the total of deposited bonds 
being $2,096,500, to provide the fund from which the payments 
would be made. 


ROCK ISLAND & DARDANELLE ABANDONMENT 


Examiner C. P. Howard, in Finance No. 10995, Rock Island 
& Dardanelle Railway Co. et al. trustees’ abandonment, has 
recommended authorizing the trustees of the Chicago, ‘Rock 
Island & Pacific to abandon operation of the Rock Island & 
Dardanelle Railway Co. in Yeli County, Ark., and, as trustees 
of the last named company, abandonment of its entire line. 
The line proposed to be abandoned is about 14 miles long. 
The Arkansas commission recommended that the application be 
denied, but if it be granted, it be limited to interstate and foreign 
commerce. 


ALABAMA & FLORIDA ACQUISITION 

The Commission, division 4, in Finance No. 11516, Alabama 
& Florida Railroad Co. acquisition, has authorized acquisition 
and operation by the carrier mentioned of the railroad proper- 
ties, in Houston county, Ala., and Jackson county, Fla., for- 
merly owned by the Alabama, Florida & Gulf, a line about 
twenty-nine miles long. 

The same day the Commission made public finance ap- 
plication No. 11630, in which the Alabama & Florida asks 
authority to issue securities, consisting of 100 shares of $100 
par a share of stock to be sold for cash to pay the purchase 
price. 


GRAIN RATE PROTESTED 
Tex-O-Kan Flour Mills Co. et al. of Texas have filed a peti- 
tion with the Maritime Commission requesting suspension of the 
proposed increased rate of 4 cents a 100 pounds on grain and 
flour, from Gulf ports to north Atlantic ports, as contained in 
supplement 53 to Sedgman’s SB 12 and supplement 10 to Bull 
S. S. Line’s SB 89, filed to become effective May 1. 


LATIMER AND SECURITY BOARD 


Murray W. Latimer, chairman of the Railroad Retirement 
Board, who was nominated some time ago by President Roose- 
velt to be a member of the Social Security Board, it has de- 
veloped, cannot qualify for the latter place because he is a 
Democrat while, under the law, a Republican must be ap- 
pointed. Mr. Latimer says he prefers to remain on the Rail- 
road Retirement Board. 
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MOTOR EXEMPT AREAS DEFINED 


The Traffic World New York Bureau 


The Merchants’ Truckmen’s Bureau of New York and other 
motor carrier bodies in the local industry of the greatest 
metropolitan zone, dissatisfied with the ruling of the Commis- 
sion defining the area of what is known as the metropolitan 
zone in which truckowners would be exempt from the opera- 
tions of the motor carrier act, plan to call a meeting to consider 
some sort of appeal from the decision or at least to ask for a 
rehearing. 

The motor carriers claim that the area defined by the 
Commission is not large enough. They contend that it should 
embrace what has been laid out by the Merchants’ Association 
of New York for years and generally accepted as the metro- 
politan area. It covers a territory within a circumference of 
45 miles from City Hall, N. Y. Thus it would reach out to parts 
of New Jersey, Connecticut and outer New York. Motor carrier 
company officials say that, if this large area was not accepted 
by the Commission, at least the district laid out by the Depart- 
ment of Commerce, which is slightly smaller than that laid out 
by the Merchants’ Association, should be. 

William H. Chandler, traffic manager of the Merchants’ 
Association, said he planned to call a meeting the end of this 
week or early next week to which all those interested would 
be invited. He said the enlarged district that the Merchants’ 
Association metropolitan area map laid out was one in which 
the motor carrier trucks operated locally and trucks regularly 
delivered goods in such district. 

The area which the Commission defines stretches out to 
Valley Stream, Long Island, northerly to North Pelham, New 
York, and Alpine in New Jersey and west to the east shore of 
Newark Bay and Staten Island Sound. Newark, N. J., is left 
out of the picture. It also leaves out the industrial sections of 
Elizabeth, Linden, New Brunswick and Perth Amboy in New 
Jersey and eliminates any part of Connecticut. 


In defining the commercial zones of Chicago, New York and 
St. Louis-East St. Louis, the Commission, division 5, made a 
start in a part of its motor carrier work which was expected, 
as soon as the motor carrier act was passed, to give it a long 
continuing task (see Traffic World, April 17). The definitions 
were made in MC C-3, Chicago, Ill., commercial zone; MC C-2, 
New York, N. Y., commercial zone; and MC C-1, St. Louis, 
Mo.-East St. Louis, Ill., commercial zone. Each zone is defined 
in a separate report. The order establishing the zones in each 
case is to be effective thirty days from its date, which is April 5. 

With respect to the Chicago zone report, a footnote says it 
does not embrace that part of the investigation relating to 
classifications of groups of motor carriers. A footnote to the 
New York report says this proceeding also embraces an investi- 
gation to determine what classification of motor carriers, if 
any, within the area herein determined should be established 
under section 204 (c) of the motor carrier act. That issue, the 
note added, would not be considered in this report. The St. 
Louis report has a footnote as to classifications like that in the 
Chicago report. 

Zones delimited in these reports are those adjacent to and 
commercially a part of the cities mentioned and contiguous 
municipalities, in which transportation by motor vehicle in 
interstate or foreign commerce, not under a common control, 
management, or arrangement for a continuous carriage or ship- 
ment to or from a point beyond the zone, is partially exempt 
from regulation under section 203 (b) (8) of the motor carrier 
act. 


The Commission in concluding its discussion of the facts 
brought out at the hearing on which the Chicago report is 
based, says: 


The largest area contended for, that of the Cartage Exchange of 
Chicago, extends to Camp Logan, IIll., on the north, Richmond, II1., 
on the northwest, Woodstock and Aurora, Ill., on the west, Morris, 
Ill., on the southwest, Kankakee on the south, and Valparaiso on the 
southeast. That area is within a radius of approximately 50 miles from 
a central point in Chicago. 

The line-haul motor carriers and the rail carriers contend that the 
definition of an area larger than the Chicago switching district would 
be detrimental to the public interest and the interest of motor car- 
riers generally. They further contend that the area beyond the switch- 
ing limits cannot be considered within the Chicago commercial zone, 
because it is made up for the most part of farm lands, residential dis- 
tricts, recreational centers, and forest reserves. 

Here, as in other proceedings involving similar issues, we must de- 
termine and define as the commercial zone of a city and its contiguous 
municipalities that area within which transportation by motor vehicle 
is in the nature of an intraterminal movement. Because of its area, 
population, and numerous commercial activities, the commercial zone 
of Chicago embraces a large territory. However, we do not believe, as 
many of the parties contend, that the commercial zone extends as far 
as Waukegan on the north, Elgin and Aurora on the west, and Joliet 
on the southwest. Although numerous manufacturers at Elgin, Aurora, 
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and Joliet maintain sales offices and warehouses in Chicago and the 
railroads accord suburban service between Chicago and these points, we 
believe that transportation by motor carrier between these points and 
Chicago is an over-the-road or inter-terminal service and is not subject 
to the exemption in section 203 (b) (8). 


The finding in the New York case follows: 


We find that the zone adjacent to and commercially a part of New 
York, N. Y., and contiguous municipalities in which transportation by 
motor vehicle in interstate or foreign commerce, not under a common 
control, management, or arrangement for a continuous carriage or 
shipment to or from a point beyond the zone, is at present partially 
exempt from regulation under section 203 (b) (8) consists of the follow- 
ing: New York, Yonkers, Mount Vernon, North Pelham, Pelham, Pel- 
ham Manor, Great Neck Estates, Floral Park, and Valley Stream, N. 
Y.; Englewood, N. J.; Alpine, Tenafly, Englewood Cliffs, Leonia, Fort 
Lee, Edgewater, Cliffside Park, Fairview, Palisades Park, and Ridge- 
field Boroughs, Bergen County, N. J.; and that part of Hudson County, 
N. J., east of the Hackensack River and Newark Bay. 


The finding in the St. Louis-East St. Louis case follows: 


We find that the application of all provisions of the Motor Carrier 
Act, 1935, to transportation by motor vehicle between Belleville, on the 
one hand, and points in the St. Louis-East St. Louis commercial zone, 
on the other, is and will be necessary to carry out the policy of Con- 
gress enunciated in section 202 (a) and that the exemption with re- 
spect to such transportation provided in section 203 (b) (8) should be 
removed. 

We further find that the zone adjacent to and commercially a part 
of St. Louis, East St. Louis, and contiguous municipalities, in which 
transportation by motor vehicle in interstate or foreign commerce, not 
under a common control, management, or arrangement for a continuous 
carriage or shipment to or from a point beyond the zone will, until 
further order, be partially exempt from regulation, is the area within 
the corporate limits of St. Louis, University City, Clayton, Richmond 
Heights, Brentwood, Maplewood, Webster Groves, and Shrewsbury, 
Mo.; that part of St. Louis County, Mo., north of University City, Mo., 
west of St. Louis, Mo., and east and south of a line extending north- 
ward from the corporate limits of University City along Hanley Road 
to Page Avenue, thence southeastward along Page Avenue to St, 
Charles Rock Road, thence southeastward along St. Charles Rock 
Road to Lucas and Hunt Road, thence northeastward along Lucas and 
Hunt Road to Hord Avenue, thence northeastward and southeastward 
along Hord Avenue to Jennings Station Road, thence northeastward 
along Jennings Station Road to Ferry Road, thence southeastward along 
Ferry Road to the corporate limits of St. Louis; that part of St. Louis 
County, Mo., south of Webster Groves and Shrewsbury, Mo., south and 
west of St. Louis, Mo., west of the Mississippi River, and east and 
north of a line extending southeastward from the corporate limits of 
Webster Groves along Grant Road to Gravois Road, thence southwest- 
ward along Gravois Road to Musick Avenue, thence southeastward 
along Musick Avenue to Green Park Road, thence southeastward and 
eastward along Green Park Road to Lemay Ferry Road, thence south- 
westward along Lemay Ferry Road to Jefferson Barracks Road, thence 
southeastward along Jefferson Barracks Road to the limits of Jefferson 
Barracks, Mo., thence northeastward and eastward along the limits of 
Jefferson Barracks to the Mississippi River; and the area within the cor- 
porate limits of East St. Louis, Nameoki, Granite City, Madison, 
Venice, Brooklyn, National City, Fairmont City, Washington Park, and 
Monsanto, Ill. 


TEXAS TRUCK REGULATION 


The bill by Rep. Fred Knetsch exempting private com- 
mercial trucks from the motor carrier act has been passed 
finally by both branches of the Texas legislature. The new 
law is the outcome of the recent decision of the state supreme 
court in the case of the New Way Lumber Company, in which 
the court held that operations of trucks by private companies, 
firms, or individuals for delivery of their own products, which 
operations had previously been considered as not included in 
the motor act, were subject to regulation as contract carriers 
by the state railroad commission. 

The new act, as finally passed, would permit licensing as 
private commercial carriers of persons or firms with an estab- 
lished place of business, engaged in a business other than the 
transportation of property for hire, and which transports its 
property as an incident to the main business purpose. Posses- 
sion of property under a bona fide consignment contract would 
be deemed ownership if the consignment was incidental to the 
established business. 


The new law provides that bona fide employes, agents and 
consignees of a single principle exclusively engaged in the dis- 
tribution of the principal’s products also would be entitled to 
a private commercial carrier’s permit. , 

Persons transporting their own farm implements, supplies, 
household goods, agricultural products, live stock, feedstuffs, 
logs to a mill or railroad and milk or cream to a creamery or 
cheese factory, are exempt from the act. 

A billing fee of $5 for private commercial carrier permits 
was authorized. The railroad commission would use the in- 
come from this source for enforcement. 
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TRUCK COMMODITY MOVEMENT 


Commodity movements by truck in March, 1937, increased 
95.93 per cent over March of last year, according to the monthly 
survey of truck loadings issued by the American Trucking 
Associations, Inc. 

The March figures represent approximately the same in- 
crease over tonnage hauled by truck in February, 1937, and 
an increase of 19.6 per cent over the monthly average for 1936. 

The survey, designed to show merely the trend in com- 
modity movement by truck, is based on comparable reports 
received from 127 motor carriers in 32 states and the District 
of Columbia. 

The actual tonnage reported for March was 477,600 tons, 
as compared with 379,140 in February, 1937, and 379,242 in 
March, 1936. The March traffic showed increases over Febru- 
ary and March, 1936, in most commodities, though some car- 
riers reported that their tonnage was decreased due to labor 
trouble in the automotive, soft coal, and trucking industries. 

The truck loading index figure for March, 1937, which is 
based on the monthly average for 1936 as representing 100, 
stands at 119.67. 


By far the largest movement of freight was in the general 
merchandise class, which accounted for more than 55 per cent 
of the total tonnage. The hauling of general merchandise 
showed an increase in March of 23.40 per cent over February 
and 23.38 per cent over March, 1936. The movement of house- 
hold goods was up 20.3 per cent compared with last month. 
while petroleum products increased 11.67; automobiles, 66.29; 
iron and steel, 2.51; groceries, 30.47; tobacco, 56.17 per cent. 


MOTOR BUREAU RULINGS 


The following are administrative rulings of the Bureau of 
Motor Carriers, made in response to questions propounded by 
the public, indicating what is deemed by the bureau to be the 
correct application and interpretation of the act. Rulings of 
this kind are tentative and provisional and are made in the 
absence of authoritative decisions on the subject by the Com- 
mission: 


Question: An interstate operation instituted between June 1, 1935. 
and October 15, 1935, concerning which an application for certificate 
was made prior to February 12, 1936, has been continuous to the pres- 
ent. Applicant, prior to the determination of the application, seeks to 
transfer his right to operate and asks that the proposed transferee be 
substituted as applicant and be permitted to continue the operations 
pending determination of the application. Are such operating rights 
transferable? 

Answer: Such rights are transferable, upon approval of the Com- 
mission, in cases in which the Commission has found a transfer thereof 
to be consistent with the public interest. 

The above ruling, which is in conformity with the supplemental 
report of the Commission in Docket No. MC-F 11, decided February 15, 
1937, supersedes original Ruling No. 41, issued November 7, 1936. 

Question: Are motor vehicles engaged exclusively in the transpor- 
tation of cheese, buttermilk, Vitamin D milk, and pasteurized milk 
subject to the exemption in Section 203 (b) (6) of the Motor Carrier 
Act, 1935? 

Answer: The term ‘‘agricultural commodities’’ as used in Section 
203 (b) (6) is interpreted to include dairy products but not the manu- 
factured products thereof. Cheese, buttermilk, Vitamin D milk, and 
pasteurized milk are deemed manufactured products, and therefore 
motor vehicles engaged exclusively in the transportation of such com- 
eaten are not subject to the exemption in Section 203 (b) (6) of the 

ct. 

Question: Are race horses and polo ponies livestock within the 
meaning of Section 203 (b) (6) of the Motor-Carrier Act, 1935? 

Answer: Race horses and -polo ponies are livestock within the 
meaning of that section. 

Question: A motor vehicle operated in interstate commerce by a 
motor carrier is used exclusively in transporting top soil, which is as- 
sumed to mean rich and fertile soil. Is the vehicle subject to the ex- 
emption set forth in Section 203 (b) (6) of the Motor Carrier Act, 1935? 

Answer: No. Top soil is not an agricultural commodity. It is in 
the same class as sand, gravel, rock, or coal, which are not agricultural 
commodities subject to the exemption. 

Question: Are motor vehicles which are engaged exclusively in the 
transportation of canned fish (including canned shell fish) subject to 
pm Sone contained in Section 203 (b) (6) of the Motor Carrier 
Act, 1935? 

Answer: No. The parenthetical phrase ‘‘not including manufactured 
products thereof’ is held to modify fish (including shell fish) as well 
as to modify agricultural commodities. Canned or processed fish (in- 
cluding shell fish) are manufactured products thereof and motor ve- 
hicles engaged exclusively in their transportation are not exempt. (See 
Rags that canned fruits and canned vegetables are manufactured 

roducts. ) 

Question: Is a person who is engaged in transportation in intra- 
state commerce by motor vehicle as a regular occupation or business 
Subject to the Motor Carrier Act, 1935, if he also engages in the casual 
or occasional transportation of passengers of property in interstate or 
foreign commerce? 

Answer: Yes. The provision of Section 203 (b) (9) applies only 
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when a person is not engaged in transportation by motor vehicle as a 
regular business. 

Question: A common carrier of passengers by motor vehicle holding 
an intrastate certificate of public convenience and necessity from State 
X is engaged in the transportation of passengers in interstate commerce 
over a regular route between points A and B in that state. Is the car- 
rier within the terms of the second proviso of section 206 (a) and so 
exempted from the requirements of obtaining a certificate of public 
convenience and necessity from the Interstate Commerce Commission: 
(a) If the carrier also conducts a separate operation in the transporta- 
tion of passengers in interstate commerce between points within the 
state of Y? (b) If the carrier extends its interstate transportation 
service from State X to a point in State Y? (c) If the carrier inau- 
gurates or conducts a separate passenger operation from point C in 
State X to a point in State Y? (d) If the carrier engages in special 
or charter service to points outside of State X? 

Answer: In each of the above situations the carrier is not engaged 
in operation solely within a single state, and hence is required to ob- 
tain a certificate of public convenience and necessity from the Inter- 


state Commerce Commission authorizing all of its interstate transpor- 
tation service. 

Question: A motor carrier having ‘‘grandfather’’ rights has been 
engaged in transporting general merchandise. It has used only ordinary 
open or closed freight trucks. The general merchandise transported by 
it included oil in containers. It desires to transport oil in tank trucks. 
May it do so without obtaining additional authority therefor under 
Section 206 or Section 209 of the Motor Carrier Act, 1935? 

Answer: No. Transportation in tank trucks is a different kind of 
service from transportation of the same commodity in containers. 


MOTOR ACT ENFORCEMENT 


Warren Davidson, doing business as Middlestate Garage 
and Warren Davidson Motor Sales, Omaha, Neb., has been 
named as defendant in an injunction proceeding filed by the 
Commission before Judge James A. Donohue at Omaha, ac- 
cording to advices received by the Bureau of Motor Carriers. 
Investigation by the bureau, it was stated, conducted over a 
period of several months in and around Omaha and on the 
Pacific coast, disclosed that the defendant was engaged in the 
business of buying and selling used cars and in transporting 
them from Omaha, the place of purchase, to various Pacific 
coast points for delivery to car dealers. 

Incidental to his main business, it was stated, it was found 
that he was advertising for drivers and passengers from whom 
he collected various amounts in payment for transportation 
from Omaha to the various Pacific coast points. Davidson, it 
was stated, maintained he transported the passengers for com- 
pensation merely as a share-the-expense plan. The Commis- 
sion’s contention, it was stated, was that in so far as Davidson 
transported passengers regularly for compensation, he was 
engaged in business as a common carrier transporting pas- 
sengers in interstate commerce and was subject to the provi- 
sions of the motor carrier act. It is alleged that because he 
has not obtained authority from the Commission or filed 
tariffs of his fares and charges he is in violation of the act. 
The purpose of the proceeding, it was stated, was to restrain 
him from continuing in his passenger operations until such time 
as he complied with the motor carrier act. A preliminary hear- 
ing was scheduled for April 26. The Commission is represented 
by U. S. District Attorney Joseph T. Votava of Omaha, and by 
its attorneys, Jack Garrett Scott and A. S. Mason. 

The Commission has been advised that, on its complaint, 
the federal court in Kentucky has enjoined C. W. Marshall 
and T. F. Herron from operating in interstate commerce until 
they have obtained a certificate or taken other steps entitling 
them to operate as common carriers. (See Traffic World, 
April 10, p. 788.) 


GASOLINE TAX COSTS 


“State gasoline taxes cost motorists $694,611,303 net in 
1936, a new all-time high, and 12.7 per cent, or $77,759,632, 
above the 1935 cost of $616,851,671, according to preliminary 
estimates of the American Petroleum Industries Committee,” 
says the committee, adding: 





Actually motorists paid far more, the $186,321,449 representing du- 
plicating federal gasoline taxes in 1936, increasing the tax bill to $880,- 
932,752, this total further being enlarged by the cost of county and city 
levies, unrecorded but believed to run into additional millions of dol- 
lars. 

The gain in tax receipts of 12.7 per cent is greater than the 10.75 
per cent gain in gasoline gallonage, this marginal increase of around 
$12,000,000 being ascribed in large part to elimination of evasion in 
several states. In past years approximately six per cent of total gaso- 
line consumed has been non-taxable on the assumption it was used for 
non-highway purposes, and frauds under refund and exemption laws 
have been a large source of financial loss to the states. Administrators 
now are inclined to favor the elimination of exemptions and refunds as 
an aid to law enforcement and complete collection of the tax. 


“The remarkable gain in state gasoline tax revenues—esti- 
mated at $7,759,632 in one year—apparently is the beginning 
of a trend toward greater consumption and therefore to greater 
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revenues,” said Baird H. Markham, director of the committee. 
“The continued growth in motor vehicle registrations, which 
recorded a gain of around 2,000,000 last year, and in the num- 
ber of taxpayers, should make possible the reduction of exces- 
sive tax rates in a number of states in the near future 
without greatly curtailing revenues. Reasonable rates would 
help in solving the evasion problem, and simultaneously tend 
to encourage business. 

“While it is difficult exactly to ascribe reasons for the 
growth of state gasoline tax collections in 1936, the curtailment 
of evasion probably was a large factor. Also, we cannot over- 
loek the probability that the postponement of motor vehicle 
registration dates helped. More than half the states now regis- 
ter motor vehicles in the spring instead of on January 1, thus 
encouraging winter driving and automatically increasing tax 
revenues.” 

The following table shows the growth of gasoline tax costs 
in recent years: 


Year State Tax Federal Tax Total 
ee ee $694,611,303* $186,321,449 $880,932,752 
SE Te biG Aa sh whe 3a od wae 616,851,671 172,262,481 789,114,152 
en eee 565,139,596 170,109,270 735,248,866 
RG cb6v wow bebe Wee 518,195,712 181,125,988 699,321,700 
Ps cGavvbassssthiendye 513,047,239 62,839,827; 575,887,066 
EY Sob ino ois Seine ee & ae = =—~—~—«Cw ew S'S 536,397,458 
iKeececten 493,865,117 


DE! Wu ships boere tenner 493,865,117 


*Preliminary estimate. 
tFirst effective June 21, 1932. 


Since 1924 the national average annual gasoline tax bill 
paid on a motor vehicle has increased to $35.90 from $8.22, ac- 
cording to an analysis of the growth of automotive taxation 
in the United States made by the American Petroleum Indus- 
tries Committee, which says: 


In 1924 a national average tax of only 2.06 cents per gallon was 
levied on gasoline. Today state and federal taxes average above 5 cents 
per gallon. At the same time the use of automobiles has expanded 
rapidly. In 1924 the average annual consumption of motor vehicles was 
401 gallons. Last year an average of 671 gallons per vehicle was used, a 
gain of 70 per cent. In other words, vehicles now travel farther and 
pay more taxes at higher rates. 

Added to the higher rates of gasoline taxation and expanding an- 
nual use per motor vehicle, a third factor, that has swollen gasoline tax 
receipts to the states, is seen in the remarkable increase in registrations 
of motor vehicles. In 1924 there were 17,591,981 motor vehicles oper- 
ating on American highways. In 1936 there were more than 28,000,000, 
an increase of about 60 per cent. Thus, points out the committee, auto- 
mobile tax receipts would have shown substantial gains if gasoline tax 
rates had remained stationary. 

After remaining below the 1930 level for five years, motor vehicle 
registrations last year increased by 2,000,000. A similar increase is pre- 
dicted by the automobile industry for 1937. Under current tax rates 
an increase of 1,000,000 cars yields $35,900,000 in gasoline taxes, and on 
this basis the increased registrations last year produced $71,800,000 ad- 
ditional gasoline tax revenue. If the expected increase in registrations 
takes place this year, in 1938 there will be 4,000,000 more automobiles 
on the highways than in 1935, and they will swell annual gasoline tax 
receipts by the federal and state governments by $143,600,000. Those 
increased registrations for the two-year period will also add $50,000,000 
annually to the registration fees received by the states. 


PAYMENT OF MOTOR CHARGES 


The National Industrial Traffic League, in its exception to 
the report proposed by Examiner Coyle, Ex Parte No. MC 1, 
payment of rates and charges by motor carriers, says the 
examiner errs in finding No. 1 that a period of eight days, 
excluding Sundays and legal holidays, is the proper maximum 
period for which common carriers by motor vehicle “may 
extend credit” and in failing to find that the Commission, 
in prescribing rules and regulations governing the extension of 
credit, should find the period as fiteen days from the time of 
presentation to the shipper of proper bills for such charges. 

The League asserts the examiner errs also in concluding, 
as a matter of law, that the Commission has jurisdiction to 
prescribe credit regulations governing contract carriers, al- 
though he concludes correctly, as a matter of fact, that the 
practices of contract carriers with respect to the collection of 
their rates and charges have not been shown to contravene 
the motor carrier act. The League asks the Commission 
to consider, in support of these exceptions, the printed brief 
filed on its behalf dated Dec. 30. 

The Chicago Association of Commerce in support of two 
exceptions urges that the Commission find that the credit 
period for the settlement of rates and charges of common 
carriers by motor vehicle be fixed at not less than 15 days 
from the time the freight is delivered or the freight bill is 
presented to the shipper, whichever is later. The association 
says a short period of time under present conditions, and until 
the motor carriers have had more experience under regulation, 
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will place an undue hardship on both the motor carriers and 
the shippers. Furthermore the association adds, the over- 
whelming evidence presented in this proceeding in favor of a 
period of not less than 15 days warrants the conclusion that 
such period is necessary and leaves an order for such a period 
as the only finding that can be made. 

The Middle Atlantic States Motor Carrier Conference, 
Inc., in Ex Parte MC 1, payment of rates and charges of motor 
carriers, exceptions to the recommendations of Examiner Paul 
Coyle that when credit has been arranged, the aggregate limit 
of time for the payment of charges shall be no more than 
thirteen days; and that bills must be submitted within five days 
and that they must be paid within eight days after sub- 
mission. 

Every dictate of self-interest must prompt motor carriers to 
desire the promptest possible collection of their charges, say 
the exceptions. While greatest difficulty continues to exist in 
obtaining payments within fifteen days, as now authorized, it 
is added, the very effort to meet the Commission’s outstanding 
requirements has been salutary and offers promise of eventual 
success. 

“If it were deemed generally practical further to tighten 
the credit rules,” says the arguments, “such an outcome at 
this time would be favorable. It has reluctantly been concluded 
generally impracticable to achieve the ends sought by Examiner 
Coyle. Experience with the present fifteen-day requirement has 
revealed that an aggregate collection period of less than fifteen 
days is not yet feasible, unless the trucking companies should 
undertake to establish billing and collection organizations at 
various points on their lines—in analogy to the railroad sys- 
tem by which the latter caused the billing and collection to be 
done by local agents—trucking companies however, have no 
such agency facilities, as a rule. . . To attempt, as proposed 
by Examiner Coyle, to stipulate the time limit within which 
bills shall be submitted and separately, the time limit within 
which, after submission, they shall be paid is deemed an un- 
necessary regulation of details.’ 

In conclusion the exceptions say that to attempt to appor- 
tion the credit period as between the maximum times for sub- 
mission of bills and their subsequent payment is an unnecessary 
encroachment on the varieties of managerial necessities and 
which would bear little, if any, relation to any substantive 
purposes of the statute. Oral argument is requested. 


BONA FIDE MOTOR OPERATION 


Further discussion of bona fide operation is contained in a 
brief filed by some of the protestants against grant of author- 
ity by the Commission to the applicant in docket MC 2510, 
application of Ziffrin Truck Lines, Inc., for a _ certificate 
authorizing operation, as a common carrier in Indiana, Illinois, 
Ohio, Kentucky and Missouri over specified routes. The brief 
says the application should be denied. 

Questions for decision, according to the brief, were: Was 
Ziffrin in bona fide operation, as a common carrier, June 1, 
1935, over the route or routes or within the territory for which 
application was made; has it so operated since that time; has 
the applicant complied with section 206; and has Ziffrin made 
proof of each of the three questions? 

“The applicant having wholly failed to discharge the bur- 
den of proving bona fide operation over each and every route 
prior to, on, and subsequent to, June 1, 1935, the application 
should be denied,” is the way the brief answers the questions. 

The question of what constitutes bona fide operations of 
motor vehicles as raised in No. MC 2600, Earl W. Slagle, con- 
tract carrier application (see Traffic World, March 6, p. 493, 
March 20, p. 609 and March 27, p. 661) has been taken under 
consideration by the Commission, oral arguments having been 
made April 14. The present phase of that question is for- 
mally presented in a proposed examiner’s report made Sept. 16. 
Based on that report, the Commission, division 5, issued a tenta- 
tive report Jan. 16. In the oral argument participants in the 
discussion further illuminated the ideas in their written briefs 
which were digested in the issues referred to. 





A series of zone meetings of motor truck operators held at 
various points in New England (see Traffic World April 3, P. 
726) has resulted in the formation of the New England Motor 
Carriers’ Conference, the first meeting of which was held re- 
cently at Boston. Affairs of the new organization are in the 
hands of a central committee of thirty members, five from 
each of the New England states, representing both members and 
non-members of the Motor Truck Rate Bureau of Massachu- 
setts. The committee is made up of the zone chairmen elected 
at the zone meetings with additional members to make up the 
state quotas. Each zone chairman will be assisted by an execu: 
tive committee and the deliberations of the zone meetings wil 
be reported to the central committee for action. Conversely, 
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action of the central committee will reach the zone organiza- 
tions through the chairmen. 

The central committee will act as a rate committee and a 
rules and policies subcommittee will be elected from among 
its members. The committee is preparing an organization and 
functions chart which will be distributed among all operators 
interested. 

At the first meeting of the central committee Ralph H. 
Cahouet, general counsel of the Massachusetts bureau, was 
elected chairman and Henry Howell, secretary. It is expected 
that the New England Conference will associate itself with 
other conferences covering the eastern seaboard. 


SPECIAL MOTOR CONTRACTS 


In Ex Parte MC 12, the Commission has found that, for 
the future, “special and individual contracts or agreements” 
of contract carriers providing for a particular shipper or ship- 
pers, Shall be bilateral and impose specific obligations on both 
carrier and shipper, shall cover a series of shipments in a period 
of time stated in contrast to contracts of carriage governing in- 
dividual shipments. The Commission says copies of such docu- 
ments shall be preserved by the carriers so long as they are in 
force and for at least one year thereafter. 


EXCEPTIONS TO MOTOR REPORTS 

MC-F 62, Union Pacific Stages, Inc., purchase of operating 
rights and property of Auto Interurban Co. Time for filing 
exceptions to recommended order extended to April 30. 

MC 2130, common carrier application of Herrin Motor 
Lines, Inc. Time for filing exceptions to recommended order 
extended to May 1. 

MC 2960, common carrier application of D. A. Beard Truck 
Lines Co., Inc. Time for filing exceptions to recommended or- 
der extended to May 8. 

MC 50531, James Neville, contract carrier application. Time 
for filing exceptions to recommended order extended to April 
30. 

MC 50337, Shirar and Clark, contract carrier application. Time for 
filing exceptions to recommended order extended to May 10. 





MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 988, application of C. M. Breckenridge and Ear] Zuel, 
Louisburg, Kan., dba Breckenridge & Zuel; MC 1353, applica- 
tion of M. H. Hummel, Allentown, Pa., dba Hummel Ware- 
house Trucking Co.; MC 1611, application of Leon Foree, Paris, 
Mo.; MC 1804, application of Cecil Wilber Duver and Wesley 
Flory, Lawrence, Kan., dba Duver and Flory; MC 2822, appli- 
cation of Jacob C. Jones, Felton, Pa.; MC 2582, application of 
Richardson Truck Corporation, Okmulgee, Okla.; MC 3792, ap- 
plication of Bruce J. Rich, Merwin, Mo. 


MOTOR BUS TRANSPORTATION DATA 


The Department of Commerce Bureau of the Census, has 
published a volume of data pertaining to motor bus transporta- 
tion, prepared by C. H. Savage, chief of the division of trans- 
portation, under the direction of William L. Austin, director of 
the issuing bureau. It says in part: 

In this volume are presented basic statistics pertaining to common 
carrier motor bus transportation in the United States for the year 
1935. The motor bus transportation census was limited to those con- 
cerns that maintained a recognizable place of business and were en- 
nig primarily in regular common carrier bus transportation opera- 
ions, 

Interstate operators represented only 14.3 per cent of all concerns, 
but were for the most part large operators and, hence, accounted for a 
large part of total business. Their $80,479,000 revenue represented 47.9 
per cent of all revenue. They employed 40.0 per cent of all employes 





and accounted for 40.9 per cent of total pay roll. The average revenue 
per bus in operation was much greater for interstate than for local 
or intrastate carriers. The average for each group was as follows: in- 


terstate, $13,622; intrastate, $6,606; and local, $6,576. 


GASOLINE CONSUMED ON HIGHWAYS 


Over 18 billion gallons of gasoline were used on the high- 
ways in 1936, according to statistics collected from state au- 
thorities by the Bureau of Public Roads of the U. S. Depart- 
ment of Agriculture. Consumption in 1936 increased 1,754,000,- 
000 gallons, or 10.8 per cent, over that in 1935. Every state 
Showed an increase over 1935 with the exception of North 
Dakota. Increases of over 15 per cent are recorded in Alabama, 
Arizona, Idaho, Mississippi, Montana, New Mexico, Oregon, 
Tennessee, Washington, and Wyoming. 

Every state imposed a tax on gasoline, the rate ranginz 
from 2 to 7 cents, and averaging 3.85 cents for the entire coun- 
try. The 10 states with the highest percentage increase in 
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consumption all imposed taxes of 5 to 7 cents, Wyoming ex- 
cepted, where the rate is 4 cents. 

The state taxes, including miscellaneous receipts of col- 
lecting agencies, yielded a total income of $691,420,000 as com- 
pared with $619,677,000 in 1935. 

Over 641,000,000 gallons of gasoline were exempted from 
the tax because of non-highway or public use. Refunds of 
$37,000,000 were made. largely for non-highway use. 





BOSTON TRUCK EMPLOYERS’ GROUP 


Motor freight operators at Boston, Mass., terminals have 
organized a group to be known as the Employers’ Group of 
Motor Freight Carriers, to handle labor problems and for 
statistical and legal research. Formation of the group was 
prompted by the decisions on the Wagner labor law made by 
the Supreme Court. Ralph H. Cahouet, formerly attorney 
for the National Labor Relations Board, has been engaged as 
counsel for the new group, the officers of which are as follows: 
President, John H. Welch; directors, Allan J. Wilson, Ronald S. 
Woodberry, Myer Marks, Francis J. Carey, John J. Barry and 
Clifton W. Emery. 


MOTOR ORDERS EFFECTIVE 
The following recommended orders have become effective 
as shown: MC 50259, Norman Fow, common carrier application, 
as of April 9. 





HIGHWAY GRADE CROSSING BILL 


The Senate interstate commerce committee will hold a 
hearing on the highway grade crossing bill April 27. 


BUS TRANSPORTATION IN U. S. 


William L. Austin, director of the U. S. Bureau of Census, 
has announced that a limited supply of the final report on motor 
bus transportation in the United States in 1935 is available on 
request to the Philadelphia (Pa.) branch of the bureau. This 
report was published in The Traffic World, Jan. 2, p. 30. 


CHICAGO TRUCK ASSOCIATIONS ORGANIZE 


Business and trade associations in the Chicago area the 
members of which are users or operators of motor vehicles 
have formed Motorized Industries, Inc., an organization the 
function of which will be to work in the common interests of 
all of its association members. It will be active in legislative 
matters, state and local. Officers of the new organization are: 
President, Curtis C. Stewart, general manager, Cartage Ex- 
change of Chicago; first vice-president, Paul Brautigam, secre- 
tary, Chicago Contractors’ Association; second vice-president, 
Thomas W. Crane, manager, Funeral Services Associated; sec- 
retary, Karl Hauck, manager, Bakers’ Club; treasurer, Paul 
Potter, secretary, Associated Milk Dealers. 





ZEPHYRS’ SECOND ANNIVERSARY 


In a statement issued April 21, the second anniversary 
of the inauguration of the first of the Burlington’s Zephyr 
services—that between Chicago and the Twin Cities—Albert 
Cotsworth, passenger traffic manager, Chicago, Burlington and 
Quincy, issued a statement in which he said that, in those two 
years, the Twin City Zephyrs had traveled a total of 1,213,357 
miles, a distance greater than fifty times around the earth. 
The Burlington Zephyr fleet, now numbering eight trains, had 
reached a total of 2,581,470 trains service miles by April 20, 
1937, he said. 

Mr. Cotsworth also pointed out that the passenger traffic 
between Chicago and the Twin Cities on the Burlington had 
more than doubled since the installation of the Zephyr service 
and that the Zephyr trains, representing only a third of the 
Burlington’s Chicago-Twin City service, carried more than 
half of the passengers to and from terminals and intermediate 
points. In the three months immediately preceding the start of 
the Zephyrs, he said, 83.7 of the Burlington Chicago-Twin City 
travel was on night trains and 16.3 per cent on day trains. 
In 1936 and 1937, however, the proportions changed and only 
28.7 per cent of the travel was by night with 71.3 traveling 
by day. 

The popularity of the trains, he said, was illustrated by 
several increases in service and passenger capacity already 
made. Within six weeks of the first Chicago-Twin City Zephyr 
run, on April 21, 1935, the daily round trip had to be increased 
to two round trips daily. In December, 1936, Iarge seven-car 
trains were put in service to replace the original much smaller 
trains. It is expected, Mr. Cotsworth said, that an eighth car 
will be added to those trains early the coming summer. 
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WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Maritime Commission on agreements filed pursuant to the 
provisions of Secton 15 of the Shipping Act, 1916, as amended: 


Agreements Approved 


1767-A between American-Hawaiian Steamship Company and Osaka 
Shosen Kaisha under which they assume and agree to be bound by 
the terms and conditions of United States Maritime Commision Agree- 
ment No. 1767 between Williams Steamship Corporation and Osaka 
Shosen Kaisha, which provides for the transportation of cargo under 
through bills of lading from United States Atlantic Coast ports to the 
Far East, with transhipment at Los Angeles Harbor. 

2738-A between Puget Sound Navigation Company and American- 
Hawaiian Steamship Company under which they assume and agree to 
be bound by the terms and conditions of United States Maritime Com- 
mission Agreement No. 2738 between Puget Sound Navigation Company 
and Williams Steamship Corporation, which provides for the transpor- 
tation of cargo under through bills of lading from specified Puget 
Sound outports to Puerto Rican ports, with transhipment at Seattle. 

3108-A between American-Hawaiian Steamship Company and Dollar 
Steamship Lines Inc., Ltd., under which they assume and agree to be 
bound by the terms and conditions of United States Maritime Com- 
mission Agreement No. 3108 between Williams Steamship Corporation 
and Dollar Steamship Lines Inc., Ltd., which provides for the trans- 
portation of cargo under through bills of lading from United States 
Atlantic Coast ports to Bombay, India, with transhipment at Los 
Angeles Harbor or San Francisco. 

3512-A between Dollar Steamship Lines Inc., Ltd., and American- 
Hawaiian Steamship Company under which they assume and agree to 
be bound by the terms and conditions of United States Maritime Com- 
mission Agreement No. 3512 between Dollar Steamship Lines, Inc., Ltd., 
and Williams Steamship Corporation, which provides for the trans- 
portation of cargo under through bills of lading from China, Japan, 
and the Philippine Islands to San Juan, Ponce, and Mayaguez, Puerto 
Rico, with transhipment at Los Angeles Harbor or San Francisco. 

3544-A between Nippon Yusen Kaisha and American-Hawaiian 
Steamship Company under which they assume and agree to be bound 
by the terms and conditions of United States Maritime Commission 
Agreement No. 3544 between Nippon Yusen Kaisha and Williams Steam- 
ship Corporation, which provides for the transportation of cargo under 
through bills of lading from China and Japan to San Juan, Ponce, and 
Mayaguez, Puerto Rico, with transhipment at Los Angeles Harbor, 
San Francisco, or Seattle. 

4366-A between United Ocean Transport Co., Ltd., and American- 
Hawaiian Steamship Company under which they assume and agree 
to be bound by the terms and conditions of United States Maritime 
Commission Agreement No. 4366 between United Ocean Transport Co., 
Ltd., and Williams Steamship Corporation, which provides for the 
transportation of cargo under through bilis of lading from China and 
Japan to San Juan, Ponce, and Mayaguez, Puerto Rico, with tranship- 
ment at Seattle, Portland, San Francisco, or Los Angeles Harbor. 

5811 between Detroit and Cleveland Navigation Company and Na- 
tional Carloading Corporation providing for the use of space in the 
warehouses of the Detroit and Cleveland Navigation Company at Cleve- 
land, Buffalo, and Detroit to accommodate merchandise tendered to or 
received from the latter company by National Carloading Corporation. 


Agreements Cancelled 

4712 between Dollar Steamship Lines, Inc., Ltd., and Luckenbach 
Gulf Steamship Company, Inc., providing for the transportation of 
cargo under through bills of lading from Japan, China, Philippine 
Islands, Straits Settlements, India, and Ceylon to United States Gulf 
of Mexico ports, with transhipment at San Francisco. 

4775 between Mitsui & Co., Ltd. (Mitsui Bussan Kaisha, Ltd.) and 
Luckenbach Gulf Steamship Company, Inc., providing for the transpor- 
tation of cargo under though bills of lading from Japan, China, the 
Philippine Islands, Straits Settlements, Manchuria, and India to United 
States Gulf of Mexico ports, with transhipment at San Francisco or 
Los Angeles Harbor. 


GREAT LAKES TRANSIT SERVICE 


A statement has been issued by Secretary Bartel about 
what the Commission has done about the announced plans of 
the Great Lakes Transit Corporation for discontinuance of serv- 
ice via Milwaukee and Chicago. He said that numerous letters 
and telegrams had been received by the Commission complain- 
ing that the transit corporation, April 3, embargoed the re- 
ceipt of freight via Milwaukee and Chicago and announced the 
intention of not renewing operations to and from such ports 
this season. Continuing, his statement says: 





Many of these communications state that relying upon the existence 
of through rates in the tariffs which it was believed would not be can- 
celed on less than statutory notice, contracts had been made for move- 
ment of various commodities during the coming season, and that the dis- 
continuance of such service would cause loss because in most cases no 
other service is available at the same rates. As usual in the season of 
closed navigation, there has been no service since the latter part of 
1936 but by authority of rule 12 of tariff circular 20 through rates have 
remained in effect subject to tariff provisions to the effect that freight 
will not be accepted for continuous through movement prior to March 
20. Had it not been for the existence of this tariff rule, cancellation of 
the lake-rail rates would have been necessary at the close of navigation 
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in 1936 and before such service could be renewed this season, the filing 
of new tariffs would have been necessary, thus giving to parties con- 
cerned notice of what service and rates would be available. Because 
no steps were taken to cancel or otherwise set aside the rates held in 
force by virtue of this tariff rule, the Transit Corporation is in effect 
in the position of holding out to the pubtic service for the new year 
on the same basis as last season. 

Immediately upon receipt of the above-mentioned complaints, Di- 
vision 2 of the Commission gave consideration to the situation. Before 
rail service may lawfully be discontinued for any reason within the 
control of the carrier, a certificate of public convenience and necessity 
must be obtained from the Commission. No similar provision applies 
to transportation by water. Consequently, no permission from the 
Commission was necessary for the Corporation to discontinue service 
and this Commission has no power to require restoration of the sery- 
ice, in whole or in part. Lucking vs. Detroit and Cleveland Navigation 
Company, 265 U. S. 346. However, Division 2 feels that there is a 
moral obligation upon any water carrier to continue service in so far 
as it is physically able to do so until such time as it was lawfully set 
aside the rates applicable to such transportation. Further, an embargo 
is not a legal or proper method of bringing about the cancellation or 
suspension of rates, It is properly to be used only to meet conditions 
beyond the control of the carrier. Powell-Meyers Lumber Co. vs. St, 
L. N. & S. Ry. Co., 45 I. C. C. 594. 


Under the circumstances Division 2 concluded that it could do 
only two things: (a) Advise the Great Lakes Transit Corporation of 
its views in the hope that some more satisfactory arrangement would 
be devised and (b) withdraw rule 12 in order if possible to avoid the 
recurrence of such a situation in the future. Both of these steps have 
been taken. Upon receipt of such advice, the Transit Corporation ad- 
vised that its decision to discontinue the Lake Michigan service wag 


due in part to the fact that such service was not profitable in 19367 


and in part to probable increased costs in 1937 which would make the 


service even more unprofitable, but that in an effort to meet the sit-7 
uation without incurring too heavy a loss it would be willing to rescind” 
its embargo and proposed discontinuance of service in so far as it ig” 


applicable to service through Milwaukee for a temporary period of at 
least 60 days. 


tinue the service throughout the season but its position as to contin- 
uance will depend upon the results of operation in the next 60 days. 
Supplements have been filed to some of the tariffs announcing sus- 


pension of the rates until further notice, effective May 10. Such sup) 


plements of course have no effect upon the situation between now and 
that date. Further, there appears no authority for the filing of such 
supplements. Section 6 authorizes only one method of discontinuing 
rates, viz., their cancellation. Rule 12 waives this provision only for 
discontinuance of service due to the closing of navigation. ; 

Orderly correction of the tariffs to carry out the offer of the Great 
Lakes Transit Corporation to continue service for 60 days at least te 
Milwaukee, but discontinue it through Chicago until further notice, 
requires the issuance of special permission by the Commission if the 
tariffs announcing such changes are to be made effective on less than 
30 days’ notice. Some of those who have protested have been notified 
of the offer of the corporation and have advised the Commission that 
under the circumstances they urge the granting of such authority as 
will enable this arrangement to be carried out. Further action in the 
matter will be held in abeyance for a few days pending advice from 
others interested. 


Secretary Bartel has addressed a letter to those who have 
addressed the Commission on the proposed discontinuance, in 
whole or in part, of Lake Michigan Service of Great Lakes 
Transit Corporation. The letter follows: 


This will refer to your communication to the Commission with re 
spect to the above matter. A statement on the subject was mailed t@ 
you on April 16 indicating that the Great Lakes ‘Transit Corporation 
had advised that it would continue its service via Milwaukee for at 
least a 60-day period but still felt that it would be unable to restore 
service via Chicago this season except for one so-called ‘‘clean up” 
boat to handle the tonnage which was accepted before the embargo 
of April 3. It was advised that the Corporation had applied for special 
permission on short notice to amend the tariffs so as to cancel all sup 
plements which have been filed announcing suspension of rates to, 
from, and via both Chicago and Milwaukee and substituting on short 
notice supplements suspending the rates via Chicago and to and from 
Chicago by direct vessel service but leaving the rates via Milwaukee 
and to and from Milwaukee by direct vessel service unchanged. No 
opposition having been received to the issuance of such permission, 
special permission No. 160395 has this day been issued authorizing pub 
lication of the above on not less than 5 days’ notice. 


INTERCOASTAL LUMBER 


Dant & Russell, Inc., has filed a complaint, No. 436, with 
the Maritime Commission, against American-Hawaiian S. S. 
Co. et al., wherein complainant asserts that it shipped 1,520 
tons of pressed wood board and wallboard from Portland, Ore. 
to Atlantic and Gulf ports via defendants’ lines, ahd bore and 
paid charges thereon. It says that the rate charged is unjust 
and unreasonable and discriminatory to the extent that it 
exceeded the freight rate of 40 cents a 100 pounds, which now 
is, and has been in effect, as shown in defendants’ tariffs; that 
the charge is in violation of sections 16 and 18 of the shipping 
act. A cease and desist order and reparation of $3,496 1s 
requested. 


By concentrating the service through one port it hopes” 
to be able to reduce operating costs sufficiently to enable it to con- 
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THE MARITIME COMMISSION 


The Traffic World Washington Bureau 


The new United States Maritime Commission, whose five 
members’ nominations were confirmed by the Senate last week 
(see Traffic World, April 17), began to get under way with its 
duties this week. What had been usually referred to as the 
“temporary” commission, appointed last September by Presi- 
dent Roosevelt, ceased to exist when the confirmed members 
took the oath of office April 16. The “temporary” commission 
was composed of Rear Admiral Henry A. Wiley, U. S. Navy, 
retired, chairman, who was reappointed by the President; and 
Rear Admiral Montgomery M. Taylor, U. S. Navy, retired, and 
George Landick, Jr., formerly of the procurement division of 
the U. S. Treasury. 

Joseph P. Kennedy, of New York, who, as chairman of the 
Securities and Exchange Commission, started the wheels of that 
regulating body turning, heads the permanent maritime com- 
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commission. He spoke at some length on the “quality of per- 
sonnel in public service.” In part, he said: 


First of all, I would like to express my gratitude to the members of 
your association and to the press of the country generally for their 
many acts of compassion which they displayed toward me during my 
recent governmental experience with the Securities and Exchange 
Commission. ... 

Now I find myself in harness again. And I make bold to hope 
that I may be fortunate again to enjoy those pleasant relations with 
the press which I value so highly. I utter this wish not only because 
I value your good will in a personal sense, but also because the Mari- 
time Commission which is charged with a most vital responsibility, 
needs adequate and cooperattive publicity if the American people are 
to be aware of the activites and the worth of this new and vitally 
important agency of their government. 


Although during the war, I had experience as an executive for 
a large shipbuilding concern, I will not try your credulity by posing 
as an expert in the matters which are the concern of the Maritime 
Commission. In fact I feel a good deal like the English Judge of 


MARITIME BOARD HOLDS FIRST CONFERENCE 


Left to right 


mission. His term is for two years from September 26, 1936. 
The other members and their terms are: Thomas M. Wood- 
ward, three years from September 26; Edward C. Moran, Jr., 
five years; Rear Admiral Wiley, four years from September 26; 
and Rear Admiral Emory S. Land, U. S. Navy, retired, six 
years. The terms of Commissioner Moran and Rear Admiral 
Land do not date back to September 26, the terms of the other 
commisioners doing so because they are the terms of the three 
original appointees. 

A substantial amount of work already had been done by 
the “temporary” commission so that the new commission was 
expected to move forward more rapidly than otherwise would 
have been the case. One of the most important tasks faced 
by the commission—adjustment of the existing ocean mail sub- 
sidy contracts which are terminated by law June 30—was begun 
by the temporary body. 

Kennedy Speaks to Editors 

In an address April 17 in Washington before the annual 
Convention of the American Society of Newspaper Editors, 

hairman Kennedy referred to problems confronting the new 


Thomas M. Woodward, Edward C. Moran, Jr., Chairman Joseph P. Kennedy, Rear Admirals Henry A. Wiley and Emory S. Land. 


Probate who, although completely ignorant of admiralty law, because 
of the illness of a colleague, was pressed into service to handle a 
crowded session in admiralty. As he ascended the bench, he looked 
very sorrowfully at the assemblage of admiralty lawyers and dole- 
fully remarked, ‘‘And may there be no moaning of the bar when I 
put out to sea.’’ 

I hope you will share my sense of appropriateness that today is 
not the time for important declarations regarding the plans and pol- 
icies of the Maritime Commission. 

The problems which must be solved and the interests which can be 
affected are so tremendous that public pronouncements should be made 
only after the most careful survey of the law and the facts, and after 
the commission as a body has had the time to settle its own convic- 
tions and lay out the pathway of its progress. 

The commission has been appointed pursuant to a statute which 
declares that it is a policy of the United States ‘‘to foster the develop- 
ment and encourage the maintenace of a merchant marine sufficient 
to carry domestic water-borne commerce and a substantial portion 
of water-borne export and import foreign commerce, capable of serv- 
ing as a naval or military auxiliary in time of war or national emer- 
gency, owned and operated under the United States flag so far as 
may be practicable and composed of the best-equipped, safest and 
most suitable of vessels, constructed in the United States and manned 


















































































PAGE 914 


with a trained and efficient American citizen personnel.”’ 

In order to translate such a policy into reality, there will have to be 
expended vast sums of the public monies. And there will have to be 
solved problems which will try the skill and wisdom of the adminis- 
trators. At the threshold of our endeavors, I shall not attempt to 
discuss the problems of administration. There is, however, one serv- 
ice which this commission can perform which is all-important for 
the future of the American people, and in particular the future of 
the American merchant marine. 


Tell the Cost 


One gets a thrill when one reads the policy of the government 
as found in the statute—to carry our foreign commerce on best- 
equipped, safest and most suitable types of vessels. Our patriotism 
is stimulated. Notwithstanding this stimulation, we should not be swept 
away from reality by a romantic interpretation of the merchant marine 
future of this country. It is easy to surround such future with the 
aura of our yesterday’s maritime greatness. The thought of Amer- 
ican ships sailing the seven seas has an emotional touch which cap- 
tures the imagination. We think of clipper ships in full canvas, of 
Yankee traders in South Sea Islands, of Salem in her glory. But this 
romantic interpretation, however valid it may be for Metro-Goldwyn- 
Mayer, should not receive undue emphasis with a practical government 
whose first concern is the cash drawer and what it gets for its money. 

Consequently, I believe that first and primary task of the com- 
mission is to tell the American people what it will cost to construct 
or to have constructed a merchant marine of a given capacity, what 
it will cost for this kind of a vessel, what it will cost for that kind 
of a vessel—not only what it will cost to place them on the sea, but 
what it will cost per year per ship to maintain them as part of our 
system of transportation and defense. 

The need for this basic approach is important under any cir- 
cumstances. It is particularly important in these days of unbalanced 
budgets with heavy demands on the national government for activities 
which in different times were properly the concern of the states or 
of private enterprises. 

It cannot be denied that in such a venture which possesses such tre- 
mendous significance for the future of America a program of action 
should be adopted only after their has been disclosed to Congress 
and the American people the vitally necessary information regarding 
the cost of the construction and operation of a merchant marine. 

It was suggested to me that a gathering of this nature I could 
profitably talk about the outlook for the nation’s business or possibly 
the problem of national finance. But these suggestions had little appeal. 
I am a firm believer in the maxim about ‘“‘the cobbler sticking to his 
last.”” 

There is, however, one issue affecting not only this administration, 
but the whole field of government—past, present and future, which 
strikes me as a basic problem to the solution of which there should be 
devoted: all the energies of right-thinking men in private as well as 
in public life. I refer to the problem of the quality of personnel in 
public service. 

First of all, let us appreciate that it is not longer accurate to talk 
about the trend toward centralization in government; nor is it, I sug- 
gest, proper to view this problem of change from the angle of the 
culpability of individuals. No one is responsible. It is far more than 
a trend, it is a tide, the explanation of which is interwoven with the 
analysis of the kind of society we have developed. That it is not a 
problem of personal responsibility can be clearly understood when we 
look back over a period of a quarter of a century and note that every 
president during that period expressed alarm over the trend away 
from local government, and yet not one of them but was forced by 
circumstances to contribute to this process which they condemned. 
If there were any doubt, the developments of the last few years, par- 
ticularly the political developments—the vote of the people, the vote 
of Congress and more recently the decision in the Jones and Laughlin 
Steel Company case—are a convincing demonstration of this phase of 
our national life. The commerce clause has had to be expanded to 


permit the assumption by the federal government of powers hereto- 
fore undreamed of. 


Honor and Prestige 


Hence, it is that when people talk about a larger participation on 
the part of the government in the affairs of society, we are forced 
to ask ourselves the question, ‘‘Who is the government?’’ It operates 
through people. How are they selected? What are the standards of 
their competence? Of course, I do not think that this problem can 
be answered by pointing to the civil service, valuable as that system 
undoubtedly is. I assume that for the rank and file of government 
employes civil service laws have undeniable advantages. I assume 
also that for the relatively unimportant tasks of the government, the 
merit system as now constituted functions reasonably well. The prob- 
lem, as I see it, applies not to such employes but to those occupying 
the important administrative positions in the government service, the 
chiefs of divisions, the assistant chiefs, the experts, the lawyers, etc. 
It is quite clear that we have not evolved a system which attracts and 
keeps the first-rate brains of the country. We must, of course, begin 
with the assumption that on the matter of compensation, which in 
our system normally furnishes the decisive factor in choice of posi- 
tion, the government cannot completely compete with private business. 
Those of you who are familiar with recent Washington events must be 
aware of the unhappy phenomena. You may recall the enthusiasm 
and the eagerness with which some of the best-equipped young men 
of our time came to Washington to serve in the government, and now 
there is going on a slow parade of these same individuals out of the 
government service to private life. Why is this so? The problem is 
a baffling one. I suggest that it is a problem without reflecting at 
all on the thousands of competent and loyal public servants who give 
important service almost anonymously. The government, of course, 
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should pay reasonable compensation—enough to insure a standard of 
living in accordance with the worth of the position held. There should 
also be security of tenure. More than that, the positions with the 
government should carry great honor and presfige. This last element 
is to my mind the most significant. 

What do we do now as a nation in the way of recognizing great 
public service on various commissions? For instance, many of the 
Commissioners in Washington are unknown even to newspaper editors, 
While I am talking, just think if any of you can recall the names of 
two members of the Federal Communications Commission, or two 
members of the Interstate Commerce Commission, or two members of 
the Federal Power Commission. I dare say that the average American 
knows very little about the commissions and practically nothing about 
those administrative officials who should be part of a permanent and 
honorable career service. 

The British system, of course, has come to represent the most 
successful in a democracy of the problem of government person- 
nel. . 

Strangely enough, there is one department of the government 
where by and large we have solved this problem of prestige, and that 
is the judicial department. From the very beginning of our govern- 
ment, men of wealth, of earning capacity and men of prominence 
have been glad to leave a profitable profession to serve on the bench 
with small pay, because the position carried with it great honor and 
great prestige. Not only was their compensation less, but the re- 
strictions on their mode of living to some were very severe. The labor 
was in many cases intense. However, they made the exchange gladly, 
because in their new position their families were honored. That is 
no less true today than it was a century ago. If you will analyze the 
question—why is a judgship so attractive—I think you will find that it 
is due almost entirely to that psychological element of honor and 
prestige. To most men that quality cannot be translated into money, 
Because this element is a psychological one, I for one believe that 
as a nation we can consciously develop a state of mind in the public 
which will give to these other positions, no less important for the 
welfare of the country, the same kind of honor and prestige. 

The press and other agencies of public education can contribute 
much in this crusade by recognizing and honoring, and giving a 
generous benefit of the doubt to the men who are the permanent rep- 
resentatives of our democratic form of government. In this way, a 
public career will be a promotion from private life, even though the 
monetary returns be less. The country’s first-rate talent will thus 
be enlisted for the public good, not because of decent compensation, 
not because of security of tenure, not because of pensions, though 
all these are important, but principally because of the honor and 
prestige which they will win for themselves and their families by 
serving their nation. 

To conclude—sometime later I will be eager to discuss the details 
of my job and to outline the program and policies of the commission, 
But as I have observed, this is not the time. I can, however, do one 
thing for myself and in behalf of my colleagues, and that is to pledge 
ourselves to secure for the people of the United States the fairest, 
the speediest and the most intelligent administration of the new mari- 
time law which it lies in our capacity to perform. 

Chairman Kennedy held his first conference with reore- 
sentatives of the press April 19. He said he did not have much 
to say—that he was “sort of getting his bearings.” It was 
too early to express any opinions as to what the commission 
thought could be done with the merchant marine act, said he. 
A conference with the United States Lines with respect to the 
new ship to be constructed for that line was scheduled for the 
following day. He said the commission had up with the 
Civil Service Commission questions arising under provisions 
of the merchant marine act as to civil service status of the 
923 employes of the commission. He had called for the bal- 
ance sheet of the commission to find out what the assets 
were. The temporary commission’s sheet, said he, showed 
assets ofa little more than two hundred million dollars. He 
reiterated views expressed in his address April 17 as to finding 
out what the cost of subsidizing the American merchant marine 
was going to be. He said he recognized that the government 
was going “to pay the freight.” 


Staff Appointments 


The following appointments to the staff of the commis- 
sion were announced by Chairman Kennedy: 


General Counsel—Max O’Rell Truitt, of St. Louis, Mo., former so 
licitor of the Reconstruction Finance Corporation. 

Special Counsel—John J.. Burns, of Boston, former general counsél 
of the Securities and Exchange Commission. 

Secretary—John Carson, former secretary to the late Senator James 
Couzens of Michigan. 

Assistant to Chairman Joseph P. Kennedy—Joseph R. Sheehan. As 
sistant to Commissioner Admiral H. A. Wiley—Telfair Knight. Assist 
ant to Commissioner Edward C. Moran, Jr.—L. D. Staver. Assistant 
to Commissioner Thomas M. Woodward—H. A. Blomquist. 


Mr. Truitt has served as special counsel of the RFC 
in railroad reorganization proceedings, representing it in the 
Van Sweringen-Missouri Pacific terminal property litigation 
in which the RFC attacked the purchase of the property by the 
Missouri Pacific board of directors from a Van Sweringef 
company. 

Mr. Carson is a former Washington newspaper man. Mr. 
Sheehan was with Mr. Kennedy when the latter was chairmal 
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of the Securities and Exchange Commission. Mr. Knight was 
secretary of the temporary commission. Mr. Staver was for- 
merly comptroller of the Fleet Corporation. Mr. Blomquist 
was with the Black ocean mail investigating committee of the 
Senate. 

tracts which have been withheld by the Maritime Commission 
since February 1 may be made shortly as the result of Chair- 
man Kennedy looking into the matter, it was stated at the com- 
mission’s offices. The payments were temporarily withheld by 
the commission pending adjustment of accounts. 

Chairman Kennedy was a luncheon guest of President 
Roosevelt April 21. This was the second talk the chairman 
had had with the President since being appointed to head the 
commission. The luncheon engagement followed the confer- 
ence the commission members held with representatives of the 
United States Lines with respect to construction of a new pas- 
senger vessel. 

The Civil Service Commission has granted to the Maritime 
Commission the right to certify its employes for civil service 
status individually and as rapidly as it can be determined 
whether their services are satisfactory. 

Adjustment of existing ocean mail contracts, which will be 
automatically cancelled on June 30 by the new merchant marine 
act, has been placed under the direction of Max O’Rell Truitt, 
general counsel, by the Maritime Commission. The committee 
on adjustment of ocean mail contracts which functioned in this 
capacity under the temporary commission has been abolished. 
The commission also directed that no funds of the commission 
shall be disbursed in connection with any existing ocean mail 
contracts without the prior approval of the general counsel. 


OCEAN RATES TO FAR EAST 


A. J. Kelley, chairman of the export and import traffic com- 
mittee of the National Industrial Traffic League, has advised 
League members that steamship lines operating in the Far 
East advise that practically all rates to that territory have 
been increased effective as of April 15, the reason given being 
the general advance in the cost of supplies which they are 
required to purchase together with the terrific cost of tie-ups 
due to the long continued seamen strike. Continuing, he says: 


There also was a slight change in the South African rate situation. 
The general commodity rate is still $4.00 per net ton, weight or meas- 
urement, ship’s option, Capetown basis, but for each port up the coast, 
beyond Capetown, to but not including Beira, the rate has been in- 
creased 50c per ton; to Beira the rate is $8.50 per ton. The rates to the 
various ports are as follows: 

Capetown—$4.00 per ton W/M-—ship’s option. 

Algoa Bay—$4.50 per ton W/M—ship’s option. 

East London—$5.00 per ton W/M—ship’s option. 

Port Natal—$5.50 per ton W/M—ship’s option. 

Lourenco Marques—$6.00 per ton W/M—ship’s option. 

Beira—$8.50 per ton W/M—ship’s option. 

Your chairman is given to understand by the steamship companies 
that these rates are effective up to and including the sailing from New 


York on July 1, and from the Gulf ports July 7. Automobiles are spe- 
cially quoted. 





PROTESTS GRAIN RATE INCREASES 


The Corporation Commission of Oklahoma has filed with 
the Maritime Commission a petition requesting the suspension 
of a 4 cents a 100 pounds increase on shipments of flour and 
other grain products from Texas ports to north Atlantic ports, 
as contained in supplement 53 to Sedgman’s SB 12 and supple- 
at 30 to Bull S. S. Line’s SB 89, filed to become effective 
May 1. 


PAPER RATE INCREASES PROTESTED 


_ Bogalusa Paper Co., Inc., et al., have filed with the Mari- 
time Commission a petition for suspension and investigation of 
schedules published to become effective May 1, i. e., supplement 
12 to Pan-Atlantic S. S. Corp., SB 22, supplement 29 to Pan- 
Atlantic S. S. Corp., SB 12 and supplement 44 to Mooremack 
Gulf Lines, Inc., SB 47. The purpose is to increase proportional 
rates on wrapping paper, paper bags and wood pulpboard, car- 
loads, from New Orleans, La., to north Atlantic ports when 
originating in Louisiana. 





UNFAIR SEA CHARGES ON COD ALLEGED 


F. Badrena E Hijo has filed with the Maritime Commission 
complaint against Furness, Withy & Company, Ltd., et al., No. 
435, in which the complainant asserts that he is being charged, 
and has been in the past, a rate of $1.65 a cask of 224 pounds 
net, each, as seafreight, while consignees, shipping at times 
lots of 1,000 barrels and over are charged $1 a cask or a dif- 
ference of sixty-five cents, on codfish from St. Johns, New- 
foundland, and Halifax, Nova Scotia, to San Juan, Puerto Rico, 
Via New York City. Complainant says that small exporters 
and importers who are not prepared to take 1,000 casks at a 
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time cannot do business, resulting in an unfair and discrimina- 
tory rate, virtually granting a monopoly. Parties so favored 
can put whatever price they want on the consumer and further- 
more can make the profit they may wish. By reason thereof, 
the complainant has been forced to leave the fish business. 
He says that this freight charge is in violation of section 14 
of the shipping act, and in the future will seek reparation. 


COTTON RATE INCREASES PROTESTED 


American Cotton Cooperative Association of New Orleans, 
La., has filed with the Maritime Commission, a petition request- 
ing suspension of the proposed increase of 4 cents a hundred 
pounds on cotton, port-to-port rates, from New Orleans to New 
Bedford, as contained in many coastwise tariffs, i. e., supplement 
54, I. C. C. 227, to Sedgman’s No. 17-T and supplement 1, 
I. C. C. 54, to Mooremack Gulf Lines, Inc., filed to become 
effective May 1. 


PROTESTS COTTON RATE INCREASES 


New Orleans Spot Cotton Merchants’ Association of New 
Orleans has filed with the Maritime Commission a protest re- 
questing suspension of the 3 to 4 cents a 100 pounds increase 
on cotton, from New Orleans and other Gulf ports to eastern 
seaboard, interior eastern and New England destinations, as 
contained in Sedgman’s, Mooremack Gulf Lines, Pan-Atlantic 
S. S. Corp. and Agwilines, Inc., filed to become effective May 1. 


NEW MISSISSIPPI RIVER BRIDGE 


Bids will be opened by the Louisiana Highway Commission 
in Baton Rouge, La., May 26, for the construction of a combina- 
tion railroad and highway traffic bridge spanning the Missis- 
sippi River immediately above that city. The bridge, which will 
have an over-all length of 12,000 feet, of which 3,326 will be 
above water, will cost $7,000,000. It will eliminate a railroad 
car-ferry. The Louisiana and Arkansas Railroad and the Gulf 
Coast Lines cross the Mississippi River above Baton Rouge. 
The span will require 93,000 cubic yards of concrete, 183,000 
lineal feet of precast piles, and 37,000 tons of steel. It will 
have a vertical clearance of 65 feet above high water, a maxi- 
mum horizontal clearance of 848 feet, will be of cantilever type 
and will have foundations 180 feet in depth. The bridge will 
carry one railroad track of 1.25 per cent grade and two high- 
way vehicular roadways of 5 per cent. Of the cost of the span, 
$5,000.000 will come from state highway bond sale proceeds 
and $1,500,000 as a grant from the federal roads bureau. The 
highway vehicular roadways will be toll-free. Construction will 
start closely following opening of bids. 





INCREASE IN PIPE AND TUBING RATE 


The Board of Commissioners of Lake Charles Harbor and 
Terminal District, La., has filed with the Maritime Commission 
a protest directing the Bull S. S. Line to suspend or cancel 
supplement 4 to its tariff SB 100, effective April 5, with respect 
to the 5 cents a 100 pounds increase in rates on pipe and tub- 
ing, etc., in item 190-C, to Lake Charles, La., from Baltimore, 
Md., inasmuch, the board says, as other port to port rates 
from Baltimore to New Orleans, Houston or Galveston have 
been increased only 2 cents. 


BARGE LINE EXTENSION 


The House committee on interstate and foreign commerce 
has ordered a favorable report on H. R. 4213, the bill authoriz- 
ing the Secretary of War to extend government barge line 
operations to the Savannah River. The committee acted on 
a recommendation of the subcommittee that held the hearing 
on the bill. 


NEW CHICAGO-SAN FRANCISCO TRAIN 


A new eight-car air-conditioned passenger train, to be 
known as the Forty-Niner, will be placed in service between 
Chicago and San Francisco about June 15, according to a joint 
announcement by the Chicago and North Western, the South- 
ern Pacific, and the Union Pacific. The train will make five 
round trips each month, staggering its schedule with the City 
of San Francisco to give departure and arrival every three days 
on high-speed trains. The eastbound running time df the new 
train will be 49 hours. It will leave San Francisco shortly 
before noon and arrive in Chicago shortly afternoon of the 
second day. Westbound, it will leave Chicago at 10:10 a. m., 
central daylight saving time, and arrive in San Francisco, 10:52 
a. m., Pacific time, the second day. The train will be steam 
powered and will have section cars, drawing room cars, com- 
partment cars, and single and double bedrooms, together with 
a diner and lounge. The rear unit will be two articulated cars 


the forward of which will be of the duplex style with 16 single 
The train will carry 115 passengers. 


bedrooms on two levels. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 


The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Demurrage 


Pennsylvania.—Question: As a cement company we sell 
cement to a dealer who has no direct railroad siding. That 
is, the railroad engine pushes the cars as far on tracks in our 
plant yard as possible. After that we deliver the car with 
our small locomotive engine and charge the dealer a certain 
amount per hour for the service. We pay the necessary 
switching charge to the railroad to move the car within our 
plant, as per tariff on file. The railroad engine cannot deliver 
the car direct because the tracks are not heavy enough to 
carry the engine from the point where our locomotive picks 
up the car. 

The dealer leased a small piece of property from us, the 
property lying along the tracks leading from our plant to our 
quarry, we having built a short siding from the tracks to their 
warehouse. 

Now then, who is responsible for any demurrage that may 
accrue on such cars? Inasmuch as the railroad cannot deliver 
the car direct, can the railroad bill us or will they bill the 
dealer should any demurrage occur at any time? 

Answer: Section D or Rule 3 of Agent Jones’ Tariff I. C. C. 
2944 which publishes the Uniform Demurrage Rules, states 
that on cars to be delivered on other-than-public-delivery 
tracts, time will be computed from the first 7:00 A. M. after 
actual or constructive placement on such tracks, and in Note 1 
thereof, states the actual placement is made when a car is 
placed in accessible position for loading or unloading or at a 
point previously designated by the consignor or consignee. 

Section E of Rule 3, states that on cars to be delivered 
on interchange tracks of industrial plants performing the 
switching services for themselves or other parties, time will 
be computed from the first 7.00 A. M. after actual or construc- 
tive pleacement on such interchange tracks until return to the 
same or other interchange track. 

The above provisions cover the delivery of cars on other- 
than-public-delivery tracks, but are applicable to the facts in 
the instant case only if the delivery of the cars on the tracks in 
your plant yard is to be considered as a delivery by the 
carrier, the subsequent movement of the car by your locomo- 
tive being of no concern to the carrier, or if the point of delivery 
by the carrier in your plant yard is to be considered an inter- 
change track for delivery to the party to which you deliver 
the car, within the meaning of Section 3. If the former, demur- 
rage would be assessed against your company, and against the 
cement company if the latter. As a matter of fact it does not 
appear that there are provisions in the demurrage rules spe- 
cifically applicable to the facts you outline. 


Delivery—Duty of Carrier Under the Bill of Lading Act to 
Withhold Delivery of Shipment When Instructed to Do So 
by the Shipper. 


South Carolina.—Question: A shipment arrived at my 
station February 24, moving under an order notify bill of 
lading. On February 26 I received a letter from the shipper 
addressed to X Railway of which I am the local agent, 
reading as follows: 


On the 24th we made a C, O. D. shipment to A, South Carolina, 
and in error sent the bill of lading to customer. I would thank you to 
check into this and do not deliver shipment until our draft at bank 
is paid. The draft went forward today. Please see that we get the 
money for this shipment before you deliver merchandise, and oblige. 


The patron called for his shipment March 1 and presented 
the paid draft and bill of lading. However, the bill of lading 
has not been endorsed by the shipper. 
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Considering the paid draft which I have on file, can the 
carrier be drawn into any controversy which may develop and 
held liable to any extent whatsoever in view of the fact that 
the original order bill of lading has not been endorsed? 

Another question, in consideration of the consignor’s re. 

quest not to deliver the shipment until the carrier had de. 
termined that the shipper’s draft had been paid, would I, as 
local agent, been acting to the best interest of my company 
had I delivered the consignment upon surrender of the bill of 
lading; assuming that the bill of lading had been properly 
endorsed? In other words, had the bill of lading properly 
endorsed been presented to me and request made for delivery 
of the shipment, would it have been my duty to deliver the 
shipment without regard for the consignor’s letter with refer. 
ence to his draft—or, should I demand presentation of the 
paid draft in such cases? 
Answer: Sections 8 and 10 of the bill of lading act pro. 
vide: Section 8. That a carrier, in the absence of some law- 
ful excuse, is bound to deliver goods upon a demand made 
either by the consignee named in the bill of goods or, if the 
bill of goods is an order bill, by the holder thereof, if such a 
demand is accompanied by— 

(a) An offer in good faith to satisfy the carrier’s lawful 

lien upon the goods; 

(b) Possession of the bill of lading and an offer in good 

faith to surrender, properly indorsed, the bill which 
— issued for the goods, if the bill is an order bill; 
an 

(c) A readiness and willingness to sign, when the goods 

are delivered, an acknowledgment that they have 
been delivered, if such signature is requested by the 
carrier. 


In case the carrier refuses or fails to deliver the goods 
in compliance with a demand by the consignee or holder go 
accompanied, the burden shall be upon the carrier to establish 
the existence of a lawful excuse for such refusal or failure. 

Section 16.—That where a carrier delivers goods to one 
who is not lawfully entitled to the possession of them, the 
carrier shall be liable to anyone having a right of property 
or possession in the goods if he delivered the goods otherwise 
than as authorized by subdivisions (b) and (c) of the preced- 
ing section; and though he delivered the goods as authorized 
by either of said subdivision, he shall be so liable if prior to 
such delivery he— 


(a) Had been requested, by or on behalf of a_ person 
having a right of property or possession in the goods, 
not to make such delivery, or 

(b) Had information at the time of the delivery that it 
was to a person not lawfully entitled to the possession 
of the goods. 

Such request or information, to be effective within 
the meaning of this section, must be given to an officer or 
agent of the carrier, the actual or apparent scope of whose 
duties includes action upon such request or information, and 
must be given in time to enable the officer or agent to whom 
it is given, acting with reasonable diligence, to stop delivery 
of the goods. 

Section 9, subdivisions (b) and (c) thereof, referred to 

above, reads as follows: 


That a carrier is justified, subject to the provisions of the * * * 
following sections, in delivering goods to one who is 

(b) The consignee named in a straight bill for the goods, or 

(c) A person in possession of an order bill for the goods, by the 
terms of which the goods are deliverable to his order; or which has 
been indorsed to him, or in blank by the consignee, or by the mediate 
or immediate indorsee of the consignee. 


While we cannot locate decisions so holding, section 10 
is apparently intended to cover a situation such as yol 
describe. 


Motor Carrier Act, Application of 


New Jersey.—Question: My company owns and operates 
four motor trucks used in delivery of our own manufactured 
merchandise in the Metropolitan District and some of our 
orders call for F. O. B. plant which, as you know, obligates 
the consignee to pay for the charges, and in some cases we 
have to make special trips with material, charging a rate of 
$2.00 per hour. 

I would appreciate if you would let me know whether we 
are permitted to charge the consignee this special price of 
whether we are compelled by Interstate Commerce Commis- 
sion regulations to charge for class rates, even though we did 
not file tariffs with the Interstate Commerce Commission i 
Washington, D. C. 

Answer: Whether or not in transporting goods to Cus: 
tomers you would subject your company to the provisions of 
the Motor Carrier Act depends, we believe, upon where title 
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to the goods passes. If at point of shipment or factory, that 
is, if the goods are sold F. O. B. point of shipment or factory, 
in transporting the goods to destination you would be hauling 
goods of another party, and therefore would subject yourself 
to the provisions of the Act. If, however, title passes as des- 
tination, you would be hauling your own goods as a private 
carrier and, in our opinion, may, without subjecting yourself 
to the provisions of the act, other than as to safety regulations, 
add an amount to the invoice sufficient to cover the cost of 
transporting the goods to their destination. 


Shipping—Act of God; Perils of the Sea 

Texas.—Question: Please advise us party liable for loss, 
giving reference to former similar cases and law governing 
in the following case: 

“A”? made a shipment from the Pacific Coast to “B” lo- 
cated at an interior Texas point, on steamship bill of lading, 
this moving via Panama Canal to a Gulf port with instructions 
to forward to final destination from the port via carrier X. 

On delivery of the shipment to consignee it was found 
that the shipment had been wet and most of the contents 
ruined. The consignee filed damage claim with the delivering 
carrier, who in turn filed with the steamship company. They 
have declined payment, stating that the vessel encountered 
heavy weather and the captain entered protest on arrival at 
port. No general average was declared and no notice given 
consignee or connecting carrier that damage might exist. 

If the steamship is liable should suit for recovery be 
brought in Admiralty or Common Law court? 

Answer: It is a general rule that carriers by water, like 
other carriers, are not liable for loss or damage arising from 
acts of God, or such perils of the sea or of navigation as come 
within the meaning of that term. Nor is the carrier, in the ab- 
sence of contract to the contrary, liable for loss caused by the 
public enemy, or inevitable accident caused without fault of the 
carrier or his agents or servants; but where an accident on a 
boat, causing injury to goods being transported thereon, could 
have been avoided by using such precautions as are actually 
used on many boats, the injury was not caused by a danger of 
navigation, and the carrier is liable. And if the carrier relies 
upon one of these accepted causes he must show that it was 
the proximate cause of the injury; and if his own act inter- 
venes as the proximate cause of the damage, he cannot escape 
liability; and in seeking to be relieved from liability for dam- 
age to a cargo in transit, under the exceptions of perils of the 
sea, the ship-owner, as carrier, is bound to prove that the 
injuries were the result of such untoward circumstances as 
could not have been anticipated and guarded against by the 
exercise of ordinary care and prudence. 

Contracts of affreightment are maritime contracts within 
the admiralty jurisdiction of the federal courts. Im case of 
loss, damage, or nondelivery of the goods or other breach of 
the contract, the owner or consignee may proceed in personam 
against the ship owner, (The Belfast, 7 Wall. 624, 19 U. S. 
(L. Ed.) 266), or in rem against the ship in the event she has 
received the goods and thereby been subjected to the shipper’s 
lien, even though he has no lien upon the ship by the law of the 
place where the contract of shipment was made. Bulkley vs. 
Naumkeag Steam Cotton Co., 24 How. 336; The Maggie Ham- 
mond, 9 Wall. 435. 

Act of God 


Ohio.—Question: We made a shipment on January 18 
via WLE/ BO/ LN/ SAL for Fort Lauderdale, Fla. The route 
operates via WLE to Toledo, thence BO to Cincinnati care of 
LN. We were advised shipment reached Cincinnati on Jan- 
uary 22, a day of high flood waters. It apparently was lost 
from January 22 to February 27 and we were advised by the 
WLE Ry. to duplicate the shipment on Febuary 27. Several 
days ago, however, the shipment turned up at destination and 
of course the consignee refused to accept same account damage 
by water. The SAL agent at Fort Lauderdale now requests 
disposition of this merchandise. We have requested the SAL 
agent to advise the extent of damage, etc., in the meantime, 
we are filing a damage claim for full value. Undoubtedly the 
carriers will argue that the damage was due directly to an 
act of God. 

However, we believe that negligence could be charged 
for permitting the shipment to move into Cincinnati when it 
was known everywhere that the Ohio River was rising rapidly. 
As a matter of fact, two feet of water over flood stage was 
threatening Cincinnati on January 18, the date of the ship- 
ment, while the peak was reached on January 22, the day the 
shipment moved into Cincinnati from Toledo, Ohio. 

Do you believe our claim has any merits to it? The 
merchandise costs $50.00 while the accrued freight charges 
amount to $3.50. Since the SAL agent has written for dispos- 
fe ncoueiodiy: storage charges will be assessed after the 

ime. 


Your advice will be greatly appreciated. 
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Answer: A carrier is not liable for loss or injury to goods 
caused by an act of God. An act of God is an inevitable and 
unavoidable accident not attributable to human agency. Floods, 
= earthquakes, etc., are generally regarded as acts of 


However, an act of God will not excuse the carrier if it 
could have been forseen by the carrier or if it had knowledge 
in time to protect the shipments. 

On the other hand, there is a very considerable number 
of decisions which unqualifiedly hold that, where the carrier 
has been guilty of negligent delay in transporting or delivering 
goods, and thereafter the goods are lost or injured by an act 
of God or other excepted cause, and but for such delay the 
goods would not have been exposed to the casualty, the car- 
rier will be liable (Wald vs. Pittsburgh, etc. R. Co., 162 IIl. 
545, 44 N. E. 888; Michigan Cent. R. Co. vs. Curtis, 80 Ill. 324; 
Edson vs. Pennsylvania Co., 70 Ill. A. 654. See, also, Sandy 
vs. Lake St. El R. Co., 235 Ill. 194, 85 N. E. 300; Green-Wheeler 
Shoe Co. vs. Chicago, etc. R. Co., 130 Iowa 123, 106 N. W. 498; 
Julius Kessler & Co. vs. Southern Ry. Co. in Kentucky, 255 
S. W. 525); and this rule has been held to apply whether the 
goods are perishable or not. 

Under the rule applied in the federal courts, unless a 
carrier is chargeable with some negligence other than delay 
in moving the shipment, the destruction of property by an 
act of God not foreseen in time to guard against it, absolves 
the carrier from liability. Northwestern Consolidated Mining 
Co. vs. Chicago, B. & Q. R. Co., 160 N. W. 1028. 

Although there is some authority to the contrary, where 
the goods are injured during transportation, or part of them 
are lost, the consignee, it is said, cannot abandon the consign- 
ment and sue for the full value, but must accept the goods as 
tendered and sue for damages. Myer vs. Vicksburg R. Co., 6 
Sou. 218; Morell vs. Northern Central R. Co. (N. Y.), 16 
Hun. 585; Freeman vs. Weir, 94 N. Y. S. 327; Central of Ga. 
R. Co. vs. Montmollen, 39 Sou. 820; Parsons vs. U. S. Express 
Co., 125 N. W. 776; Reason vs. Detroit, etc. R. Co., 113 N. W. 
596; C. C. C. & St. L. Ry. Co vs. Bement-Rea Co., 154 N. W. 
32; Crinnella vs. Northwestern Pac. R. Co., 259 Pac. 774; Pat- 
~— — R. Co., 195 S. W. 1163, and R. Co. vs. Novet, 199 

. W. 496. 


Where the goods are so materially damaged as to destroy 
their value, the consignee may, of course, refuse to accept and 
sue for the full value, since in that event nothing that the con- 
signee might do would lessen the loss and so diminish the 
carrier’s liability. G. C. & S. F. Ry. Co. vs. H. B. Pitts & Son, 
83 S. W. 727; McGrath vs. C. & W. C. Ry. Co., 75 S. E. 44. 


If the goods have a substantial value for the purpose for 
which intended, you are not entitled to recover the full value 
thereof, but only the difference between the value of the goods 
had they been delivered in an uninjured condition and their 
value in the condition in which delivered, in the event recovery 
can be had at all. 


Tariff Interpretation—Intermediate Rule—Commodity Rate 
Takes Precedence Over Specific Class Rate 


Missouri.—Question The question now arises as to the 
proper application of rates from intermediate points versus 
specific bases on articles from given points of orgination to 
given points of destination contained in the same tariff. And 
an interpretation of the following problem will be greatly 
appreciated. 

Item 5555-A, supplement No. 2 to Agent C. L. Lawson’s 
MF-I. C. C. No. 2, provides 55% of 1st class, minimum weight 
18,000 pounds. Such class rate being 93c per cwt. as pub- 
lished in Agent F. P. Willette’s MF-I. C. C. No. 4, to Spring- 
field, Mo., based on the rates to Columbus, Kansas. Item 
5545-B, supplement number 8 to Agent C. L. Lawson’s MF- 
I. C. C. No. 2, provides a specific rate of 80c per cwt. in any 
quantity lots of alcoholic liquor, from Cincinnati, Ohio, to 
Springfield, Mo. 

Lawrenceburg, Indiana, is located on a direct line on 
U. S. Highway No. 50, intermediate to Cincinnati, Ohio. The 
title page of Agent C. L. Lawson’s MF-I. C. C. No. 2, provides 
that it is a tariff of local, joint and proportional commodity 
rates. Item 60 of this tariff provides an application of rates 
from intermediate points. 

We would like to have an expression from you as to your 
opinion of what the proper rate to apply from Lawrenceburg, 
Indiana would be. Can the rates in item 5555-A be considered 
as specific commodity rates and take precedence over those in 
item 5545-B? Bearing in mind that rates in item 5555-A are 


percentage class rates published in a commodity tariff spe- 
cifically from Lawrenceburg, Ind., whereas, the rates in item 
5545-B are specific commodity rates published from a more 
distant point, applicable through the unnamed point in said 
item. 

This is a grave situation and we would like to have a 
definite ruling on the matter. 


Some claim that the rates from 
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Cincinnati shown in item 5545-B will also apply from Lawr- 
enceburg, Ind., by virtue of the intermediate application shown 
in item 60. Others claim that the bases shown in item 5555-A 
are specific commodity rates and must be used in preference 
to the intermediate basis from Cincinnati, Ohio. 

There being no long and short haul rule in the Motor 
Carrier Act, the carriers are not compelled to observe a greater 
distance point as a maximum,, and rightfully so when additional 
service is necessary to provide transportation from the inter- 
mediate point. Yet Section 217 (a) of the Motor Carrier Act 
provides that rates must be published in lawful money of the 
United States. 

Answer: In Standard Oil Co. vs. Atchison, T. & S. F. Ry. 
Co., 139 I. C. C. 297, the Commission held that a specific rate 
always takes precedence over a rate made by the use of the 
intermediate rule, regardless of whether they are contained 
in the same tariff or in different tariffs, and of whether the 
specific rate is published to become effective before or after 
the effective date of the rate under the intermediate rule, 
unless there are published tariff provisions necessary to make 
clear, and give effect to, a purpose to have rates resulting 
from the intermediate rule apply to the exclusion of specific 
rates in certain instances. 

In California Packing Corp. vs. Director-General, 78 
I. C. C. 190, 195, the Commission stated that it has held that 
rates published by exceptions to the classification upon the 
basis of a class rate or a proportion of a class rate, and re- 
quiring reference to the tariff naming the class rates can, in 
no instance, be considered specific commodity rates, citing 
Boldt Paper Mills vs. Director-General, 62 I. C. C. 471. 

Since Item 5555-A may be considered as publishing specific 
class rates and not commodity rates, and Item 5545-B pub- 
lishes a commodity rate made by intermediate application, 
under the decision of the Commission in Curtis Leather Co. vs. 
Atchison, T. & S. F. Ry. Co., 151 I. C. C. 610, the rate pub- 
lished in 5545-B is the rate to apply, the Commission having 
stated therein that the principle announced in the Standard 
Oil Co. case above cited applies only when specific rates and 
rates resulting from the application of intermediate rules are 
of the same character or grade. See also to the same effect 
Lyon & Greeleaf Co. vs. New York Central R. Co., 197 
I. C. C. 38. 


INTERSTATE COMMERCE 


Editor The Traffic World: 

Your editorial on “What is Interstate Commerce” April 17 
is quite interesting and the subject becomes ever more inter- 
esting when the question is phrased as follows: 


What is intrastate commerce, or, commerce within a state; or, 
better still, what rights are left to the states other than the right to 
levy taxes and the right to hang their own criminals? 


Under the broadened concept of “commerce among the 
states,” as announced in the recent cases arising under the 
Wagner act, it is not improbable that the power of the state 
to tax property may be impinged by the federal power, because 
there seems to be ample precedent for the belief that most 
any tax on commodities levied by the states may finally be 
shown to be a burden upon or hindrance to commodities that 
move in the channels of interstate trade. 

The writer assumes that the proposed anti-lynching bill 
now pending before Congress is based upon the bill-of-rights 
or the 14th Amendment rather than the elastic commerce 
clause; however, regardless of its foundation, it appears that 
the federal government is about to usurp the right of a state 
to punish its own criminals. It may be, however, that, if 
the rope is used in hanging the criminal came into the state 
from another state or a foreign country, the hanging of the 
criminal is “commerce among the states.” 

Now that a manufacturer who draws raw materials into 
his state from another state or ships finished products out of 
his state into other states is said to be engaged in “commerce 
among the states,” in so far as his contractual relations with 
labor are concerned, the purpose being to protect the interstate 
commerce of a custodian rather than an owner of commodities, 
I assume the next step in the stretching of the commerce 
clause will be to refuse manufacturers the right to discontinue 
operations without a certificate of convenience and necessity 
and to prohibit the establishment of any new manufacturing 
plants without the consent of the federal government. 

In your April 17 issue your Washington correspondent, 
writing under the caption, “Short Commerce Clause of Con- 
stitution Almost Omnipotent,” said, among other things, that 
“the court cannot say that the end ever justifies the means.” 
I concede that your correspondent is a student and a profound 
thinker, also a good historian, but I’m afraid he erred this time. 
In his opinion to President Washington on the right of 
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the federal government to erect corporations (a national bank), 
Alexander Hamilton laid down the rule that “when the end 
is constitutional, any means to the end that is not expressly 
prohibited is likewise constitutional.” Although this is called 
the doctrine of “implied powers,” it is far more limited than 
the new concept of “commerce among the states.” 

If we once adopt the premise that manufacturing, mining, 
and agriculture are “commerce among the states,” we may as 
well abolish the states and their hordes of tax eaters and try 
to save enough to offset the augmented expense of operating 
the federal government. 

Those of us who were in favor of preserving the inde- 
pendence of the Supreme Court may as well admit that the 
court’s new concept of “commerce among the states” has 
abolished or will practically abolish the states themselves. 

Houston, Tex., April 20, 1937. 

H. B. Cummins 

P. S. Concerning the anti-lynching bill, it might be said 
that, as a means of enforcing the 14th Amendment, the federal 
government would rather penalize the state than do the work 
of hanging the criminal. 


THINKS SPACE WAS WASTED 


Editor The Traffic World: 

We have enjoyed reading your constructive criticism 
in the editorial columns. However, we do not understand why 
you should print the letter on page 834 of The Traffic World, 
written by S. J. Cauble, attorney, who also signs himself 
traffic manager of the Nebraska Seed Company. As far as 
we can see, it is simply a rambling letter, not starting any- 
where nor going anywhere. This man has evidently made up 
his own historical quotations and desires to change everything 
to his own ideas. 

As we have said in the first place, your editorials we 
believe have to do with the general business structure and we 
believe they have a place in business publications. We do wish 
to protest, however, against printing such letters as written 
by S. J. Cauble. These letters serve no good purpose and 
throw no light on anything. 

Philadelphia, Pa., April 20, 1937. 

A. L. Townsend, 
Becker, Smith, and Page. 


EXPLOSIVES SHIPMENTS IN 1936 


In 1936, for the tenth successive year, large quantities 
of dynamite and black powder were transported by the rail- 
roads without injury to anyone or damage to property, accord- 
ing to a statement issued by the Institute of Makers of Explo- 
sives. The statement quotes the annual report of the bureau of 
explosives of the Association of American Railroads to the effect 
that “the greater part of more than 376,000,000 pounds of 
dynamite and black power manufactured in the United States” 
was moved by rail. It also calls attention to that part of the 
report which indicates that shippers of explosives and danger- 
ous articles “are as much interested as are the railways in 
preventing explosions, fires or personal injuries.” 





REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Switch- 
men’s Union of North America has been designated to repre- 
sent the yard conductors, yard brakemen and switchtenders 
of the Fort Street Union Depot Company. The Brotherhood of 
Railroad Trainmen invoked the services of the board to deter- 
mine representation. In an election the switchmen received 
13 votes against 8 for the trainmen. 


The Brotherhood of Railway and Steamship Clerks, Freight 
Handlers, Express and Station Employes has been designated 
to represent clerical employes of the San Diego & Eastern 
Railway Company. In an election 17 votes were cast for that 
organization as against 8 for the Clerical Union of San Diego 
and Eastern Railway. 


PENNSY RAILROAD SHOP INSPECTION TOUR 


The Altoona works of the Pennsylvania Railroad will be 
open for public inspection Sunday, May 16, to accommodate 
special groups from Chicago and New York. The railroad will 
run special excursion trains from those two points at low rates 
for those who desire to make the trip. The trip from Chicago 
is being sponsored by the Chicago chapter of the Railway and 
Locomotive Historical Society, Railroad Stories Magazine, the 
Model Builders’ Guild and the Chicago Suburban Model Club. 
The train will leave Chicago at 8:50 p. m. daylight saving 
time, May 15, and will arrive at Chicago on its return trip at 
7:00 a. m., May 17. 
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Doings of the Traffic Clubs 
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Robert H. Nutt, Philadelphia, will speak on “How to 
Remember Names and Faces” at a meeting of the Traffic Club 
of New York at the Hotel Biltmore April 27. 





Motion pictures of fire fighting and fire fighting apparatus 
were shown at the luncheon meeting of the Traffic Club of Min- 
neapolis at the Hotel Nicollet April 22. 





Members of the Birmingham Traffic and Transportation 
Club will make an inspection tour of the Avondale Mills and 
the plants of the Alabama Marble Company at Sylacauga, Ala., 
April 28. Luncheon will be served at the Avondale Mills. The 
trip was arranged by the cub’s industrial trip committee of 
which K. L. Landgrebe is chairman. The club will hold its 
annual golf tournament and bridge party at the Birmingham 
Country Club May 10. 





The Transportation Club of Peoria held a dinner meeting 
at the Pere Marquette Hotel in observance of Perfect Shipping 
Month April 15. The speaker was R. A. Fasold, special repre- 
sentative, freight claim division, Association of American Rail- 
roads. L. Jones, general traffic manager, Premier Pabst Cor- 
poration, chairman of the Peoria shippers’ committee on Per- 
fect Shipping Month, reported on the cooperative efforts in 
loss and damage prevention by shippers, business organizations 
and railroads. E. F. Stock, president of the club, was toast- 
master. 





At its meeting April 6 the Traffic Club of Houston adopted 
a resolution opposing government ownership or operation of the 
railroads. The club held a golf tournament at Hermann Park 
April 20. E. G. Armer, traffic manager, Gordon Sewall and 
Company, was chairman of the committee in charge. 





At a meeting of the Central Ohio Traffic Club at Marion, 
O., April 15, the following officers were elected: President, E. G. 
Waterman, traveling freight agent, Chicago, Burlington and 
Quincy, Cincinnati; first vice-president, G. A. Swineford, traffic 
manager, Empire Sheet and Tin Plate Company, Mansfield; 
second vice-president, W. J. Brennan, general agent, Reading- 
Central of New Jersey, Cleveland; secretary-treasurer, C. D. 
Smith, traveling freight agent, Louisville and Nashville, Cleve- 
land; members of the board of governors, C. K. Smaltz, traffic 
manager, Mansfield Tire and Rubber Company, Mansfield; 
O. D. Mitchell, traffic manager, F. E. Meyers Company, Ash- 
land; S. D. Ross, traffic manager, Huber Manufacturing Com- 
pany, Marion; R. L. Christie, traveling freight agent, Illinois 
Central, Cleveland; F. A. Swope, general agent, Union Pacific, 
Cincinnati. 

The annual free dinner for the members of the Indianapolis 
Traffic Club will be held at Red Gables April 29. The occasion 
has been designated industrial night. There will be a floor 
show. R. C. Stoelting is chairman of the committee in charge. 





The Traffic and Transportation Club of Philadelphia has 
elected the following officers: President, Jesse K. Cotter, 
Pennsylvania Railroad; vice-president, Benjamin J. French, 
Castle and Overton; treasurer, Edward S. Freiling, Koons, 
Wilson and Company; secretary, Robert F. Byrnes, Byrnes 
Shipping Company. The annual dinner and installation of 
officers will be held May 6. H. Richard Stickel, district man- 
ager, Commission’s motor carrier bureau, will speak on “Prob- 
lems of Regulation and Administration of the Motor Carrier 
Act,” at a forum meeting under the direction of the educational 
committee of the club at the Warwick Hotel April 26. 





The theme of the luncheon meeting of the Traffic and 
Foreign Trade Club of Galveston at the Jean Lafitte Hotel 
April 16 was “Why a Traffic Club?” The question was dis- 
cussed by shippers, railroad representatives and representatives 
of the Galveston Chamber of Commerce. Members of the 
traffic and commerce committee of the Chamber of Commerce 
were guests. 





Sound motion pictures in color, presented by the Chevrolet 
Motor Company, were shown at the luncheon meeting of the 
Transportation Club of St. Paul at the Hotel Lowry April 20. 





E. S. Moeller, traffic manager, Montgomery Ward and 
Company, Fort Worth, Tex., was the speaker at a Perfect Ship- 
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ping Month luncheon meeting of the Traffic Club of Fort Worth 
at the Blackstone Hotel April 18. E. P. Byars, chairman of the 
Fort Worth Perfect Shipping Month committee, was in charge 
of arrangements. 

At the meeting of Wyoming Valley Traffic Club at the 
Hotel Berwick, Berwick, Pa., April 14, the following officers 
were elected: President, Leon C. Houghton, American Car and 
Foundry Company, Berwick; vice-president, Fred A. Bross, dis- 
trict freight agent, Pennsylvania Railroad, Scranton, Pa.; secre- 
tary-treasurer, C. J. Blaker, assistant traffic manager, Hazard 
Insulated Wire Works, Wilkes-Barre, Pa.; members of the 
board of directors, H. R. Duffy, Arrow Carrier Corporation, 
Paterson, N. J.; David Philips, Planters Nut and Chocolate 
Company, Wilkes-Barre,; W. A. Wheeler, Central Railroad of 
New Jersey, Ashley, Pa. 





J. M. Heath, freight claim agent, Lehigh Valley Railroad, 
spoke on claim prevention at a meeting of the Metropolitan 
Traffic Association of New York at the Midston House April 22. 
At a meeting of the club’s study group earlier the same evening, 
C. J. Baker, American Smelting and Refining Company, led a 
discussion on the interpretation of tariffs. 





The golf tournament of the Traffic Club of New Orleans, 
scheduled for April 29 at the Audubon Club, has been post- 
poned to May 6 at the same place. The luncheon meeting of 
the club to be held at the Hotel Monteleone April 26 has been 
designated Illinois Central day. 





The Traffic Club of Wilmington, Del., held a trap-shoot 
and oyster roast at the Wilmington Trapshooting Range, New 
Castle, Del., April 22. Fred Kendall, recently promoted to be 
agent for the Reading Railroad at Pottstown, Pa., was the 
guest of honor. The club will hold its annual outing at the 
Acme Club May 15. 





The Evansville, Ind., Transportation Club held its annual 
ladies’ night dinner dance at the Hotel McCurdy April 21. 





The meeting of the Oakland, Cal., Traffic Club at the 
Athens Athletic Club April 20 was sponsored by the steamship 
members of the club. Harold Norton, Dollar Steamship Lines, 
was chairman of the group. The club will hold a dinner dance 
at the Athens Athletic Club April 30. J. H. Coupin, general 
agent, Western Pacific, will speak on “The History of the Bill 
of Lading” at a meeting of the club’s discussion group at the 
Athens Athletic Club April 27. D. L. Wilson, chief clerk, 
Southern Pacific, will discuss the question “What Is an Act of 
God?” Elmer Lindquist, freight traffic agent, Western Pacific, 
will speak on “The Application of Rule 24 on Trans-Bay Ship- 
ments”; A. C. Meadows, traffic representative, Port of Oakland, 
on “The Load Line on Cargo Vessels,” and C. E. Warren, War- 
ren Transportation Company, on “Ports of Entry for Trucks.” 





The Milwaukee Traffic Club is organizing a soft ball league 
which will play on the lakefront diamonds on Monday evenings, 
beginning May 3. 





Sports night will be observed by the Pacific Traffic Asso- 
ciation of San Francisco at its next meeting May 13. Jess 
Milford, traffic manager, Baker Hamilton and Pacific, is chair- 
man of the committee in charge of arrangements. The club will 
hold its annual picnic at Linda Vista Park, Mission San Jose, 
May 23. 


The educational forum of the Transportation Club of Des 
Moines will hold a meeting at the Hotel Savery April 26. The 
rules of the tariff circular will be discussed. A. R. Crouch, 
Pittsburgh-Des Moines Steel Company, is chairman of the 
club’s educational committee which has charge of the meeting. 





The Chattanooga, Tenn., Traffic and Transportation Club 
held a luncheon meeting at the Hotel Patten April 21. F. Wood- 
all Johnson, Chattanooga director of safety, was the speaker. 





The Traffic Club of Chicago will observe the fiftieth anni- 
versary of the Commission at a luncheon at the Palmer House 
April 29. The following will be the speakers: Clyde B. Aitchi- 
son, Commissioner; Car] R. Gray, president, Union Pacific Rail- 
road; Luther M. Walter, commerce attorney; Elmer A. Smith, 
general attorney, Illinois Central, and C. E. Hochstedler, traffic 
director, Chicago Association of Commerce. The club will 


hold a Perfect Shipping Month luncheon at the Palmer House 
April 26. The speakers will be T. C. Burwell, vice-president, 
Staley Manufacturing Company, Decatur, Ill., chairman of the 
management commttee of Perfect Shipping Month, and C. H. 
Dietrich, executive vice-chairman, freight claim division, Asso- 
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Directly serving the Peoria-Springfield gate- 
way. 


Performs fast and dependable freight service 
between all territories. 


For new industrial locations 
advantages are offered. 


exceptional 


Inquiries invited regarding service, rates and 
general information. Communicate with any 
traffic representative listed below or 


V. H. WILLIAMS, Traffic Manager 
709 ILLINOIS BLDG. SPRINGFIELD, ILL. 


CEDAR RAPIDS, IOWA 

John Linsley, oa. 

407 Security Bidg. 
CHICAGO, ILL. 

H. J. Thuller, G. A. 

140 South Dearborn St. 
DALLAS, TEXAS. 

H. G. Williamson, G. A. 

901 Dallas National Bank Bidg. 


DETROIT, MICH. 
Gordon O'Day, G. A. 
3-107 General Motors Bids. 916 Com'l Nett. 

KANSAS CITY, MO. PITTSBURGH, PA. 
Geo. F. Kleinhoffer, G. A. A. Waldbauer, G. A. 


MINNEAPOLIS, MINN. 
E. Irber, A. 
316 Cor Exchange Bids. 
NEW YORK, N. Y. 
H. H. Meyer, G.E. A. 
40 Rector Street 
NORFOLK, VA. 
A, R. Mitchell, T. F. A. 
1000 Colonial Ave. 
PEORIA, ILL. 
Joe Walker, G.A 
" Bank Bids. 


405 Midland Bidg. S38 Park Bids. 
LOS ANGELES, CALIF. ST. 457 MO. 
A. M. Culver, G. A. G. E. Zetzsch e, G. A. 
305 Van Nuys Bids. 1472 Arcade Bids. 
MEMPHIS, TENN. TULSA, OKLA. 


N. J. Boatner, T. F. A. 
916 Exchange Bidg. 


CHICAGO 
& 
ILLINOIS MIDLAND 
RAILWAY 


W.S. Larsen, G. A. 
941 Kennedy Bids. 
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ciation of American Railroads. The luncheon is under the 
direction of the club’s public affairs committee of which A. H, 
Schwietert, assistant director of traffic, Chicago Association of 
Commerce, is chairman. 





J. F. Gaughran, Transamerican Freight Lines, will speak 
on “Truck Law and Truck Rates” at a meeting of the forum of 
the Motor City Traffic Club at the Detroit Leland Hotel Apri] 
26. 


The following new officers have been elected by the Colum. 
bus Transportation Club: President, W. I. Tycer; vice-president, 
D. W. Jones; secretary, F. M. Brownell; treasurer, G. D. Cash- 
ner; members of the board of governors, J. H. Evans, Ralph 
Morden, G. W. Kuppinger and G. P. Dolle. The club will hold 
a golf outing at the Scioto Country Club June 17. 


The Foreign Commerce Club of New York held its annual 
meeting and election of officers April 21. The following were 
elected: President Charles E. Dougherty, Carter and Weekes 
Stevedoring Company; first vice-president, Terence E. Cook, 
Barber Steamship Company; second vice-president, William J. 
Honan, Baltimore and Ohio; third vice-president, John F. Budd, 
Custom House Guide; secretary, Thomas J. Reddy, Mexican 
National Railways; treasurer, Lawrence C. Brower, United 
Fruit Company; members of the board of directors, H. M 
Vanderbilt, Merritt, Chapman and Scott, and O. J. Moeller, 
N. Y. K. Line. 





WALL MADE ASSISTANT DIRECTOR 


The Commission has announced the appointment of C. C 
Wall of Detroit, Mich., to be assistant director of the Bureau 
of Service, in place of Harvey Boltwood. The latter was re 
cently appointed to fill the vacancy created by the selection 
of W. P. Bartel to be the secretary of the Commission. Mr, 
Wall has been a service agent in the bureau of which he has 
been made the head since 1922. 


Rock 


Island 





ce 
ARIZONA 
CALIFORNIA 


Via the direct low altitude route 


GOLDEN STATE LIMITED 


De luxe all-Pullman Train —from Chicago 9:15 p. m. 


APACHE 


‘Carrying Standard and Tourist Pullmans and Chair Cars 
from Chicago 10:30 a. m. 


CALIFORNIAN 


New de luxe Chair and Tourist Car Train. Stewardess- 
Nurse attendants. Special car for women. Free pillows, 
drinking cups and Porter service. From Chicago 8:20 p.m. 
Economy meals on Apache and Californian — Breakfast 
25 cents, Luncheon 30 cents, Dinner 35 cents. 
VERY LOW FARES . 
Fast Through Freight Service 


Many trains carrying carload and less than carload shipments to and 
from the West, Northwest and Southwest. Free Pick-up and Delivery of 
less than carload freight. Merchandise cars between all important points. 


eee oe ee | 





ROCK ISLAND 
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SSE PC ee eee 
Arrive Centralia, Ill... ae * .. 1:35 a.m. (1st day) ‘ 
Arrive Du Quoin, Ill... eee icine hace (1st day) 
Arrive Carbondale, Ill. . uaa .. 2:50 a.m. (1st day) 
ED Arrive Marion, Ill... ... Pattie! Pere) 
Arrive Cairo, Ill... .... A348 . 4:05 a.m. (1st day) 
m, Antive Memphis... .. . Baw . 8:35 a.m. (1st day) 
Arrive Jackson, Miss. . tg eta ; . 6:45 p.m. (1st day) 
Arrive Meridian, Miss............ . 5:30 a.m. (Qnd day) 
Cars Arrive Vicksburg, Miss........... ....192:40 a.m. (Qnd day) | 
Pk bin sox oy ons ce RRO Oh 9:50 a.m. (Qnd day) : 
Arrive Shreveport, La......... sete .... 3:00 p.m. (Qnd day) | 
r Arrive Baton Rouge, La...................10:10 a.m. (2nd day) 
loon Arrive New Orleans.............. ...... 4:00 a.m. (2nd day) 
p.m. { 
kfast : : , L 3 . : 
This fast freight train makes earliest deliveries in the south. For advanced 
deliveries at points not shown above, consult any Illinois Central Representative. 
to and i) e f 
ery of 
points. 
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1.C.C. REGULATIONS NOW 
EXPLAINED IN EVERY- 





DAY LANGUAGE 


la lelgteleyeye),ane)| 


LS 
MOTOR 
CARRIER 
LAW 


By DAVID BRODSKY and 
J. ALMYK LIEBERMAN 


Leading authorities on motor transpor- 
tation law, members of the New York 
State Bar and of the Interstate Commerce 
Commission Bar. 
The Motor Carrier Act is being 
strictly enforced today against 
motor carriers and _ shippers. 
Ignorance of I. C. C. require- 
ments may subject you to severe 
fines and penalties. 


Here is a Handbook which will 
act as your lawyer . . . always 
at your side. Thousands of 
I. C. C. regulations are clearly 
explained to protect you from 
breaking laws which you may 
not know even exist. 


The Handbook is divided into 
two parts, giving you all the 
information you need. Part 1, on I. C. C. Regulations, 
deals with Certificates, Tariffs and Shipping Forms, 
New Operations, Mergers, Safety Regulations and 
Accounts, I. C. C. Procedure, etc. Part II is a 
compilation of the individual requirements of the 
48 states, including Certificates, Reciprocity, Taxes, 
Registration Fees, Equipment and Load Standards, 
and Traffic Regulations. 

Completely c--------- fichinaeratin-etatetgniitiniintateaitil 


indexed 
| Milbin Publishing Co., Dept. T2 
Price $3.00. | 140 W. 29nd St. N. ¥.C: 
| 











What the Motor Carrier 
Act requires of 
shippers? 








What Permit Require- 
ments, Equipment 
Standards or Load Re- 
strictions you must meet 
in each of the 48 states? 






How to legally expand 
your business? 


How to protect your 
I. C. C. rights to a 
Certificate or Permit? 










Heavy fines and pen- 
alties are now being 
assessed against carriers 
and shippers who are 
not familiar with these 
requirements. 










s] 
Don t take a chance Send me the “Handbook”. Within 5 days | will either 
anotherday. Fillin this return it or send you $3.00 plus few cents for delivery. 


order blank at once. 
Name 


Firm. . 


Address. . - : 


if check accompanies order, Postage will be prepaid. 
Returnable in 5 days for full cash refund. 











No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 





Digest of New Complaints 





Otte 


27690, Sub. No. 1, Ringgold Coal Co., Timblin, Pa., et al. vs. B, 
& O. et al. 

Rates, bituminous coal, Reynoldsville, Pa., district, to Buffalo, 
N. Y., and related points, $2.09 a net ton, exorbitant and excessive 
level of it, resulting in wasteful and uneconomic transportation 
service beyond their lines by water in violation of section 1. Ask 
new rates. (William W. Collin, Jr., 928 Frick Bldg., Pittsburgh, 
and H. A. Heilman, Safe Deposit Bank Bidg., Kittanning, Pa.) 
27704, Tri-State Pipe Co., Bellaire, O., vs. A. & S. et al. 

Rates, used pipe thread protectors and/or pipe rings, from vari. 
ous points in La., N. M., Okla. and Tex. to Bellaire, O., in vie 
lation of section 1. Asks cease and desist order and reparations, 
(J. H. Michel, Wheeling, W. Va.) 

27703, American Oil Co., New York, N. Y., vs. Pennsylvania. 

Inapplicable rate, 332 carloads gasoline, Hays, Pa., to Youngs- 
town, O., shipped between April 27 and Dec. 31, 1936, in violation 
of section 6. Asks reparation. (R. H. Maupin, 122 East 42nd St. 
New York, N. Y.) 

27705, Corporation Commission State of Oklahoma et al., Okla- 
homa City, Okla., vs. Arkansas Railroad Co. et al. 

Rates, grain and grain products, normally taking the wheat rates, 
from all stations in Okla., part of Kan. south of the Santa Fe to 
all points in Ark., in La. west of the Mississippi, Memphis, Tenn., 
Vicksburg and Natchez, Miss., and Baton Rouge and New Orleans, 
La., in violation of sections 1 and 3. The undue preference alleged 
being for competitors. Asks new rates. (H. D. Driscoll and C. B, 
Bee, Oklahoma City, Okla.) 

27706, Charles Ilfeld Co., Las Vegas, N. M., vs. Southern Pacific 
Steamship Lines et al. 

Rates and charges, carload, canned fish, Boston, Mass., to Las 
Vegas, shipped Sept. 20, 1935, inapplicable or if not inapplicable 
in violation of section 1. Asks reparation. (E. R. Collins, Las 
Vegas, N. M.) 

27707, F. Burkart Manufacturing Co., St. Louis, Mo., vs. B. & 0, 

Rate, sisal, New Orleans, La., to Cincinnati via Mississippi Valley 
Barge Line for storage in transit where the stored sisal was dam- 
aged by the recent flood. Asks reparation for the difference in 
the charges on the dry sisal in and the wet sisal out. (A. F. Ver- 
sen, 4503 S. Kingshighway, St. Louis, Mo.) 

27708, Carbon Fuel Co., Charleston, W. Va., et al. vs. Akron & 
Barberton Belt et al. 

Rates and charges, bituminous coal, mines in W. Wa. and Ky. 
to destinations in Ohio amd Ind. in periods in 1935 described in 
the complaint by reason of an emergency charge which Ohio and 
Indiana authorities failed to permit to be brought up to levels 
corresponding with level in other states, in violation of sections 
1 and 3. Ask cease and desist order and reparation of $21,000. 
(Norman, Quirk & Graham, Investment Bldg., Washington, D. C.) 
22709, Denver Grain Exchange Association et al., Denver, Colo., 
vs. C. B. & Q. et al. 

Rates and charges, grain and grain products, interstate applicable 
via routes through Denver from all points in Neb. on the Burling- 
ton and Union Pacific west of Superior, Red Cloud, Hasings, Grand 
Island and St. Paul, Neb., to destinations in the western district 
in Colo., Wyo., Tex., Okla., Ark., La., Tenn., Miss., Ala., Calif. 
Nev., Ore., Wash. and Ida. maintained in compliance with or in 
purported compliance with, the order of the Commission in 20 
I. C. C. 301 or 215 I. C. C. 83, excessive, unjust and unreasonable 
and unduly prejudicial in violation of sections 1, 2, 3 and 13. The 
complained of adjustment being alleged to be the result of proceed- 
ings concerning Nebraska. Cemplainants ask that the Nebraska 
State Railway Commission be notified of complaint and that there 
after the complaint be consolidated with Docket No. 27608, Nebraska 
State Railway Commission vs. Union Pacific, for joint hearing and 
determination. (G. H. Work, Denver, Colo.) 

27710, Mishawaka Monument Co., Mishawaka, Ind., vs. C. C. & 0. 
et al. 

Rates, dressed and rough granite and stone, Rockton, S. C. 
and Elberton, Ga., to Mishawaka, unreasonable and in violation 
of the long and short haul part of section 4. Asks reparation. 
Shipments moved between April 18 and Aug. 18, 1934. (Mr. Earl 
W. Cox, 730 Transportation Bldg., Chicago, III.) 


Cc. M. ST. P. & P. ADDS NEW MILWAUKEE TRAIN 
A new passenger train, which will average more than 4 


mile a minute for the 85-mile run, will be placed in service 
from Chicago to Milwaukee by the C. M. St. P. & P. April 26. 
It will leave Chicago at 1:15 p. m. daylight saving time and 
arrive in Milwaukee at 2:35 p. m. daylight saving time. Equip 
ment will include coaches, parlor car and dining car, all ail- 
conditioned. The train will be operated only week-ends. 


in 


PASSENGER ASSOCIATIONS’ JOINT DINNER 


The Central and Western Passenger associations will join 
a dinner at the Knickerbocker Hotel, Chicago, April 26. 


Ernest J. Gallmeyer, vice-president and general salesmanagéef, 


Wayne Pump Company, Fort Wayne, Ind., will speak on 


the Difference Is Salesmanship.” Railroad ticket sales promo 
tion methods will be demonstrated. It is expected the attend 
ance will be between 800 and 1,000. 
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SHIP BY TRUCK 


On Regular Schedules 


Always Door-to-Door Delivery 
Quickest and Cheapest to many points 


The OFFICIAL MOTOR FREIGHT GUIDE—the 
only National Guide of the trucking industry—con- 
tains full routing information, as well as Route Maps, 
Time-Table Schedules and detailed listings of thou- 
sands of carriers. 




















Published three times a year—no loose leaf nuisance. 
$3.00 per copy, $7.50 per year. 


If you operate trucks interstate, get a copy of the 
Legal Supplement of Motor Carrier Laws for all 48 
states. It will save many an arrest, fine and incon- 
venience; price $2.00. (Free with a year’s subscrip- 
tion to the Guide.) 


For full information on ship- 
ping by truck, which will 
save you time and money, 
write for free booklet, “Why 
Ship by Truck?” 


OFFICIAL 
MOTOR FREIGHT GUIDE 


732 W. Van Buren St. 
Chicago, III. 














A Complete 


IMPORT-EXPORT 
INFORMATION SERVICE 


Indispensable to TRAFFIC MANAGERS 


Custom com Guide 1837 


American 
“An Importers’ Import and Export 
Eneyelopedia’ . ullet 


. B in 
Published Annually |GCOMBiNatION Offer) suoviementary service 
to the 


1,500 Pages “Annual Guide”’ 























— CONTENTS — vg , - an » Custom House Guide 
Port Sections— a 
U. S. Customs’ Ports with “Annual Firm Published Monthly 
officials ; ——— and Trade Listing’ — CONTENTS — 
limits of port charges; ‘“ ” 
es services; directory a ~y My ys aa ge Trade Agree- 
General Data— Total Value $24.00 U. S. Customs Court 


Foreign Forwarding Agents, . " 
weights, measures, coin Combination Price } a eam Abstracts; 
values, frontier ports, trade 4 3 
terms, statistics, Air Serv- 00 All Official Rulings, Deci- 
ice, Federal Departments, 5. sions and Proclamations 
Consular Service, Foreign Affecting Foreign Trade 


eee and VOW choad Dave Customs Bureau — Rulings 


vs Department —s 
U. S. Customs Tariff Act reasury Decisions, ete. 
and Administrative Pro- N wi ; 7 ha 
visions, Revised to Date, ORDER 0 Regulations, anti-dumping; 


drawbacks; protests of 
Index to Commodities A SERVICE that not = * 
Alphabetical index of over | only keeps the “‘Annual’’ een Doce 4 — 
30,000 articles, with duty | revised to date, but also righted books, ‘Abstracts of 
Tates, tariff paragraphs, | continues to keep you unpublished decisions ete 
“commodity code number,’’ | thoroughly informed as ’ , 
including new Reciprocal to the many changes and | Federal Alcohol Admin. 
Trade Agreement rates of Sar es For- | U. S. Tariff Commission 
duties, acmmianene —_ Hearings; Investigations; 
Special Acts atorting | U. 8. | free of charge. anewerec’ | Surveys; Reports, ete. 
Imports and Exp 2 Internal Rev. Regulations, 


U. 8, customs Regulations, 75th ANNIVERSARY Decisions; Taxes, etc. 












R Dept. of Agriculture 
“nent Tease Age 1937 DE LUXE State and Commerce Depts. 
arene 8S. and other EDITION News Flashes on World- 


wide Commeree, ete. 


CUSTOM HOUSE GUIDE 


BOX 7, STA. P, CUSTOM HOUSE NEW YORK, N. Y. 


(Write for free copy of Steamship Flags and Funnels, In Colors) 





, EXPORTERS , 








IMPORTERS 






































Ship to and from 
all world points 


via HOUSTON 


Economical shipping services are 
offered, due to Houston’s stra- 
tegic location 50 miles nearer the 
large consuming markets of the 
Southwest. 


Port Houston’s facilities are mod- 
ern and especially designed to ex- 
pedite the safe handling of water- 
borne commerce. 


pag NE A AR I gE 


The Houston Port and Traffic 
Bureau is maintained to aid you 
in solving your transportation 
problems. 


2 ES LI 7 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 






SHIP THROUGH 







We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmingtoa Delaware 
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Docket of the Commission 





NOTE—iItems in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic Worid. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


April 26—Memphis, Tenn.—Peabody Hotel—Joint Board 4: 
MC 29957, Sub. No. 1—Tri-State Transit Co., of Louisiana, 
Shreveport, La., for certificate to extend operation. 


April 26—Memphis, Tenn.—Peabody Hotel—Examiner Crowley: 
MC-F 256—Dixie Greyhound Lines, Inc.—Purchase of operating rights 
and property of Oliver Coach Lines, Inc. 
MC-F 253—Dealers Transport Co., Inc.—Purchase of operating rights 
and property of Husmann & Roper Freight Lines, Inc. 


April 26—Lincoln, Neb.—Neb. Commission—Joint Bds. 139, 19 and 93: 
MC 50509—Lloyd Coffman, Berwyn, Neb., for certificate. 
MC 1114 and Sub. 1—Elmer Dovel & Son, Auburn, Neb., 

cate or permit and to extend present operations. 
MC 58905—Woodrow Bros., Paxton, Neb., for permit and to extend 
present operations. 


April 26—Chicago, Ill.—Sherman Hotel—Examiner Later: 
MC 20163—Application of C. Randell Bear, Ludlow, Ill., for permit. 
MC 92818—Application of Charles R. Williams, Chicago, Ill., for per- 
mit. 


April 26—Philadelphia, Pa.—Chamber of Commerce—Examiner Sullivan: 
MC 46053—Buchman and Brockway, Inc., Somerville, N. J., for cer- 
tificate. 


April 26—New York—Hotel Pennsylvania—Commissioner Porter and 
Examiners Trezise and Rice. 
27365—Freight Forwarding Investigation. (Adjourned hearing.) 
April 26—Montgomery, Ala.—Alabama Public Service Comm.—Joint 
Board 100: 
MC 36113—Application of Southeastern Greyhound Lines, Lexington, 
Ky., for certificate. 


April 26—Edenton, N. C.—Federal Bldg.—Examiner Prichard: 


Finance 11332—Application of Morris S. Hawkins and L. H. Windholz, 
receivers of Norfolk Southern R. R. Co., etc. 


Inc., 


for certifi- 


From UNION & AMERICAN 
Nashville, Tenn., June 30, 1854 






2a? OO) GBA GOT leh |” 
SOUTHERN ROUTE. |“ 





TS following through rate of freight has been estab- A 
lished by several roads from Savannah and Charleston 
to Nashville: 
is Class—from either point, $1 20 
A l 00 
Cotton an Tobacco —_ Nashville to Savanah 


as 


je 







or Charleston, per 100 Ib, . 80 AU 
Porkin bbls.per100Ib, - + «+ - 1 20 
Corn, per Bushel, oes 28 


Rope and ing, per 100 Ib, Some 


° 1 
A through ficket to Wilmit jon, N.C. ne -4 and J Cha 








Charleston has been made on favorable terms wh qur 
be made public as soon as the tickets can be a alter 
I, AND 10 ps 
je80.—St. Stu 
be i: 






RX AWAY from the subscriber, livilt 

Murfreesboro’, Tenn., on the 4th of June, 

— mane NEGRO wey f named Henry, about 17 
old, and weighing 120 or 140 d 

iberal reward f for fe delivery of the boy > a ror Er his 

ar in jail so that I & can a him. —Murf. News. 
e80—St. DECAI R. LILLARD. 
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April 27—Washington, D. C.—Examiner Armes: 
Fourth Section Application 16731—Blackstrap molasses—Gulf ports 
to Peoria, Ill. 


April 27—Washington, D. C.—Examiner Linn: 
MC 50759—Application of Stewart & Sinclair, Inc., 
for permit. 
MC 50903—Application of Willie E. Phillips, Hebron, Md., for cert} 
ficate. 


April 27—Chicago, Ill—Sherman Hotel—Examiner Later: 
MC 3005—Application of Midland Service Co., Chicago, IIl., 
tificate or permit. 
MC 15091—Application of Central States Transit Transit Co., Chicago, 
Iil., for license. 
MC 39288—Application of Central States Freight Service, 
cago, Ill., for license. 


April 27—Chicago, Ill.—Hotel Sherman—Examiner Fuller: 
* 21894—Lehigh Stone Co. vs. B & O. et a) 


April 27—Salt Lake City, Utah—Utah Public Service Comm.—Joint 
Board 85: 

MC 60936—Application of R. A. Gould, Salt Lake City, Utah, for 
permit. 


April 27—Lincoln, Neb.—Neb. Commission—Joint Boards 19 and 31; 
MC 29707—Corner Service, Blue Hill, Neb., for permit and to extend 
operations. 
MC 50052—Dean O. Myers Transport Service. 


April 27—Mobile, Ala.—Cawthon Hotel—Examiner Yardley and Joint 
Boards 165 and 110: 
MC 86592—Application of Gulf Transport Co., Mobile, Ala., for permit, 
MC 87653 and Sub. 1—Application of Gulf, Mobile and Northern R, 
R. Co., Mobile, Ala., for certificate or permit and to extend operation, 


Baltimore, Md, 


for cet. 


Inc., Chl- 


April 28—Lincoln, Neb.—Neb. Commission—Examiner Dillon and Joint 
Board 140: 
MC 86066—Clifford W. McCarver, Stamford, Neb., for certificate. 
MC 86197—John Price, Pawnee City, Neb., for certificate. 
MC 50650—Harold Bower, Fairbury, Neb., for certificate. 


April 28—Chicago, Ill—Sherman Hotel—Examiner Later: 
MC 50484—Application of Merrill and Hamel, Whiting, 
certificate. 


April 28—Mobile, Ala.—Cawthon Hotel—Joint Boards 165, 157 and 98; 
MC 2918—Application of H. V. Benton, Atlanta, Ga., for certificate 
MC 15660 and Sub. 1—Application of Montgomery & Atlanta M 

Freight Lines, Inc., Atlanta, Ga., for certificate or permit and 
extend operations. 


Ind., for 
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Only WILSON & CO. Makes these 3 Modern Hams 


THE FINEST HAMS IN THE WORLD 
ARE MADE RIGHT HERE IN AMERICA 


2 Tender Made 3 Certified 





fy, _— BONELESS IN R 
BONE-IN: tJ pace ania 
Ready to serve f y Bs por le 
or just heat #4 SMOKED HAM 
and eat, ® Vi Cook before 
or: serving. 








Wilson Tender Made Ham—Boneless in Tins, Unmatched in Flavor, 
Tenderness, Convenience and Economy 


®@ This is a new form of the original Wilson Bone-In Tender Made Ham, famous as “the 
ham you cut with a fork.” It’s the same ham with all rich natural juices retained by the 
amazing Wilson Secret Process. This ham trimmed—boned—and cooked to perfection 
in its own savory juices is now brought to you sealed in flavor-saving tins. Servable from 
end to end—boneless, this all-American product cuts costly cooking shrinkage to the 
minimum. It’s an ideal slicer. All ready to eat or to prepare according to your favorite 
recipes by simply heating. 

GENUINE BONE-IN TENDER MADE HAM CERTIFIED TENDER EXTRA MILD 

Ready to serve or heat and eat SMOKED HAM 


Marvelous for ham steaks or to heat whole. Shanks Just the right touch of smoky taste. Cook only 
and butts more tender than center cutsofmostham. 16 minutes to the pound, saving time and cook- 
Heat in a fraction of the usual time. ing shrinkage. 


THERE ARE NO SUBSTITUTES 


U. S. Inspected and Passed by the 
Department of Agriculture 


AY [\ f/ 
WILSON & Co. 


ae 











FROM THE FARM 
TO THE TABLE... 


they are ALL AMERICAN 
Products all the way 


To Wilson & Co.'s strategically 
located plants, where it is made in- 
to hams under the Wilson Secret 
Process by American workmen. 


Packed in American Refrigerator 
Cars and sent to the retailers of 
America. 









Delivered by retailers to the con- 
sumer families of America, 
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April 28—Washington, D. C.—Examiner Linn: 
MC 50223—Application of Harvey A. Batchelor, 
permit. 
MC 50758—Application of Russell Richardson, Vienna, Md., 
tificate. 
MC 86333—Application of H. Percy Le Compte, Vienna, Md. 
tificate. 


April 28—Washington, D. C.—Argument: 
Finance 11023—Application of the West Shore R. R. and the New 
York Central R. R., etc. 


April 28—New York, N. Y.—Pennsylvania Hotel—Joint Board 3: 
MC 29649—Application of Sullivan County Highway Line, Inc., 

York, N. Y., for certificate. 

April 28—Rock Springs, Wyo.—Park Hotel—Joint Board 85: 

* MC 1456—Application of Colorado-Wyoming Express, Inc., 
Colo., for certificate to extend present operation. 

* MC 85306—Application of Colorado-Wyoming Express, Inc., 
Colo., for certificate or permit. 


April 29—Chicago, Ill.—Hotel Sherman—Joint Boards 162 and 76: 
MC C-36—Central States Motor Freight Bureau, Inc., vs. 
Clairmont Transfer. 
MC 2377 and Sub. 1—Application of Lency Clairmont Transfer, Esca- 
naba, Mich., for certificate or permit and to extend operation. 
April 29—Atlanta, Ga.—Atlanta Biltmore Hotel—Joint Board 99: 
MC-F 249—Georgia Stages, Inc.—Purchase of operating rights and 
property of Coleman Motor Lines. 
April 29—Brownsville, Tex.—U. S. Court—Examiner Worthington: 
27691—Brownsville Navigation District of Cameron County, Tex., F. 
A. Lallier and J. G. Philen, Jr., vs. St. Louis, Brownsville and 
Mexico Ry. et al. 


April 29—Lincoln, Neb.—Neb. Commission—Examiner Dillon: 
MC 70451—Watson Bros. Transp. Co., Inc. 
April 29—Washington, D. C.—Argument: 
Air Mail Docket 1—Air mail compensation. 
Air Mail Docket 16—Air mail rates for Route No. 24. 
Air Mail Docket 18—National Parks Airways, Inc., base-rate mileage. 
April 30—North Platte, Neb.—Federal Bldg.—Jt. Bds. 19, 220 and 44: 
MC 86011—Z & W Super Service, Scottsbluff, Neb., for certificate. 
MC 50163—Henry Douglas (BMC 10). 
MC 50795—Thompson & Judd (BMC 10). 
April 830—Raleigh, N. C.—U. S. Court Room—Joint Board 2: 


MC-F 255—Merger in Queen City Coach Co. of Statesville-Salisbury 
Coach Co. 


April 30—Evansville, Ind.—U. S. Court Rooms—Examiner Esch: 
|. & S. 3718—Export and import rates to and from southern ports. 


Suffolk, Va., for 
for cer- 


, for cer- 


New 


Denver, 


Denver, 


Lency 
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April 30—Tulsa, Okla.—Mayo Hotel—Examiner Fuller: 
1. & S. 4299—Ratings on skelp in Western and Illinois Classifications, 


April 30—Jacksonville, Fla.—Hotel Mayflower—Examiner Yardley ang 
Joint Board 205: 
MC 2869—Application of Union Bus Co., 
tificate. 
MC 7098—Application of The Motor Transportation Co. of the South, 
Jacksonville, Fla., for certificate. 


MC 39087—Application of Southeastern Management Co., Jacksop- 
ville, Fla., for authority to operate under the certificates of its 
owner companies and subsidiaries thereof (Union Bus Co., South. 
eastern Greyhound Lines, Inc., and Public Stages, Inc.) 


April 30—Pittsburgh, Pa.—Federal Bldg.—Examiner Borroughs: 
MC 86030—Application of Clark Transfer, Elkins, W. Va., for permit, 


April 30—Philadelphia, Pa.—Chamber of Commerce—Examiner Sullivan: 
MC 12032—Application of Kelly’s General Express, Philadelphia, Pa,, 
for license. 


May 3—Atlanta, Ga.—Georgia Public Service Comm.—Joint Boards 13] 
and 101: 
MC 19987—-Application of Atlantic Motor Express, Inc., 
for certificate or permit. 
MC 86496—Application of Public Stages, Inc., Jacksonville, Fla., for 
certificate. 


May 3—Boston, Mass.—Lenox Hotel—Examiner McChord: 
|. & S. 4318—All freight, Boston to East Hartford. 


May 3—Des Moines, Ia.—Iowa Board of R. R. Commissioners’ Rooms— 
Joint Boards 136, 92 and 54: 

MC 407 (BMC 8)—Redman Transfer Co. 

MC 40223, Sub-No. 1—Application of Interstate Transit Lines, Inter- 
state Transit Lines, Inc., Union Pacific Stages, Union Pacific Stages, 
Inc., Union Pacific Stages of Calif., and Chicago and Northwestern 
Stages, Omaha, Neb., for certificate to extend present operation. 

MC 86352—Application of E. P. Kinsinger, Iowa City, Ia., for cer 
tificate. 

May 3—Des Moines, 
aminer Dillon: 

MC 407—Application of Redman Transfer Co., 
tificate. 


May 3—Dallas, Tex.—Baker Hotel—Examiner Fuller: 
27667—Burrus Feed Mills et al. vs. A. T. & S. F. Ry. et al. 


May 3—Nashville, Tenn.—U. S. Court Rooms—Examiner Esch: 
27566—Nashville Bridge Co. vs. N. C. & St. L. Ry. et al. 
27566, Sub. 1—Same vs. L. & N. R. R. et al. 


Jacksonville, Fla., for cep 


Atlanta, Ga., 


Ia.—Iowa Board of R. R. Commissioners—Ex- 


Ottumwa, Ia., for cer- 
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=|| HEDGER 

of its 

South. 

Dermit, 

=1| can help you NOW 

‘ds 13] 

7 a There is a saving in rates, on every pound 

’ of your freight moving between the eastern 
seaboard and the Great Lakes, ready for you 

a the moment you put HEDGER barges to 

he work for you. 

restern 

ration. 

rom For seventeen years HEDGER has rendered 

S—Ex- 


shippers this service. Today HEDGER barges 
are daily sights on the canal. Every one of 
them is serving shippers well. You can benefit 
by the same advantages that they do. 






Stevedoring crews and barge crews 


HEDGER crews, and HEDGER 
trained. In that way we guarantee 
first class transportation and proper 
- handling at a low delivered cost. 





If you wish to make absolutely certain of 
Bulk and Package these possible benefits put us to work now 
Freight between ‘ dvi Pinte LI O 
Ds Male ial in studying your shipping proodlems. Yur 
Syracuse, Rochester, experts can and do devise plans that combine 
Bere. Racer = for shippers ON TIME delivery and low trans- 
oledo, Vetroit, Bay . . ‘ 
ie Chicsen, Mil- portation costs. W rite today for our tariffs. 


waukee, Green Bay, 


=a W.E. HEDGER 


TRANSPORTATION CORP. 


(Bonded Carrier) 
120 Wall St., New York City 
Chamber of Commerce Bldg. 268 Market St. 


Buffalo, N. Y. San Francisco, Calif. 
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May 3—Washington, D. C.—Examiner Stiles: 
1. & S. 4322—Soy beans and rice bran in the south. 


May 3—Memphis, Tenn.—Hotel Peabody—Examiner Worthington: 
1. & S. 4324—Fruit and vegetable packages in the south and south- 
west. 
May 3—Washington, D. C.—Examiner Haley: 
* MC 63041—Application of R. & R. Express, Glen Burnie, 
permit. 
May 4—Boston, Mass.—Lenox Hotel—Examiner McChord: 
1. & S. 4319—Delivery service on dry goods at New York, N. Y. 


May 4—Philadelphia, Pa.—Chamber of Commerce—Examiner Bardwell: 
27427—City of Philadelphia vs. B. & O. et al. 


May 4—Dallas, Tex.—Baker Hotel—Examiner Fuller: 

Fourth Section Applications 16359, 16450, 16515, 16524, 16526, 16661 
and 16662—Building or sheathing paper form Texas points, build- 
ing paper from Dallas, Tex., building paper to Ohio River points 
and building paper from Dallas, Tex., to Memphis, Tenn. 

May 4—Wichita, Kan.—Broad View Hotel—Examiner Dillon and Joint 
Boards 39 and 180: 

MC 30600—Southern Kansas Stage Lines Co., Wichita, Kan., for cer- 
tificate and to extend operations. 

MC 30605—Southern Kansas Stage Lines Co., Wichita, Kan., for cer- 
tificate and to extend operations. 


May 4—Buffalo, N. Y.—Hotel Buffalo—Examiner Naftalin: 
1. & S. M-93—Rates of A. L. Murray Transportation. 
MC 44635—Application of Albert L. Murray, Buffalo, N. Y., for cer- 
tificate or permit. 


May 4—Walla Walla, Wash.—U. S. Court Rooms—Joint Board 80: 
MC 50086—Application of Roy O. Beers, Goldendale, Wash., for cer- 
tificate. 


May 4—Walla Walla, Wash.—U. S. Court Rooms—Examiner Stephan: 
MC 10941—Application of Guy E. Miller, Walla Walla, Wash., for 
certificate. 


Md., for 


May 4—Nashville, Tenn.—U. S. Court Rooms—Examiner Esch: 
Fourth Section Application 16786—Scrap iron to Ashland, Ky. 


May 4—Washington, D. C.—Examiner Berry: 

1. & S. 4326—Sulphur dichloride, Niagara Falls to eastern points. 
May 4—Washington, D. C.—Examiners Jewell and Boyden: 

Finance 9918—Missouri Pacific R. R. Co. reorganization. 


May 4—Akron, O.—Portage Hotel—Examiner Borroughs: 
1. & S. M-110—Class rates Over Gulf States Express, Inc. 
May 5—Indianapolis, Ind.—U. S. Court Rooms—Examiner Taylor: 
1. & S. 4310—Grain, N. & W. Ohio origins to C. & O. Kentucky points. 
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May 5—Birmingham, Ala.—Hotel Thomas Jefferson—Examiner Yardley: 
1. & S. M-100—Stoves Ala. and Tenn. to interstate points. 


May 5—Washington, D. C.—Argument: 

1. & S. 4272—Estimated weights on citrus fruits from Florida. 
1. & S. 4304—Wharfage tax on passengers at Miami, Fla. 

May 5—Washington, D. C.—Examiners Schutrumpf and Eddy: 

* Finance 11570—Application of Illinois Terminal, Illinois Traction, 
Inc., St. Louis, Troy & Eastern, Alton & Eastern, St. Louis & Ij. 
nois Belt, Alton Terminal and St. Louis Electric Termina) for ay. 
thority to consolidate, etc. 


May 5—Seattle, Wash.—Olympia Hotel—Joint Boards 5 and 80: 
MC 41357—Application of E & M Transfer Co., Seattle, Wash., for 
certificate and to extend operation. 


May 6—New York, N. Y.—Hotel Pennsylvania—Examiner McChord: 
27273—-S. Cheney & Son vs. N. Y. C. R. R. et al. (further hearing), 


May 6—Ft. Worth, Tex.—Hotel Texas—Examiner Fuller: 
1. & S. 4314 and 1st Sup.— Weights on vegetables stored in southwest, 


May 6—Washington, D. C.—Argument: 
27325—-Intrastate class and commodity rates in Kentucky. 


May 6—Washington, D. C.—Examiner Jewell and Bernhard: 
Finance 10078—Arkansas Valley Interurban Ry. reorganization. 


May 6—Birmingham, Ala.—Thos. Jefferson Hotel—Examiner Esch: 
1. & S. 4315—All freight, Chicago and St. Louis to Birmingham. 
Fourth Section Application 16778—Merchandise from Chicago, IIl., and 
St. Louis, Mo., to Birmingham, Ala. 
May 6—Seattle, Wash.—Olympia Hotel—Joint Board 45: 
MC 2697—Application of Lee and Eastes, Seattle, Wash., for certificate 
and to extend operation. 
MC 50882—Application of R. J. Purcell, South Bend, Wash., for cer. 
tificate. 


May 6—Boston, Mass.—Hotel Lenox—Examiner Naefe: 
MC 66340—Application of J. M. Walker and Son, Inc., Millis, Mass, 
for certificate or permit. 


May 6—Cincinnati, Ohio—Netherland Plaza Hotel—Examiner Taylor: 
27039—The Hooven & Allison Co. et al. vs. B. & O. et al. 


May 7—Indianapolis, Ind.—Claypool Hotel—Examiner Taylor: 
1. & S. 4313—Routing sugar from La. to Ind., via barge-rail. 


May 7—Sioux City, Ia.—Warrior Hotel—Joint Board 138: 
50696—Application of Louis Sorensen, Wynot, Neb., for certificate. 
MC 50973—Application of Timm Transfer, Ithaca, Neb., for certificate, 
MC 86350—Application of M. J. Proctor, Griswold, Ia., for certificate, 
MC 86360—Application of Clifford Metzler, Tekamah, Neb., for cer 

tificate. 





Wabash traffic offices are located in 45 

cities of the United States and Canada. 

A phone call or letter addressed to any 

of these offices asking for information 
will receive prompt attention. 


Wabash 


WABASH 
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.. highest efficiency of service. DES MOINES 
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= dates nueT ing =? tant Power 


to Speed 
the Nation 4 Traffic 


With power to spare, these Giants of the 
Rails pull the longest and most heavily 
laden freight trains to markets—on time to 








the dot! 

These mighty locomotives play an impor- 
HICAGO tant part in getting trains through swiftly, 
» LOUIS smoothly and safely—they are your assur- 
; ance of ever better standards of punctual 
DETRO! service. 
AS cin Your nearest Great Western Representa- 
OMAHA tive will be glad to tell how you can use 
TOLEDO the facilities of this railroad to advantage. 
SUFFALO B. F. PARSONS, Traffic Manager 

£5 309 West Jackson Blvd., Chicago, Illinois 

MOIN Traffic Offices in the Larger Cities 
[TH BEND 


WAYNE 
DECATUR 
QUINC! 


CHICAGO GREAT WESTERN RAILROAD 


The Corn Belt Route 
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May 7—New York, N. Y.—Pennsylvania Hotel—Examiner McChord: 
27645—Richard M. Davis vs. Pennsylvania R. R. et al. 
May 7—Bellingham, Wash.—U. S. Court Rooms—Joint Board 80: 
MC 86010—Application of W. B. Craig, Everson, Wash., for permit. 
May 7—Washington, D. C.—Commissioner McManamy: 
13413—-In the matter of automatic train control devices. 


May 7—Memphis, Tenn.—Peabody Hotel—Examiner Worthington: 
* 1. & S. 4336—Insecticides, W. T. L. and southwestern territories. 


May 8—Sioux City, Ia.—Warrior Hotel—Joint Board 138: 
MC 86341—Application of Loren E. Bundy, Tekamah, Neb., for cer- 
tificate. 
MC 86361—Application of Clarence A. Nelson, Oakland, Neb., for 
certificate. 
MC 86363—Application of Wayne H. Marcellus, Stuart, Neb., for cer- 
tificate. 
May 8—New York, N. Y.—Pennsylvania Hotel—Examiner McChord: 
27623—-Pie Bakeries, Inc., vs. Railway Express Agency, Inc. 
May 8—Memphis, Tenn.—Peabody Hotel—Examiner Worthington: 
* |. & S. 4331—Sodium acetate between north and south. 


May 10—Sioux City, Ia.—Warrior Hotel—Joint Board 185: 
MC 50491—Application of John Ickler, Creighton, Neb., for certificate. 
MC 86245—Application of Wood Lake Grain Co., Inc., Wood Lake, 
Neb., for certificate. 


May 10—Chicago, Ill.—Hotel Sherman—Examiner Johnson: 
1. & S. 4316—Switching at South Omaha, Neb. 
27689—Armour and Co. et al. vs. C. B. & Q. R. R. et al. 


May 10—New York, N. Y.—Pennsylvania Hotel—Examiner McChord: 
27596—Atlantic Foundry Co. vs. C. B. & Q. R. R. et al. 
27606—Pratt & Letchworth Co., Inc., vs. C. B. & Q. R. R. et al. 


May 10—St. Louis, Mo.—Coronado Hotel—Examiner Taylor: 
1. & S. 4307—Grain from Illinois and Indiana to Missouri. 
May 10—Mobile, Ala.—Cawthon Hotel—Examiner Esch: 
1. & S. 4329—Lumber, Alabama to Gulf ports for export. 


May 10—Atlanta, Ga.—Atlanta-Biltmore Hotel—Examiner Yardley: 
1. & S. M-92—Ratings on telephone and telegraph material. 
1. & S. M-10i—Ratings telephone material, etc., Ill. to south. 


May 10—Marinette, Wis.—Marinette Hotel—Examiner Schutrumpf: 

* Finance 11511—Application of Wisconsin & Michigan R. R. for per- 
mission to abandon its lines of railroad from Bagley Junction, 
Wis., to Iron Mountain, Mich., and from Aragon Junction to Nor- 
way, Mich., its terminal properties in Menominee, Mich., and 
abandon operation under trackage rights over line of C. M. St. 
P. & P. from Bagley Junction, Wis., to Menominee, Mich. 
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May 10—Washington, 
Carter: 


1. & S. 4296—Cancellation of live stock services at Chicago. 


May 10—Pittsburgh, Pa.—Federal Bldg.—Examiner Johnson: 
1. & S. 4330—Middlings, Chicago to central territory. 


May 10—Louisville, Ky.—Brown Hotel—Examiner Worthington: 
1. & S. 4328—Cattle from Memphis, Tenn., to St. Louis, Mo. 


D. C.—Commissioner Splawn and Exami 


May 11—Boston, Mass.—Hotel Lenox—Examiner Naefe, Joint Boa 
189 and 186: 
MC 75874 and Subs. 1 and 2—Application of Boston & Maine T 
portation Co., Boston, Mass., for certificate and to extend op 
tions. 


May 11—Boston, Mass.—Hotel Lenox—Examiner Naefe and Joint Be 
186: : 

MC 15934 and Sub. 1—Application of Boston & Maine R. R., Bos 
Mass., for certificate or permit and to extend operation. 

MC 75871 and Sub. 1—Application of Boston & Maine Transportat 
Co., Boston, Mass., for certificate or permit and to extend op 
tions. 

MC 75872 and Subs. 1 and 2—Application of Boston & Maine T 
portation Co., Boston, Mass., for certificate or permit and to 
tend operations. 


May 11—Waterloo, Ia.—Federal Bldg.—Joint Boards 54, 146, 92 
Examiner Dillon: 


MC 17357 (BMC 8)—McCoy Truck Lines. 
MC 22278—Application of Takin Brothers Freight Lines, Wate 
Ia., for certificate or permit. 
MC 79754—Application of Schlick’s Freight Motor Carrier, Chag 
City, Ia., for certificate or permit and to extend operations. 
May 11—Chicago, Ill.—Hotel Sherman—Examiner Johnson: 
27641—Summer & Co. vs. G. T. W. R. R. et al. 
May 11—Chicago, Ill.—Hotel Sherman—Examiner Johnson: 
27671—Summer and Co. vs. P. R. R. et al. 


May 11—St. Louis, Mo.—Coronado Hotel—Examiner Taylor: 
1. & S. 4811—Transit grain in St. Louis district. 

May 11—New York, N. Y.—Pennsylvania Hotel—Examiner McChord, 
27653—International Paper Co. vs. C. R. R. of N. J. et al. 

May 11—Kansas City, Mo.—Hotel Baltimore—Examiner Simmons: 
1. and S. M-104—Commodity rates of Wheelock Bros. 

May 11—Washington, D. C.—Examiner Harris: 

* Fourth Section Application 16817—Copper, viz., anodes, bars, bl 


bullion, etc., points in Michigan to Springdale, Conn.—Filed 
W. S. Curlett. 





ONLY DOUBLE TRACK ROUTE THROUGH FLORIDA 
FLORIDA EAST COAST RAILWAY 


Serves East Coast of Florida 


with FASTEST trains 


both freight and passenger 


Free collection and delivery service accorded less carload shipments. 


Ferry train leaves Jacksonville 10:30 A. M. with cars for lower East Coast 


points, placement at destination before 6:00 A. M. following morning. Cuban 


freight reaches Havana early second 


morning. 


Minimum of two Car Ferry sailings weekly via Port Everglades and 
y £ ) L 


FLORIDA EAST COAST CAR FERRY 


FLAGLER SYSTEM 
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Personal Notes 


C. C. Cameron, vice-president in charge of traffic, Illinois 
Central, Chicago, was made an honorary member of Alpha 
Chapter, Beta Gamma Sigma, honor society of the school of 
commerce, University of Illinois, at a dinner at Urbana, IIl., 
April 21. Mr. Cameron received the honor because of his work 
in the development of apprentice courses of study in the traffic 
department of the Illinois Central. He is a member of a com- 
mittee appointed by the trustees of the university to advise 
the faculty on ways and means of injecting education into 
business. 

G. E. (Jerry) Gustafson has been appointed general west- 
ern freight agent for the New York, Ontario and Western at 
Chicago. 

The Pennsylvania Railroad has announced the following 
appointments: J. M. Henry, assistant to the general manager, 
western region, at Chicago; C. K. Steins, assistant chief of 
locomotive motor power, Philadelphia; F. M. Waring, resident 
inspector, test department, Philadelphia; L. B. Jones, engineer 
of tests, Altoona, Pa.; F. M. Ware, assistant general passenger 
agent, St. Louis, Mo.; M. N. Luthi, assistant general passenger 
agent, Chicago; J. V. Sowers, division passenger agent, Cin- 
cinnati, O.; I. W. Adelhelm, division passenger agent, Cleve- 
land; E. R. Comer, division passenger agent, New York City; 
C. M. Trueb, division passenger agent, Indianapolis, Ind. 

Michael F. Walsh, attorney, has been appointed a member 
of the Port Authority of New York to succeed John F. Murray 
who died. 

Philip E. McIntyre has been appointed assistant general 
freight traffic manager for the International Mercantile Marine 
at New York. His friends and associates in Chicago, where 
he as been western traffic manager for the company, will tender 
to him a complimentary dinner April 26. 

At a meeting of the stockholders of the Atchison, Topeka 
and Santa Fe at Topeka, Kan., April 22, B. L. Hupp, president, 
Loose-Wiles Biscuit Company, Kansas City, Mo., was elected 


a member of the board of directors to succeed Edwin J. Ber- 
wind, who died. 
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May 11—Washington, D. C.—Examiner Weems: 
* 27654—Property Owners’ Committee vs. Norfolk & Western et al, 


May 11—Boise, Ida.—Idaho Public Utilities Comm.—Joint Board 49; 
* MC 86627—Application of Union Pacific R. R., Omaha, Neb., for cep 
tificates. 


May 12—Chicago, Ill.—Sherman Hotel—Examiner Johnson: 
27605—Pierce Butler Radiator Corporation vs. D. & H. H. R. et al, 
27637—-Grinnell Co. et al. vs. B. & O. R. R. et al. 


May 12—New York, N. Y.—Pennsylvania Hotel—Examiner McChord; 
27638—Aeolian American Corporation vs. N. Y. N. H. & H. R. R. et al 


May 12—Waterloo, Ia.—Federal Bldg.—Examiner Dillon: 
MC 1289 and Sub. No. 1—Application of Leland M. Sheeley, Winthrop, 
Ia., for certificate or permit and to extend present operation. 
MC 93301—Application of Florida Fruit Co., Oelwein, Ia., for certifi 
cate. 


May 12—Los Angeles, Calif.—Calif. R. R. Comm.—State Bldg.—Ex 
aminer Fuller: 
26875—J. G. Boswell Co., Ltd., et al. vs. A. T. & S. F. Ry. et al. 


May 12—St. Louis, Mo.—Coronado Hotel—Examiner Taylor: 
Fourth Section Application 16652—Bananas from Texas ports and Rig 
Grande crossings. 


May 12—Mobile, Ala.—Cawthon Hotel—Examiner Esch: 
Fourth Section Applications 16066, 16467 and 16544—Gasoline and 
kerosene to river ports in Alabama. 
May 12—Washington, D. C.—Argument: 
Fourth Section Applications 16494 and 16523—Cement rates, Delaware 
& Hudson R. R. and iron and steel rates, Delaware & Hudson R, R 


May 12—Bismarck, N. D.—U. S. Court Rooms—Examiner Peterson; 
1. & S. M-107—Ratings alcoholic beverages between Minn., Mont 
and S. D. 
May 12—Washington, D. C.—Examiner Molster: 
Finance 11448—Application of Curtis Bay R. R. for authority to op 


erate as a terminal switching carrier in interstate commerce 
Baltimore, Md. 


May 12—Red Wing, Minn.—Federal Bldg.—Examiner Schutrumpf: 

* Finance 11595—Application of C. M. St. P. & P. for authority 
operate over a branch line of C. G. W. from Red Wing to Cannop 
Falls and to acquire a half ownership interest therein and for 
permission to abandon their branch line from Cannon Junction 
to Cannon Falls, all in Goodhue county, Minn. 


May 13—Atlanta, Ga.—Atlanta-Biltmore Hotel—Examiner Yardley: 
1. & S. M-108—Wheels Pennsylvania to North Carolina. 
May 13—Dubuque, Ia.—U. S. Court Rooms—Joint Boards 92 and 144 


MC 69224—Application of H. & W. Motor Express Co., Dubuque, Ia, 
for certificate and to extend operation. 





STEAMER 
FAIRFIELD CITY 
ENSLEY CITY. 


For Alexandria, Port Said, Suez, Port Sudan, Aden, Karachi, Bomba 


FROM 


STEAMER 
STEEL INVENTOR... 





FROM 


— 
ISTHMIAN STEAMSHIP 


INDIA—RED SEA—MEDITERRANEAN 


GULF PORTS 
April-May 
ay-June 


COMPANY 


NEW YORK 
May 19 
June 19 


ror y, Colombo, Madras and Calcutta. Through bills of lading issued to Palestine and 
Syrian Coast Ports, Mombasa, Tanga, Dar-Es-Salaam, Zanzibar, Persian Gulf and Indian Coast Ports. 


RED SEA—PERSIAN GULF 


NEW YORK 


May 10 


For Alexandria, Port Said, *Jeddah, Port Sudan, *Djibouti, Aden, Bahrein, Bushire, *Bandar Shapour, *Khoramshahr and Busreh. Through bills of 
lading issued to Mediterranean Ports, Eritrea, Italian Somaliland, Mombasa, Tanga, Dar-Es-Salaam, Zanzibar, Berbera, Hodeidah, Bagdad, Ahwaz 


and ‘other Persian Gulf Ports. 
*Steamer calls direct if sufficient inducements offer. 


STEAMER 

*STEEL MARINER.......... 
—MEMPHIS CITY.... ee 
—HONOMU 
—CONSTANCE CHANDLER......... 


BALTIMORE 
April 28 
May 1 
May 7 
May 17 


FROM 


—For Honolulu, Kahului and Hilo. 





STEAMER 


FROM 
KNOXVILLE CITY 
oruy 


April 26 


For San Diego, Los Angeles Harbor, San Francisco, Oakland, Alameda, Portland, Seattle and Tacoma. 


*Omits San Diego. 


ISTHMIAN STEAMSHIP COMPANY, 25 Broadway, New York, N. Y. | 


Buffalo, N. Y. (Liberty Bank Bldg.) 


Syracuse (Herald Bldg.) Cleveland, Ohio (Rockefeller Bldg.) 


*Calls via Honolulu, Manila, Shanghai, Soerabaya, Batavia, Singapore and Belawan Deli. 


INTERCOASTAL 


PORTLAND, ME. 


HAWAIIAN ISLANDS—FAR EAST 


PHILADELPHIA 


NEW YORK 
May 3 
May 3 
May 10 
May 20 


SAVANNAH 
April 30 


BALTIMORE 
May 5 
May 12 
May 19 


NEW YORK 
May 8 °* 
May 15 
May 22 


ELL So DIE ERK Tee. 


Baltimore, Md. (Mercantile Trust Bldg.) 
9 
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CHILAGH 


MILWAUKEE 
s T PAUL 





FACILITIES 
EQUIPMENT 
PERSONNEL 


All organized to serve you 


With a great fleet of modern, air-conditioned 
passenger trains headed by the HIAWATHA, the 
OLYMPIAN and the PIONEER LIMITED . . . with a fast 
efficiently organized freight service . . . with 11,000 
miles of track serving rich industrial and agricul- 
tural sections, The Milwaukee Road is perfectly 
equipped to satisfy your requirements. 


Rail fares between all pointson the line areexception- 
ally low—aslittleas 1-4/5¢permileforroundtriptick- 
ets in coaches; 2¢ per mile in all classes of equipment. 


Freight service includes free pick-up and delivery 
of less than carload lots—an economical, conven- 
ient and complete door-to-door service. 


In all its relations with shippers, The Milwaukee 
Road is governed by a dominant idea—safe and 
prompt movement in the delivery of freight; this 
applies to every classification and every quantity. 


Our local represent- 
atives are always at 
your service to assist 
in solving transpor- 
tation problems. 





GEO. B. HAYNES E. B. FINEGAN 
Passenger Traffic Manager Freight Traffic Manager 
Chicago, Ill. Chicago, Ill. 


For Economy — Reliability— Convenience, travel and ship via 


The MILWAUKEE roab 
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May 13—New York City—Pennsylvania Hotel—Examiner McChord: 
27583—-R. Hoe & Co., Inc., vs. N. Y. C. R. R. et al. 
27619—Mittag & Volger, Inc., vs. Erie R. R. et al. 


May 13—St. Louis, Mo.—Coronado Hotel—Examiner Taylor: 
27659—-Manassa Timber Co. vs. Warren & Saline River R. R. et al. 


May 13—Chicago, Ill.—Hotel Sherman—Examiner Johnson: 
27677—The Bull Dog Floor Clip Co. vs. C. R. I. & P. R. R. et al. 


May 13—Washington, D. C.—Argument: 
27018—Belt Railroad and Stock Yards Co. et al. vs. Alton et al. 
27149—Chicago Live Stock Exchange vs. Alton et al. | 
27216—Louisville Live Stock Exchange, Producers Live Stock Ma 
keting Association vs. Alton et al. 
27228—Nashville Live Stock Exchange, Tennessee Producers Lis} 
Stock Marketing Association vs. Alton et al. 


May 13—Washington, D. C.—Examiner Molster: 
Finance 11535—Application of Chesapeake & Ohio Ry. for authorit 
to acquire control of the N. Y. C. & St. L. R. R. and Erie R. 
by purchase of stock. 


May 13—Klamath Falls, Ore.—Federal Bldg.—Joint Board 11: 
MC 17593—Application of Pierce Auto Freight Lines, Inc., Medfo 
Ore., for certificate or permit. 
MC 86022—Application of Whitlatch Trucks, Klamath Falls, O1 
for permit. 


May 13—Rome, Ga.—Federal Bldg.—Examiner Worthington: 
* 27446—Mandeville Mills et al. vs. Alabama Central et al. 


May 14—Chicago, Ill.— Hotel Sherman—Joint Board 73: 
MC C-33—Central States Motor Freight Bureau, Inc., vs. 
Welch. 


May 14—New Orleans, La.—Jung Hotel—Examiner Esch: 
1. & S. 4320—Coffee, roasted, in the southeast. 


May 14—New York, N. Y.—Pennsylvania Hotel—Examiner McChord: 
27545—Milligan and Higgins Corporation vs. B. & O. R. R. et al. 
27626—Gillinder Brothers, Inc., vs. Pennsylvania R. R. et al. 


May 14—San Francisco, Calif.—Wm. Taylor Hotel—Examiner Fuller: 
1. & S. 4317—Sugar between California  aints. 


May 14—Washington, D. C.—Argument: 
27218—Bisceglia, Inc., vs. Alton and Southern et al. 
27448—-Garrett and Co., Inc., et al. vs. A. T. & S. F. Ry. et al. 
27484—Elberta Crate & Box Co. vs. A. C. L. R. R. et al. 
May 14—Manchester, Ia.—Federal Bldg.—Examiner Schutrumpf: 
Finance 11533—Application of Henry A. Scandrett, Walter J. Cup 
mings, and George I. Haight, trustees of properties of Chicag 
Milwaukee, St. Paul & Pacific R. R. for permission to abande 


Geo. W 





THE MINNEAPOLIS & ST. LOUI 
RAILROAD 


Fast, Dependable 
Freight Service to 
and from Important 
Gommercial Centers 


When you ship 
Route M. & St. L. R. R. 


Between East and West 
Peoria Gateway Best 


Ask our local representative in your territory; 


or address General Office: 


Northwestern Bank Building 
Minneapolis, Minnesota 
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=| | More 
“Scoops” 


Lig, For twenty-two consecutive years 
+ National Freight Rate Service has 
made an enviable record of being 
n: “Firstwith the Latest”’in rate changes. 


> On August 20, 1935 


vs. Geo. W 
—the new rates to Western Trunk 
Line Territory went into effect. 


ducers Lis} 


or authorit 
Erie R. 


Falls, O1 


cers These rates were published by us and 
call in the hands of our subscribers on the 
ee effective date. 

ee =P On October 27, 1936 


—the new rates to all Southern States 
from all Northern Points of Origin 
were issued thirty days ahead of any 
similar service. 


No other rate guide provided 
this service to its subscribers. 


=P On April 9, 1937 


—again, the rates to the Southwest 
were in our subscribers’ hands on 
effective date. 


National Freight Rate Service 
Leads 


That is what we believe the term 
“rate service” implies. And man- 
agers of well-equipped traffic de- 
partments have come to rely on this 
service. They expect, demand, and 
receive 


The LATEST—FIRST from 


NATIONAL 
rrtory FREIGHT RATE SERVICE 


Dowagiac, Michigan 





Drop us a line for further details of this 
time-saving, simplified rate service—It pays. 
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THE WORLD’S 
LARGEST 


—freight yard 


—potato and 
vegetable yard 


—wholesale market 


at your service when you ship by “North 
Western.” Facilities that make for fast freight 
movement—expert handling—on-time de- 
liveries—quick reconsignments. 


Under the famous Merchandise Mart is the 
Wells Street Freight Station—ideally located, 
with one-half mile of steel enclosed plat- 
forms for rapid loading and unloading. 


PROVISO YARD, the great freight yard, 
handles trains and cars for west, northwest 
and southwest without passing through con- 
gested Chicago area. 


WOOD STREET TERMINAL potato and 
vegetable yard—most modern in facilities 
—and nearest to markets and downtown 
Chicago area. 


And, at nearly 1,000 agency stations, FREE 
pickup and delivery—relieving you of dray- 
age costs and trucking details. 


Giant locomotives capable of 85 miles an 
hour are further important factors in giving 
you fast, safe service. 


We are eager to serve you. 


NorTHWesTern 





RAILWAY 
Route of The “400” —The Streamliners and The Challenger 


Vol. LIX, No. 17 
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GROOMING 
THE TRON HORSE 


@ Grooming these thoroughbreds of freight is a 24-hour-a-day job with 
Erie roundhouse men. Before each run sharp-eyed mechanics limber the 
steel sinews that send these iron steeds roaring down the rails. Each 
working part is carefully inspected and serviced for speed—speed matched 











only by the power of these famous locomotives. 


| Speed is a creed with the Erie. A creed that has gained for the Erie a 
nation-wide reputation for on-time deliveries. 


| 

Shippers dependent on speed ship via Erie. That’s why the Erie hauls more 
western produce to New York and New England than any other railroad. 
| 


That’s why shippers of heavy equipment specify Erie. That’s why Erie is 
first in freight. 


Whatever, and wherever you ship, you can profit by the speed, safety and 
economy of the Erie. Consult your local agent. 

























































Ediphone Voice Writing will 
pay you 20% to 50% in 
added business capacity 


Watch out for the Routine-Racketeer! He may be attack- 
ing your office . . . stealing your time, holding up your 
plans, killing your energy with the thousand and one de- 
tails of a busy business day. 


5 


Quick! Be your own “vigilante.” Stop this racketeer by 
stopping his racket . . . with the help of Ediphone Voice 
Writing! 

The Ediphone puts the Routine-Racketeer “on the spot.” 
With it, you confirm memos, telephone conversations, inter- 
office communicatons immediately. You answer your mail 
the first time you read it. You dictate the moment you are 
ready, without waiting for your secretary to be free. And 
the speedy handling of these details arrests the Routine- 
Racketeer—rewards you with 20% to 50% added business 
capacity ! 


Invite an Ediphone demonstra- 
tion on the Edison “You-Pay- 
Nothing” Plan now. Telephone A.Edvcn.. 


, . _— = i INCORPORATED 
The Ediphone, Your City, or ad- wey ORANGE.N.J..US.A. 
dress Desk TW-57— 
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REWARD 


FOR THE ARREST OF THE 


“ROUTINE-RACKETEER! 


a line of railroad from Turkey River Junction to West Union, in 
Clayton and Fayette counties, Ia. 
May 15—Kansas City, Mo.—Hotel Baltimore—Examiner Taylor: 
27673—The Mid-West Chandelier Co. vs. P. & L. E. R. R. et al. 


May 15—New York, N. Y.—Hotel Pennsylvania—Examiner McChord: 
27434—-Fuel Sales Corporation vs. D. L. & W. R. R. 
May 15—Washington, D. C.—Argument: 
27389—Mitchelhill Seed Co. vs. C. B. & Q. R. R. et al. 
27409—Louisville Cement Co. vs. C. & O. Ry. et al. 
May 17—New York, N. Y.—Pennsylvania Hotel—Examiner McChord: 
27650— Wilcox, Crittenden & Co., Inc., vs. N. Y. N. H. & H. R. R. 
et al. 
May 17—Lincoln, Neb.—Cornhusker Hotel—Examiner Taylor: 
27608—Nebraska State Railway Commission vs. Un. Pac. R. R. 
May 17—Lincoln, Neb.—Hotel Cornhusker—Examiner Taylor: 
* 27709—Denver Grain Exchange Association et al. vs. C. B. & Q. et al. 
May 17—Minneapolis, Minn.—Nicollet Hotel—Examiner Johnson: 
27680—The Strong-Scott Manufacturing Co. vs. A. C. & Y. Ry. et al. 
May 17—Tacoma, Wash.—U. S. Court Rooms—Examiner Fuller: 
1. & S. 4173 and 1st Sup.—Transit-lumber Pacific coast to eastern des- 
tinations. 
May 17—Washington, D. C.—Argument: 
27464—-Indiana Gas & Chemical Corporation vs. B. & O. R. R. et al. 
May 17—New Orleans, La.—Jung Hotel—Examiner Esch: 
Fourth Section Application 16757—Cordage, viz.: Manila and sisal 
rope; manila and sisal twine and lath yarn—Filed by Kerr. 
May 17—Grinnell, Ia.—Municipal Bldg.—Examiner Schutrumpf: 
Finance 10910—Application of coreceivers of Minneapolis & St. Louis 
R. R. for permission to abandon line of railroad between Newburg 
and Van Cleve, Ia. 
May 17—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Yardley: 
* MC 71516—Alabama Highway Express, Inc. 


May 17—Charlotte, N. C.—U. S. Court Rooms—Examiner McCaslin: 
1. & S. M-109—Rates via Central Motor Lines, Inc. 
May 17—Philadelphia, Pa.—Chamber of Commerce—Examiner Kephart: 
Ex Parte MC 11—Arrangements and agreements between Arrow Car- 
rier Corporation, Inc., and Duplan Silk Corporation. 
May 18—New York, N. Y.—Pennsylvania Hotel—Examiner McChord: 
1. & S. 4323—Classification exceptions on clay, C. F. A. to Canada. 
May 18—Washington, D. C.—Examiner Stiles: 
27690—Rochester & Pittsburgh Coal Co. vs. B. & O. R. R. 


May 18—Washington, D. C.—Argument: 
* 24050—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers et al. vs. A. C. L. et al. 


May 18—Portland, Ore.—Portland Hotel—Joint Board 45: 

MC 29540—Application of North Beach-Astoria Transit Co., Astoria, 
Ore., for certificate or permit. 

MC 30168—Application of O & W Transit Co., Astoria, Ore., for cer- 
tificate or permit. 

MC 60435—Application of Michael Transfer, Ilwaco, Wash., for cer- 
tificate or permit. 

MC 84451—Application of North Beach-Astoria Transit Co., Astoria, 
Ore., for permit. 


May 18—Boston, Mass.—Hotel Lenox—Examiner Naefe, Joint Boards 
134 and 18: 

* MC 29250—<Application of New England Transportation Co., Boston, 
Mass., for certificate. 

* MC 29251—Application of New England Transportation Co., Boston, 
Mass., for permit. 

MC 56541 and Subs. 1 and 2—Application of New England Transporta- 
tion Co., Boston, Mass., for certificate and to extend present op- 
erations. 

* MC 56542—Application of New England Transportation Co., Boston, 

Mass., for permit. 


a 


May 19—Omaha, Neb.—Hotel Paxton—Examiner Taylor: 
1. & S. 4305—Grain, W. T. L. points to Omaha, Neb. 


May 19—Sheboygan, Wis.—U. S. Court Rooms—Examiner Johnson: 
26730—City of Sheboygan, Wis., vs. C. & N. W. Ry. et al. 
26730, Sub. 1—Sheboygan Association of Commerce vs. C. & N. W. 
et al. (further hearing). 


May 19—Portland, Ore.—Hotel Portland—Examiner Fuller: 
1. & S. 4281—Petroleum between Washington and Oregon points. 


May 19—Portland, Ore.—Portland Hotel—Joint Board 45: 
MC 15344—Application of A. C. Anderson Truck Service, Salem, Ore., 
for certificate to extend operation. 


May 19—Portland, Ore.—Portland Hotel—Joint Boards 172 and 45: 
MC 15344—Application of A. C. Anderson Truck Service, Salem, Ore., 
for certificate. 
MC 86340—Application of Alven Surber, Washougal, Wash., for cer- 
tificate. 


May 19—Meridian, Miss.—Hotel Lamar—Examiner Esch: ‘ 
27569—-The Mississippi Cotton Seed Crushers Association vs. Alton 
R. R. et al. 


May 19—Fort Dodge, Ia.—Federal Bldg.—Examiner Schutrumpf: 
Finance 10907—Application of Lucien C. Sprague and John Junell, co- 
receivers, to abandon approximately 44 miles of railroad of the 
Minneapolis & St. Louis R. R. between Angus and Kalo Junction, 
in Boone and Webster counties, Ia. 


May 19—Washington, D. C.—Examiner Brennan: 
27648—Ashland Coal & Ice Co., Inc., et al. vs. A. C. L. R. R. et al. 
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AND—"COMRADES OF PROGRESS"'—written prin- 

cipally by users—tells how “The Trackless Train” and 
auxiliary equipment have cut the cost of handling, expedited the movement 
and increased the capacity of terminals. 

Plentifully illustrated, the book has page after page of data on savings in 
handling, told by those who know best—the users. Over their signatures they 
tell of savings as high as $4,000.00 per month, 20% increases in hourly ton- 
nages and many other advantages gained. There is also a detailed story of 
Mercury's “no obligation” study, analysis, plan and installation service. p tow 
last, but not least, there is Mercury's ‘Results Guaranteed—Payment from 
Savings Plan.” 

Write us on your business letterhead for your copy of ‘Comrades of 
Progress.” It is worth reading and is a valuable reference volume for the man 


who “handles the goods." Address Mercury Manufacturing Company, 
4044 S. Halsted Street, Chicago, Illinois. 
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PORT OF 





TEXAS 


“Where the Great East Texas 
Meets the Sea” 
















Frequent Steamship Services 
Modern Facilities 
Quick Dispatch 


Extensive Warehouses 















Beaumont offers unexcelled advantages to shippers 
and receivers. 











Write or wire for detailed information in regard to 
services, rates, facilities, connections, etc. 


THE PORT COMMISSION 


Beaumont, Texas 








Oo. L. CAYWOOD, Port Director 


BEAUMONT 































LINES 





100% Responsible 


VIKING is a well-organized and thor- 
oughly responsible carrier —big enough 
physically to render efficient shipping 
service and strong enough morally and 
financially to fulfill all its obligations to 
shippers and consignees. 







































—oe 


C.O.D.’s paid same day. 
Claims paid in average of 4 days. 
Complete insurance —all the way. 


VIKING FREIGHT COMPANY 


ST. LOUIS CHICAGO DAYTON 
INDIANAPOLIS MEMPHIS PADUCAH 
AND 200 POINTS IN SOUTHERN ILL. 













Se The Trafic Porld 


EVERY STEP 





From Start to Finish 





In Both Freight Rate and 


Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 








The Information Regularly Carried in This 


Publication Includes the Following: 


PPSe FFP EY 


Central Freight Association Decket 

Central Freight Asseciation Hearings 

Central Freight Associatien Coal, Coke & Irem Ore Decket 
Eastern Commodity Rate Revision Cemmittee Hearings 

Freight Container Bureau ef the Association of American 
Railroads. 


Illinois Freight Asseciation Docket 

National Diversion and Reconsignment Committee Hearings 
New England Freight Association Decket 

New England Freight Associatien Hearings 

Seuthern Freight Association Docket 

Seuthern Freight Association Dispositions 

Seuthern Freight Association Ceal & Coke Committee Decket 
Seuthern Perts Foreign Freight Committee Docket 
Southwesterm Freight Bureau Decket 

Southwestern Freight Bureau Hearings 


- Texas-Louisiana Tariff Bureau Docket 


Transcentinental Freight Bureau Applications 
Transcontinental Freight Bureau Dispesitiens 
Trunk Line Asseciatien Decket 


- Trunk Lime Asseciation Hearings 
- Trank Line Coal & Coke Cemmittee Docket 
. Trunk Line Ceal & Coke Committee Hearings 


Western Trunk Line Docket 


- Western Trunk Line Hearings 

. Western Trunk Line Dispositions 

. Jeint Hearings of Rate Committees 
- Fourth Sectien Applicatiens 

. Feurth Section Orders 


Short Notice Applications of Railroads 
Short Netice Permissions, Railroad and Truck. 


- New Tariffs and Supplements Filed with the I. C. C. by Rail- 


roads and Trucks 
Tariffs Rejected by the I. C. C. 


- Investigation and Suspeasion Orders 


Suspension Orders Vacated 


. Released Rate Orders 


Express Tariffs Filed with the I. C. C. 


- U. S. Maritime Commission Tariffs—Intercoastal 

. U. S. Maritime Commission Tariffs—Other than Intercoastal 
. U. 8. Maritime Commission Short Notice Applications 

. U. S. Maritime Commission Short Notice Permissions 

- U.S. Maritime Suspension Orders 


U. S. Maritime Commission Orders Vacating Suspension 
Tariffs Returned by the Maritime Commission 
Consolidated Classification Decket 

Express Classification Decket 

Adeption Netices 


- Address of Railroads, Trucks, Steamship Lines Filing First 


Tariff 
Embargo Notices, Medificatiens and Cancellations 
Intercoastal Steamship Docket 





Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 


418 South Market Si., Chicago 


Vol. LIX, No. 17 







a i 


mm 


The Traffic World 


more filing done 


April 24, 1937 
50 ; O by the same number of people and in the same amount 
of time since the installation of Automatic Tariff 

Files—the record of one traffic department, which has made time studies. 
One filing clerk with a bank of eight 

four-drawer Automatics told this story a 

week ago: “The flood of new tariffs has 

crowded our files. 


makes it easy to separate them and see 
the tariff number instantly. And with 


the expanding drawer we can get 


tariffs in and out of crowded files with- 
out getting hangnails and sore fingers.’ 
Time saving, convenience and satis- 
faction are all important 
« to theTraffic Department. 
Drop us a line for the 
Tariff File Booklet which 
tells how Automatic 
Files accomplish these 

results. 


Traffic Department 


AUTOMATIC 
FILE AND INDEX COMPANY 
629 W. Washington Boulevard 
Chicago Illinois 


Take this COST-REDUCING 
OPPORTUNITY into your own hands 


You are vitally interested in low-cost delivery of incoming materials and 
again with handling finished goods from warehouse to car or motor truck. 
These are two of the 7 main steps in transporting materials through pro- 
duction. In your own interest, why not demand that Management assist you 
in slashing internal transportation costs in your own Department? 

An Elwell-Parker System (consisting of newest, most modern Trucks, Tractors 
and Cranes), will transport bigger loads faster, with maximum safety to men, 
loads and Trucks. It will connect Departments closely—will provide a rapid, 
steady flow of goods through all 7 steps or processes; and will enable your 
Company to set costs for your Industry. 

An experienced Elwell-Parker Sales Representative is ready with the facts. 
Call him. Elwell-Parker, 4515 St. Clair Avenue, Cleveland, Ohio. 


GAS «+ GAS-ELECTRIC +« ELECTRIC 


ELWELL: PARKER 


TRUCKS © TRACTORS © CRANES 


But we have been able | 
to take care of them with the Automatic | 
Files. The Automatic system of indexing | 

and standing the tariffs vertically | 





Greater New York 


connections served by 
LACK AWNANNA 


BUSH DOCKS 
NEW YORK DOCK CO. 


BROOKLYN EASTERN DISTRICT 
TERMINAL 


HOBOKEN SHORE R.R. 


INLAND STATION 
PORT AUTHORITY 


SOUTH BROOKLYN R.R. 
JAY ST. TERMINAL 
LONG ISLAND RAILROAD 
BROOKLYN NAVY YARD 


Lackawanna 
Railroad 


How to Keep an Eye on Your Truck 
When It’s Out of Your Sight 


_ This Simple Little Device 
Records Every Move The 
Truck Makes, All Day! 


@ Idle time — busy time —day and night 
(and overtime, too!)—all on a waxed chart 
(see at left). Here, for example, is a 2-hour 
delay, and you can put your finger right on 
it!—and then correct it! Q Over 100,000 
trucks now equipped. Write for booklet: 

“Ten Ways of Getting More Work Out 
of Motor Trucks.” It's FREE. 


THE SERVICE RECORDER CO. 
1422 Euclid Ave., Cleveland, Ohio 


THE SERVIS RECORDER 


Keeps Trucks Busy 


Rush your shipments by 
AIR EXPRESS — 2,500 
miles overnight, with 


ZING! 


prompt delivery next morning. Com- 
plete, nation-wide service between 216 
ry in the United States and Canada. 
Iso direct to Honolulu, Guam, Manila 
— 82 Latin-American countries. Low, 


economical cost. Pick-up and delivery 


without extra charge. For service or in- ° 
formation, phone any office of RAILWAY 
EXPRESS. 
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May 19—Washington, D. C.—Examiner Snider: 
* 1. & S. 4333—Bog iron ore, Quebec to eastern points. 


May 20—Omaha, Neb.—Paxton Hotel—Examiner Taylor: 
27634—Nebraska State Railway Commission et al. vs. C. & N. W. Ry. 
27634, Sub. 1—Sioux City Grain Exchange et al. vs. C. & N. W. Ry. 

et al. 


May 20—Salt Lake City, Utah—Hotel Utah—Commissioner Aitchison: 
Ex Parte 115—Transcontinental-Mountain-Pacific rates. 


May 20—Portland, Ore.—Portland Hotel—Joint Boards 11, 172, 5 and 

Examiner Stephan: 

MC 34917—Application of Portland Van & Storage Co., Inc., Port- 
land, Ore., for certificate and to extend operation. 

MC 77958—Application of Portland Van & Storage Co., Inc 
Ore., for license. 

MC 86198—Application of B. M. Stewart, Yakima, Wash., for certi- 
ficate. 

MC 86260—Application of Pacific Motor Tours, Portland, Ore., for 
certificate. 


= Muber? 
S. Calumet Ave. 


MOTOR EXPRESS 


Daily Refrigerator Service Between 


CHICAGO LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all points in Kentucky, Tennessee, 
North Caroline, Carolina and Georgie 


, Portland, 








1001 
W. Main St. 
Louisville, Ky. 






Chicago 





HUDSON RIVER NIGHT LINE 


Differential Route 


Service Resumed 


April 30, 1937 


Less carload rates between New York City and points 
in New York State west to Buffalo and north to the 
border, differentials under rail or truck. 


Attractive Rates 
New York City 


Good Service 
General Office, Pier 52NR 


The Traffic World 








Vol. LIX, No. 17 






May 20—Washington, D. C.—Examiner Way: 
Fourth Section Application 16594—Iron and steel to south Atlantig 
ports. 


May 20—Algona, Ia.—Hotel Algona—Examiner Schutrumpf: 

Finance 10911—In the matter of application of Lucien C. Sprague and 
John Junell, coreceivers, to abandon approximately 15.1 miles of 
railroad of the Minneapolis & St. Louis R. R., between Algong 
and Corwith, in Kossuth and Hancock counties, Ia. 


May 20—New York—Hotel Pennsylvania—Examiner McChord: 
27668—Troy Furnace Corporation vs. Baltimore and Annapolis R. R, 
et al. 


May 21—Jackson, Miss.—Robert E. Lee Hotel—Examiner Esch: 
27651—J. L. Fetterman vs. Alabama Great Southern Ry. et al. 


May 21—Chicago—Sherman Hotel—Examiner Johnson: 
27574—Coal Trade Assn. of Ind. vs. A. W. & W. et al. 
27601 and Sub. 1—Illinois Coal Traffic Bureau vs. Alton et al. 
27625 and Sub. 1—West Kentucky Coal Bureau vs. L. & N. et al. (ad 
journed hearing). 


May 21—Denison, Ia.—Federal Bldg.—Examiner Schutrumpf: 

“Finance 11505—Application of Charles P. Megan, trustee of Chicago 
and North Western Ry. for permission to abandon a line of railroad 
between Boyer and Deloit, Ia. 


May 21—Washington, D. C.—Examiner Snider: 
* 1. & S. 4339—Block tin, New York and Norfolk to Winston-Salem. 


May 24—Shreveport, 
Esch: 
Fourth Section Application 16706—Iron and steel pipe and fittings, 
carloads, defined territories to Lake Charles, La.—Filed by F. A 
Leland. 


La.—Chamber of Commerce Rooms—Examiner 


CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





WE BUY AND SELL 


Piling, Ties, Switch and Bridge Timbers, Hardwood, Chestnut, Oak 
and Pine. Also POLES, Cedar, Chestnut and Pine, Telephone, Tele- 
graph, Electric, etc., Treated or Untreated. Mail us your Stock Lists 
or Inquiries. 

MILO LUMBER COMPANY 


Box 110 Hazleton, Penna, 





POSITION WANTED—Traffic Executive now employed desires 
change. I. C. C. Practitioner; broad experience State and Interstate 
Commission work; twenty years railroad, commercial, industrial traffic 
work. Excellent references. Address Box GO-1, Traffic World, 418 §. 
Market St., Chicago, Ill. 





WANTED—Position as Head Shipper or Assistant to Traffic Man- 
ager. 35 years old, 14 years’ experience in industrial field. New Eng- 
land connection desirable. Address Box GQ-1, 418 S. Market St., Chi- 





GERMAN 


NATIONAL RAILWAYS 





SHIP VIA RAIL FAST, 


MOST DIRECT CONNECTION between 
SEAPORTS and POINTS IN CENTRAL 
and SOUTHEASTERN EUROPE 


For all information as to freight rates apply to 


FREIGHT INFORMATION OFFICE 


11 BROADWAY - - NEW YORK CITY 
Telephones: Digby 4-1883 and 1895 


A Map of Germany or Europe Free Upon Request 


DEPENDABLE AT ECONOMICAL FREIGHT RATES 
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AMERICAN CAR CORB. (°°) 327 sours rasan st. 


<CHmi¢d AGO 













